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REPORT. 


TO  THE  QUEEN'S  MOST  EXCELLENT  MAJESTY. 

We,  Your  Majesty's  Commissioners  of  Railways,  humbly  beg  to  lay  before 
Your  Majesty  a  Report  of  our  proceedings  in  the  year  1849. 

In  this  year  a  very  large  increase  has  been  made  in  the  railway  communication- 
of  this  country,  but  not  to  the  same  extent  as  in  the  preceding  year  1848, 
although  larger  than  in  any  other  previous  year.  At  the  commencement  of 
the  year,  5,127  miles  of  railway  were  open  for  public  traffic,  including  some 
miles  of  mineral  railway  not  noticed  in  our  previous  Reports.  During  the 
year,  the  opening  of  869  miles  has  been  sanctioned  by  the  Commissioners,  of 
which  630  miles  are  in  England,  108  miles  in  Scotland,  and  131  miles  are  in 
Ireland,  making  the  whole  extent  of  railway  communication  at  the  end  of  the 
year,  5,996  miles ;  the  proportion  for  England  being  4,656  miles,  for  Scotland 
846  miles,  and  for  Ireland  494  miles,  respectively. 

,  By  a  comparison  with  previous  years,  it  appears  that  the  average  length  of 
new  line  included  in  each  inspection  is  very  much  less  than  in  any  preceding 
year;  in  1848  the  average  length  was  13* 5  miles;  in  1849  it  was  reduced  to 
9  '8  miles.  The  number  of  first  inspections  of  new  lines,  therefore,  although  ex- 
tending over  a  less  mileage  of  railway,  is  not  diminished,  having  amounted  in 
1849  to  88,  as  compared  with  87  in  1848,  the  mileage  inspected  during  the 
respective  periods  bemg  869  and  1,182 ;  but  a  marked  difference  has  occurred 
in  the  number  of  postponements  of  opening  beyond  the  time  proposed  by  the 
different  Railway  Companies.  In  the  year  1848  the  opening  was  postponed 
in  only  11  instances,  whereas  in  1849  it  was  found  necessary  in  42  instances, 
which,  with  other  causes,  have  required  that  altogether  166  inspections  of  rail- 
ways should  be  made.  The  decrease  in  the  average  length  of  line  included 
in  each  inspection,  may  be  attributed  to  the  gradual  opening  of  small  branches 
and  short  lines  as  links  to  complete  important  communications,  and  partly  to 
the  pecuniary  embarrassments  in  which  many  railway  Companies  have  been 
placed.  The  difficulty  in  procuring  funds,  and  the  desire  to  increase  receipts 
and  to  show  an  increased  mileage  of  railway  open  for  the  purposes  of  public 
traffic  has  evinced  itself,  by  many  lines  having  been  reported  to  the  Commis- 
sioners by  different  railway  Companies  as  ready  for  opening  and  for  the  con- 
veyance of  public  traffic,  which  upon  inspection  by  officers  of  this  department 
have  not  been  found  in  such  a  state  that  they  could  report  that  their  opening 
would  not  be  attended  with  danger  to  the  public  using  the  same.  The 
Reports  of  the  Inspecting  Officers  having  reference  to  these  particular  cases,, 
with  such  others  as  appear  to  contain  any  matter  of  general  interest,  are 
given  in  the  Appendix. 

By  the  opening  of  the  East  Lancashire  Railway  from  Liverpool  to  Preston, 
and  from  Burnley  to  Colne,  and  by  the  completion  of  the  Manchester  and 
Huddersfield  Railway  by  the  London  aud  North- Western  Railway  Company, 
from  Staley  Bridge  to  Huddersfield,  two  entire  lines  are  completed  from 
Liverpool  to  Leeds,  competing  with  the  liancasliire  and  Yorkshire  Railway, 
which  in  conjunction  with  the  London  and  North  Western  and  Midland 
Railways  had  heretofore  conducted^  the  whole  of  the  traffic  between  those 
places.    The  routes  are  as  follows : — 

On  the  East  Lancashire,  by  Ormskirk,  Blackburn,  and  Accrington,  to  Colne, 
and  thence  on  the  Midland  line  by  Skipton  to  Leeds — 89^  miles  dependent 
therefore  upon  the  system  adopted  by  these  two  Companies  for  the  accommo- 
dation of  the  traffic. 

On  the  Lancashire  and  Yorkshire  lines,  by  Wigan,  Bolton,  and  Bury,  to 
Dewsbury,  and  thence  by  the  London  and  North  Western  line  to  Leeds — 81 
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miles ;  or  proceeding  from  Dewsbury  to  Normanton,  and  thence  by  the  Mid- 
land— 9 If  ndles — ^to  Leeds,  in  each  case  depending  upon  the  united  action  of 
two  Companies. 

On  the  London  and  North  Western  lines  by  Manchester  and  Huddersfield 
to  Leeds,  81  i  miles,  entirely  under  one  management,  with  the  exception  of  the 
Staleybridge  Branch,  8  miles  in  length,  and  another  portion  3  miles  in  length 
of  the  Lancashire  and  Yorkshire  Railway,  over  which  the  London  and  North 
Western  have  powers  to  run.' 

The  route  used  formerly  to  be  by  the  London  and  North  Western  to  Man- 
chester, thence  by  the  Lancashire  and  Yorkshire  to  Normanton,  and  on  by 
the  Midland  to  Leeds,  93i  miles. 

By  the  opening  of  the  Leeds  bxmSl  Thirsk  Railway  from  the  fomaer  town 
to  Wetherl^,  a  competing  line  is  completed  for  the  traffic  from  Thirsk*  the 
Newcastle  coalfield,  and  the  North  of  England  to  Leeds  and  the  manufacturing 
district  round  Manchester,  shortening  the  distance  very  considerably.  The 
old  route  by  railway  from  Thirsk  to  Leeds  was  57i  miles,  to  Manchester  974 
miles,  which  journeys  can  now  be  accomplished  by  travelling  39  miles  and 
82  miles  respectively. 

The  Manchester,  Sheffield,  and  Lincolnshire  Railway  Company  have,  in  the 
present  year,  opened  their  line  for  public  traffic  from  Sheffield  by  Worksop  and 
Gainsborough  to  Glandford  Brigg  and  Lincoln ;  thus  conferring  the  advantages 
of  railway  communication  upon  a  large  part  of  Lincolnsiiire  heretofore  devoid 
of  it,  and  completing  as  an  integral  communication  in  their  own  hands,  another 
route  distinct  from  those  heretofore  existing  from  Manchester  and  Sheffield, 
and  the  important  districts  surrounding  those  places  to  the  east  coast  of  Eng- 
land and  the  Humber  at  the  ports  of  Great  Grimsby  and  New  Holland,  opposite 
to  Hull. 

By  the  opening  of  the  North  Staffi3rdshire  Railway  from  Macclesfield  to 
Uttoxeter,  and  of  the  Midland  Railway  from  Burton  to  the  Leicester  and 
Swannington  Railway,  a  more  direct  line  is  aflTorded  from  Manchester  and 
the  manufacturing  districts,  bordering  the  North  StaflTordshire  Railway,  to 
Derby  and  the  counties  of  Nottingham  and  Norfolk,  &c. 

By  the  opening  of  the  Shrewsbury  and  Birmingham  and  Shropshire  Union 
Railways  from  Shrewsbury  to  Stafford  and  Wolverhampton,  railway  commu- 
nication is  afibrded  through  a  very  populous  and  important  mineral  and 
manufacturing  district  which  before  was  not  readily  accessible  by  railway. 
The  Shrewsbury  and  Birmingham  line  is  however  at  present  isolated  from  the 
railways  east  and  south  of  it,  and  therefore  does  not  as  yet  give  rise  to  any 
great  railway  competition  by  it  and  the  Shrewsbury  and  Chester  Railvray 
with  the  London  and  North  Western  Railway  for  the  traffic  to  Chester  and 
Liverpool,  except  from  the  town  of  Wolverhampton  and  its  immediate  neigh- 
bourhood. 

The  Eastern  Union  Company,  having  opened  their  railway  to  Norwich, 
afford  to  the  public  an  additional  line  of  communication  to  that  town,  com- 
peting with  the  Eastern  Counties,  but  dependent  on  the  latter  Company  for 
the  forwarding  of  the  traffic  between  Colchestei*  and  London. 

The  opening  of  the  Reading,  Guildford,  and  Reigate  Railway  from  Reigate 
to  connect  with  the  South  Western  line  near  Famborough,  and  thence  on  to 
Reading,  affi)rds  a  more  direct  communication  between  the  east  and  west  of 
England ;  and  the  opening  of  the  North  Kent  line  by  the  same  Company  to 
Gravesend  connects  the  important  arsenals  and  dockyards  of  Chatham  and 
Woolwich  with  each  other  and  the  metropolis. 

No  very  important  lines  have  been  opened  in  1849  in  Scotland,  those  in- 
spected having  been  principally  extensions  or  branches  of  existing  railways 
of  minor  importance*  In  Ireland,  however,  the  lines  opened  appear  to  tne 
Commissioners  of  a  highly  important  nature,  not  only  as  cOTiferring  great 
benefits  on  poor  localities,  but  as  affording  important  lines  of  communication 
in  a  national  point  of  view.  The  extension  of  the  Great  Southern  and  Western 
Railway  has  brought  the  important  city  and  harbour  of  Cork  within  a  seven 
hours'  journey  from  Dublin,  being  the  time  at  present  occupied  by  the  mail 
trains  in  traversing  164  miles,  the  distance  by  railway  between  these  two  cities, 
and  has  also  served  to  connect  the  large  and  important  harbours  of  Cork  and 
Limerick.  Dublin  is  at  present  a  twelve  hours*  journey  from  London,  so  that 
Cork  may  ^be  considered  as  accessible  within  20  hours  from  London.    The 
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0{)^]Sng  of  fhe  Dublin  and  Belfast  Junction  Railway  from  Drogheda  to 
IhindaXk,  and  of  the  Dundalk  and  Enniskillen  Railway  fi*om  Dundalk  to 
Castleblaney,  has  reduced  the  journey  very  materially  from  the  north  of 
Ireland  to  Dublin.  It  is  to  be  regretted,  however,  that  the  Boyne  river  still 
intercepts  this  railway  communication:  the  bridge,  being  a  very  large  and 
expensive  work,  has  not  yet  been  ccmamenced. 

The  above  are  the  principal  railways  opened  in  the  year  1849,  from  the 
position  of  several  of  which,  as  links  connecting  other  railways,  and  thus  com- 
pleting fresh  lines  of  communication  between  different  parts  of  the  country,  a 
great  competition  arises  between  some  of  the  principal  companies.  In  some 
cases  it  will  be  seen  that  they  afford  outlets  to  places  of  shipment  for  th^ 
^oduce  of  inland  districts,  in  others  they  shorten  the  distance  to  be  traversed 
between  important  parts  of  the  country,  and  in  all  eases  it  may  be  considered 
that  they  benefit  the  immediate  localities  through  which  they  pass ;  but  th^ 
general  effect  of  this  multiplication  of  lines  upon  the  railway  interests,  and  the 
jextent  of  benefit  conferred  upon  the  public,  have  yet  to  be  determined  by 
-experience. 

Where  the  competition  between  important  points  is  not  created  by  integral 
lines  in  the  hands  of  only  one  Company,  the  benefit  derived  by  the  public  will 
depend  upon  the  facilities  of  interchange,  or  for  forwarding  the  traffic  at  the 
points  of  junction  with  other  lines.  This  will  to  a  certain  extent  apply  where 
the  railway  of  one  Company  joins  that  of  a  friendly  Company ;  but  where 
the  forwarding  of  the  traffic  dq)ends  upon  the  facilities  to  be  afforded  by  a 
Company  which  may  be  a  rival  either  for  the  same,  or  at  some  other  point  for 
other  traffic,  it  may  readily  be  perceived  that  there  will  be  a  strong  induce- 
ment on  the  part  of  one  Railway  Company  to  impede  the  traffic  of  the  other, 
and  thus,  that  the  public  will  not  derive  the  full  benefit  of  the  two  lines  of 
communication,  and  the  shortest,  and  in  all  other  respects  the  most  advan- 
tageous route,  may,  in  some  instances,  be  effectually  closed  against  all  through 
traffic  from  another  line. 

.  In  some  cases,  although  the  shorter  route  would,  under  an  united  manage- 
ment, be  most  advantageous  to  the  public,  the  more  circuitous  one,  even  though 
not  in  the  hands  of  a  single  Company,  may  be  productive  of  the  greatest  returns 
to  that  Company  which,  having  brought  the  traffic  to  the  junction,  would,  by 
sending  it  the  longer  journey,  receive  rates  upon  its  own  railway  for  a  greater 
mileage  distance.  This  can  be  effected  in  a  very  great  degree  by  obstructions 
at  the  junction  in  the  interchange  of  traffic,  or  by  charging  preferential  tolls, 
and  thus  the  object  of  Parliament  in  authorizing  the  construction  of  the 
shorter  line,  on  the  ground  of  the  advantages  to  be  derived  in  the  conveyMice 
.of  particular  classes  of  goods  to  special  markets  by  a  shorter  and  more  econo- 
mical route,  and  affording  a  larger  outlet  for  their  consumption  at  more 
moderate  rates,  would  be  defeated. 

Competition  by  Railways  has  also  this  peculiarity,  that  they  only  compete 
fbr  traffic  at  particular  points,  and  not  throughout  their  whole  length,  as, 
altliough  the  termini  may  be  the  same,  they  pass  through  and  serve  different 
districts  in  their  intermediate  course,  and  therefore  the  reduced  tariff  of  fares 
and  tolls  caused  by  competition  would,  under  the  present  condition  of  the  law, 
which  provides  for  equal  rates  for  passengers  and  goods  carried  over  the  same 
portions  of  railway,  and  under  the  same  circumstances  only,  apply  to  the  points 
at  and  between  which  that  competition  arises,  and  not  affect  the  rates  and  tolls 
at  intermediate  stations.  The  tendency,  therefore,  notwithstanding  this  multi- 
plication of  railways  is,  to  maintain  the  charges  for  carriage  to  or  from  all 
stations  at  which  there  is  no  competition  at  that  rate  which  will  render  to  the 
railways  the  greatest  receipts,  irrespective  of  the  distance  over  which  the 
traffic  is  conveyed,  but  depending  entirely  on  what  the  traffic  can  afford,  and 
on  the  maximum  rates  fixed  by  Parliament. 

This  difference  in  the  cost  of  conveyance  may  have  a  very  serious  local 
effect,  giving  advantages  dependent  on  the  will  of  the  companies  to  one  town, 
port,  or  district  over  another,  varying  the  relative  value  of  property,  disarranging 
commercial  or  manufacturing  interests,  and  causing  fluctuations  in  a  great 
measure  irrespective  of  geographical  position  or  otherwise  existing  local  ad- 
vantages, which  may  not  preponderate  to  such  an  extent  as  to  neutralize  ai^r 
diffisrence  in  respect  of  charges  made  by  the  railway  companies. 

The  effects  and  results  upon  the  traffic  of  the  country  of  this  multiplication 
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of  railways  can  only,  however,  as  yet  be  subject  of  conjecture,  for  it  will  be 
seen,  that  the  greater  part  of  the  competing  Imes  have  come  into  active  operar 
tion  during  the  past  year,  and  that  they  form  but  a  small  proportion  of  the 
cases  which  will  arise ;  several  other  important  lines  are  now  in  course  of 
construction  and  rapidly  approaching  completion,  which,  as  they  become 
opened,  will  greatly  increase  the  number  of  cases  of  railway  competition.  The 
effect  to  be  produced  on  Railway  Companies  themselves  cannot,  moreover,  as 
yet  be  rightly  judged  of;  nor  the  course  they  will  adopt  to  secure  their 
interests ;  nor  in  what  manner  their  proceedings  will  affect  the  interests  of  the 
public.  In  a  few  cases,  difficulties  thrown  in  the  way  of  an  interchange  of 
traffic  may  operate  to  exclude  the  public  from  advantages  they  might  reasonably 
expect  to  receive ;  but  probably  an  understanding  will  generally  be  come  to 
by  which  the  Companies  will  divide  the  traffic  in  that  manner  which  they  may 
consider  most  advantageous  to  themselves,  irrespective  of  the  interests  of  the 
public  using  their  railways ;  but  the  intricacies  of  the  question  arising  from 
these  causes  are  great  and  various,  and  have  not  as  yet  fully  developed  them 
selves,  and  afforded  information  to  such  an  extent  as  to  enable  any  just  con- 
clusions to  be  arrived  at  as  to  the  inconveniences  which  may  arise,  and  the 
measures,  if  any,  to  be  adopted  to  secure  the  public  interests. 

By  the  following  Table  it  appears  that  at  the  end  of  1849  there  were 
about  6,030  miles  of  railway  which  had  been  authorized  by  Parliament,  and 
still  remained  to  be  completed ;  that  the  principal  part  of  the  lines  opened  during 
the  year  were  among  those  authorized  in  1845  and  1846,  and  that  the  propor- 
tion of  lines  sanctioned  in  those  years,  the  powers  for  constructing  which  have 
not  been  abandoned,  is  very  great,  being  one-third  and  three-fourths  respectively, 
and  a  still  larger  proportion  for  the  year  1847. 

Table  showing,  for  the  Railways  Authorized  previously  to  the  end  of  1843,  and  in  each 
succeeding  year,  the  proportion  opened  for  Traffic  during  each  Year,  and  the  proportion 
remaining  to  be  completed  at  the  end  of  1849 ;  and  also  showing  the  length  of  Railway 
opened  for  Traffic  in  each  Year  since  1843. 


*  These  lengths  include  a  few  miles  of  mineral  railways,  or  branches  for  the  conveyance  of  groodi,  which  were  not 
included  in  the  corresponding  table  of  labt  year,  and  of  which  no  inspection  is  required  previous  to  opening. 

From  a  Return  prepared  in  the  Office  of  the  Commissioners,  which  has 
been  presented  to  Parliament,  it  appears  that  on  the  30th  June  last,  1,504 
miles  of  railway  were  in  course  of  construction,  and  5,132  miles  of  authorized 
line  had  not  been  commenced,  since  which  time  up  to  the  end  of  the  year, 
576  miles  have  been  opened  for  public  traffic.  It  also  appears  that  the 
number  of  miles  in  course  of  construction  on  1st  May  1848  was  2,958,  as 
compared  with  1,504  returned  on  the  30th  June  1849  as  being  in  progress, 
and  since  in  the  same  period  only  about  1, 100  miles  were  completed  and  opened 
for  public  trafiBc,  it  follows  that,  according  to  these  Returns,  all  work  has 
ceased  on  about  350  miles  of  lines  which  were  returned  as  being  in  progress 
in  1848,  and  which  for  the  present  may  be  considered  as  abandoned  or  post- 
poned until  more  prosperous  times. 

It  is,  therefore,  to  be  inferred  that  no  great  length  of  new  line  has  been 
commenced  since  last  year,  and  that  probably  only  about  1,000  miles  out  of 
the  6,030  miles  which  still  remained  to  be  opened  at  the  end  of  1849  were 
in  progress  of  construction  at  that  time. 
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•The  following  Table,  compiled  from  Returns  which  have  been  prepared  for 
Parliament,  shows  at  the  respective  periods  at  which  the  Returns  were  made. 
May  1st,  1848,  and  June  30th,  1849,  a  comparison  of  the  number  of  persons 
employed  upon  railways  opened  for  public  traffic,  and  also  upon  those  in  course 
of  construction  in  the  United  Kingdom,  from  which  it  appears  that  the  average 
number  per  mile  of  railway  in  operation  has  been  reduced  from  12*3  to  10*2, 
or  17  per  cent,  which  may  partly  be  accounted  for  by  it  not  being  necessary 
to  extend  the  numbers  employed  in  the  general  management  in  the  same  ratio 
as  the  mileage  of  open  line  increases,  and  also  to  the  reductions  consequent 
upon  increased  economy  and  greater  efficiency  in  mechanical  details.  The 
reduction  in  the  number  of  persons  employed  in  the  construction  of  lines  has 
been  very  considerable,  amounting  to  84,361  persons,  against  an  increase  of 
only  3,280  employed  upon  lines  open  for  traffic,  showing  that  81,081  persons 
who  in  May,  1848,  were  actively  employed  in  some  capacity  upon  railways 
had  been  removed  from  this  employment,  and  thrown  upon  the  general  labour 
market  of  the  country.  Of  this  number  about  18,000  have  been  thrown  out 
of  employment  in  Ireland. 

This,  added  to  the  reduction  in  the  previous  year,  gives  a  total  of  nearly 
150,000  who  have  been  thrown  out  of  employment,  and  which  will  in  the 
course  of  the  current  year,  unless  some  great  change  takes  place  in  railway 
affairs,  be  augmented,  probably,  to  the  extent  of  60,000  more,  making  an 
aggregate  of  upwards  of  200,000  persons,  who  may  be  considered  as  having 
been  temporarily  withdrawn  from  other  occupations  by  the  stimulus  which 
railways  received  in  1845  and  1846,  and  who  now  must  seek  a  livelihood  in 
other  ways. 


1848,  May  Ut.  . 

1849,  June  30th  . 

IncreaM   •  • 

Decre&fe  •  . 


R&i1wa3rt  open. 


Length 
of  Liue. 


Miles. 
4,252 

5,447 


1,195 


Number 
of  Penoni 
Employed. 


52,658 
55,968 


3,280 


Average 
of  Perauns 
Employed 
per  Mile. 


12-3 
10»2 


2-1 


StadoDt. 


1 ,321 
1,850 


529 


Railways  not  open. 


Line  in ' 

Coune  of 

Cooftruo- 

don. 


Mike. 
2,958 

1,504 


1,454 


Number 
of  Persons 
Employed. 


188,177 
103,816 


84,361 


Average 
of  Persons 
Employed 
per  Mile. 


63*6 
69- 


5*4 


A  comparison  of  results  derived  from  statistical  information,  obtained  from 
Railway  Companies  by  the  Commissioners  of  Railways,  and  which  have  at 
various  times  been  presented  to  Parliament,  tends  in  some  measure  to  explain 
the  depreciation  to  which  railway  property  is  now  subject.  The  increase  in 
the  length  of  line  open  for  public  traffic  during  each  of  the  years  1847,  1848, 
and  1849,  has  been  at  the  rate  of  30*30,  2428,  and  21-63  per  cent  respec- 
tively ;  whilst  the  average  receipts  per  mile,  from  all  descriptions  of  traffic, 
has  decreased  during  the  same  years  in  the  ratio  of  about  9*22,  696,  and  13*27 
per  cent  respectively,  and  this  whilst  the  gross  receipts  upon  all  the  railways 
has  steadily  increased  in  the  ratio  of  12*49,  1671,  and  1275  per  cent,  for  the 
same  periods,  ending  in  June  in  each  of  the  years  1847,  1848,  and  1849, 
respectively.  These  results  cannot  be  compared  directly  with  any  statement 
of  capital  sums  expended  in  the  construction  of  railways  open  for  traffic,  and 
which  are  therefore  receiving  or  entitled  to  receive,  interest  from  the  net 
available  profits  accruing  from  the  traffic  on  the  railways.  It  would  how- 
ever appear,  generally,  that  lines  or  branches  have  been  made,  the  traffic 
upon  which  has  either  not  been  developed  or  has  not  come  up  to  the  anti- 
cipation of  the  projectors,  or  that  railways  have  increased  in  a  more  rapid 
degree  than  that  at  which  the  resources  of  the  country  can  supply  traffic  suffi- 
cient to  yield  the  remunerative  returns  anticipated  from  the  expectations  raised 
at  former  periods,  when  only  trunk-lines  had  been  constructed,  over  which  a 
very  large  proportion  of  the  present  traffic  is  carried.  Probably  all  these 
causes  have  been  in  operation,  to  a  certain  extent,  with  others,  to  produce  the 
existing  depreciation  of  railway  property. 

It  may,  however,  not  be  uninteresting  to  consider  the  nature  of  this  descrip- 
tion of  property  a  little  more  in  detail.     The  following  table,  compiled  from 
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Returns  prepared  in  the  office  of  the  Commissioners,  shows  the  amount 
raised  by  Railway  Companies  in  this  country  at  the  end  of  1848. 

It  will  be  seen  that  the  increased  amount  raised  by  shares  and  loans  during 
that  year  amounted  to  33,234,817/.,  and  that  the  aggregate  expenditure  was 
200,173,058/.,  of  which  43,664,480/.  was  raised  by  loans  bearing  an  aFen^ 
rate  of  interest  of  4{  per  c^it.,  and  behig,  therefore^  an  annual  dmrge  upon 
the  permanently  invested  properly  of  2,020,334/. 

Table  compiled  from  Statistical  Returns  to  Parliament,  showing  the  Amoimts  raised  by 
Railway  Companies  in  the  Years  1848-49,  with  the  Gross  Receipts  for  the  same  periods. 


End  of  1847 
,,      1848 


Increase  for  1848 


Raised    by  59   Compamefl,  whol 
had  not  commenced  their  works) 


Amoiints  vaised  by  Railway  Companies. 


By  Shares. 


By  Loans. 


Amount. 


126,149,476     40,788,765 
156,503,578     43,061,480 


30,359,102 


2,875,715 


2,419,096 


273,201 


Interest. 


2,020,334 


Arenge 

Rate 
per  Cent 


4| 


Total. 


166,?3«,241 
200,173,058 

33,234,817 


2,692,299 


Although  the  Commissioners  caimot  at  present  ascertain  with  accuracy  the 
increased  amount  raised  in  1849,  they  believe  that  the  total,  by  shares  and 
loans,  will  be  found  to  be  considerably  less  than  in  1848,  and  probably  not 
far  exceeding  20,000,000/. ;  and  that,  therefore,  the  total  amount  expended 
upon  railways  at  the  end  of  1849,  did  not  exceed  220,000,000/. 

If  the  Commissioners  are  correct  in  considering,  as  before  stated,  that  about 
1,000  miles  of  railway  were  in  course  of  construction  at  the  end  of  1849,  by 
assumfaig  that  each  such  mile  has  had  20,000?.  expended  upon  it,  which  it  is 
believed  is  rather  in  excess  of  the  correct  sum,  if  it  could  be  ascertained ;  and 
if  the  amount  be  still  further  reduced  by  the  sum  of  2,692,299/.,  which  has 
been  raised  by.  fifty-nine  Railway  Companies  upon  whose  lines  the  works  had 
not  at  that  period  been  commenced,  it  would  appear  that  at  the  end  of  1849, 
the  5,996  miles  in  operation  represented  a  capital  of  about  197,500,000/., 
showing  for  works,  stations,  plant,  &c.,  an  expenditure  of  about  33,000/.  per 
mile  in  the  construction  of  the  line  and  the  provision  of  the  necessary  plant 
and  material  for  working. 

The  gross  receipts  from  all  the  railways  in  1849  amounted  to  11,806,000/., 
from  which,  if  the  working  exj^nses  be  deducted  at  the  rate  of  43  per  cent., 
being  about  an  average  taken  from  the  published  statements  of  a  number  of  the 
principal  Companies,  there  remains  a  net  available  profit  of  about  6,729,420/. 
to  remunerate  the  holders  of  property  to  the  amount  of  197,500,000/.,  or  at 
the  rate  of  3  •  40  per  cent. ;  and  it  therefore  appears  that  all  sums  raised  at  a 
higher  rate  of  interest  than  this  must  reduce  the  aggregate  revenue  available 
for  the  remuneration  of  original  proprietors. 

In  consequence  of  the  larger  rate  of  interest,  4|  per  cent.,  borne  by  the  sums 
raised  on  loans,  this  average  rate  of  interest  to  shareholders  cannot  be  stated 
at  more  than  3  per  cent  on  the  aggregate  of  all  the  railways  in  the  kingdom 
as  the  present  rate  of  dividend.  This,  however,  may  be  expected  to  improve 
from  several  causes;  amongst  others  improvements  in  machinery  and  con- 
sequent reduction  in  working  expenses,  and  the  regular  and  gradual  increase 
of  traffic  before  stated,  which  it  may  be  considered  is  due  to  increased  popula- 
tion, development  of  trade,  and  a  greater  appreciation  of  the  benefits  of 
railway  transit. 

From  another  return  prepared  to  an  order  of  the  House  of  Commons  it 
appears  that,  in  the  session  of  1849,  an  additional  sum,  amounting  to  3,155,332/^ 
was  authorized  to  be  raised,  of  which  594,832/.  may  be  raised  by  loans,  which, 
being  added  to  143,717,773/v  the  total  amoxmt  which  at  the  end  of  1848  the 
various  Railway  Companies  retained  powers  to  raise,  either  by  existing  or  by 
new  shares,  or  by  loans,  will  give  a  total  sum  of  146,873,105/.,  from  which,  if 
20,000,000/.  be  deducted,  being  the  sum  assumed  to  have  been  raised  in  1849, 
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it  would  appear  that  railway  companies  retained,  at  the  end  of  1849;  powers'  to. 
raise  the  sum  of  126,873,105/.;  of  this  25,200,383/.  was  held  by  59  railway 
companies,  who,  at  the  end  of  1848,  had.  not  begun  thdr  works,  1,507  miles  in 
length,  and  it  may  therefore  be  concluded  that  a  large  proportion  of  this  latter* 
sum  wfll,  in  all  probability,  not  be  raised  for  railway  purposes,  anid,  therefore, 
that  after  making  this  deduction,  there  remained  a  power  to  raise  about; 
100,000,000/.  for  the  completion  of  about  1,000  miles>  and  the  construction 
of  3,523  miles  not  then  commenced,  and  of  which,  probably,  as  at  present- 
sanctioned  by  the  Legislature,  a  large  proportion  never  will  be  commenced, 
and  the  capital,  therefore^  not  be  required. 

From  the  Returns  of  accidents  made  to  the  Commissioners  by  the  several 
Railway  Companies,  abstracts  of  which  are  attached  to  this  Report,  it  appears 
that  during  the  year  1849  only  five  passengers  were  killed  from  causes  beyond 
their  own  control,  being  a  great  reduction  on  the  number  thus  returned  in  the 
preceding  year.  The  number  returned  as  injured  by  aceid^ital  causes  b^ond 
their  own  control  has  also  been  very  much  decreased,  being  one-third  less  than 
in  1848.  The  whole  nxmiber  of  passengers  killed  in  the  three  years  1847, 1848, 
and  1849  were  30,  21,  and  23  ;  and  of  persons  employed  upon  railways  124, 
138,  and  127  respectively.  The  number  of  trespassers  and  other  persons  neither 
pass^igers  nor  employed  in  any  capacity  upon  railways  which  have  been  killed 
has  amounted  to  57,  43,  and  52  for  the  three  years  1847,  1848,  and  1849 ;  of 
these  last  three  were  determined  cases  of  suicide. 

Considering  that  the  passengers  who  availed  themselves  of  the  railways  in 
this  coimtry  for  the  purposes  of  locomotion  amounted,  in  the  year  1849,  to  the 
very  large  number  of  63,841,539,  being  an  increase  of  10  per  cent  upon  the 
preceding  year,  and  of  16  per  cent,  upon  the  number  conv^ed  in  1847,  it  is^ 
most  satisfactory  to  perceive  that  there  has  not  been  a  corre^onding  increase* 
in  the  number  of  accidents 

In  the  case  of  a  serious  accident  by  which  five  persons  were  killed  and  several 
horses  killed  or  injured  on  the  night  of  the  10th  February,  1849,  near  Rocklifie 
on  the  Caledonian  Railway,  the  Commissioners  seat  down  on*  of  their  inspect- 
ing officers  who,  after  inquiring  into  the  attendant  circumstances,  reported  that 
it  was  caused  by  one  of  the  wheels  of  the  tender  changing  its  position  upon  its* 
axle  whilst  the  train  was  in  motion,  and  so  breaking  up  the  road  and  causing* 
the  greater  part  of  the  train  to  be  projected  down  an  embankment  about  10 
feet  in  height.  The  luggage- van  next  to  the  tender,  and  a  first-class  carriage, 
remained  on  the  line,  as  also  did  the  last  carriage  of  the  train,  the  ixyitry 
having  occurred  principally  in  a  central  carriage,  immediately  preceding  a 
heavy  post-office  van,  in  which  the  post-office  clerks  were  employed  in  sorting 
letters.*  It  appeared  to  the  inspecting  officer  that  the  wheel  had  been  im- 
properly fitted  in  the  first  instance  in  the  manufactory,  and  as  a  great  number 
of  wheels,  fixed  in  a  similar  manner,  were  in  daily  use  upon  railways,  and  the 
TOcident  had  occurred  to  this  wheel  after  it  had  travelled  from  12,000  ta 
13,000  miles,  the  Commissioners  caused  a  circular  to  be  sent  to  the  Railway 
Companies  calling  attention  to  the  remarks  of  the  inspecting  officer  upon  the 
advisability  of  ^an  examination  of  aU  wheels  so  fixed>  and  the  adoption  of 
measures  to  prevent  a  recurrence  of  a  similar  catastrophe* 

The  Commissioners  think  it  right  to  advert  shortly  to  a  case  of  considerable 
interest  to  an  important  mineral  district  in  Monmouthshire,  in  which  their  as* 
sistance  was  sought  in  the  adjustment  of  difficulties  which  arose  between  the 
proprietors  of  the  Monmouthshire  Railway  and  Canal  and  the  mining  and 
manufacturing  interests,  to  which  they  aflFord  the  only  outlet  to  a  port  for  the 
shipment  of  their  produce.  This  district  is  one  which,  as  its  mineral  resources 
have  become  developed,  has  provided  itself  first  with  canals,  and  then  with 
tramroads,  upon  which,  for  many  years,  locomotive  engines  have  been  used,  as 
also  horse-power.  The  canals  and  the  principal  tramroads  are  the  property 
of  the  Monmouthshire  Railway  and  Canal  Company ;  but  there  are  numerous 
other  tramways  belonging  to  individuals  and  other  Companies  which  are  con- 
nected with  them,  and  to  which  they  afford  the  only  means  of  arriving  at  the 
town  of  Newport,  the  shipping  place  of  the  district. 

The  Railway  Company  having  obtained  Acts  of  PsErliament  by  which  they 
were  to  adapt  their  lines  for  locomotive  traction,  and  to  carry  passengers,  pro- 
ceeded to  take  steps  for  the  alteraticm  of  their  lines  from  tramways  to  edge' 
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railroads;  but  as  the  rolling  stock  in  use  was  the  exclusive  property  of  other 
parties  who  worked  over  the  tramways  paying  toll,  the  proposed  alteration, 
involving  very  considerable  expense  to  those  parties,  as  well  as  prospectively 
to  those  who  owned  the  various  branch  tramways,  produced  great  discontent 
in  the  district  among  the  various  mining  and  manufacturing  interests,  and 
memorials  were  sent  to  the  Commissioners  praying  their  interference. 

These  memorials  having  been  forwarded  to  the  Railway  Company,  it  appeared 
that  the  intervention  of  the  Commissioners  might  be  useful  in  adjusting  the 
matters  of  diiference,  and  they  accordingly  sent  an  officer  to  inspect  the  lines 
and  examine  into  the  circumstances  complained  of,  whose  report  having  been 
forwarded  to  the  Company,  they  expressed  their  willingness  to  adopt  the  sug- 
gestions contained  in  it,  as  calculated  to  promote  the  interests  of  the  Company 
and  the  welfare  of  the  district. 

During  the  year  1849  it  has  become  the  duty  of  the  Commissioners,  in  con- 
sequence of  memorials  received  from  several  towns  and  from  many  influential 
persons  on  the  line  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway, 
to  consider  the  course  to  be  adopted  with  reference  to  the  completion  of  that 
railway,  under  the  powers  vested  in  them  by  the  131st  Section  of  that  Railway 
Company's  Act,  1 845,  by  which  it  is  enacted  that,  in  the  event  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company  failing  to  complete  their  railway 
and  branches  authorized  by  that  Act,  *'  by  neglecting  at  any  time  to  proceed 
*'  therewith  in  such  manner  as  to  afford  a  reasonable  security  for  the  comple- 
"  tion  thereof  within  the  aforesaid  period,  it  shall  be  lawful  for  the  said  Great 
**  Western  Railway  Company,  after  giving  one  month's  notice  of  their  intention 
"  so  to  do,  to  enter  upon  the  said  railway,  and  to  proceed  with  the  construction 
*'  thereof,  and  to  exercise  all  or  any  of  the  powers  of  the  Company  hereby 
"  incorporated  in  relation  thereto,  and  if  at  any  time  the  said  Company  hereby 
"  incorporated  shall,  in  the  opinion  of  the  Board  of  Trade,  fail  to  proceed  with 
"the  construction  of  the  said  railway  in  manner  aforesaid,  the  Great  Western 
"Railway  Company  shall,  on  being  required  so  to  do  by  the  said  Board, 
"enter  upon  the  said  railway,  and  shall  complete  the  same  as  aforesaid;  and  in 
"such  an  event  it  shall  not  be  lawful  for  the  Company  hereby  incorporated, 
"or  the  Directors  thereof,  at  any  time  from  and  after  such  entry  as  aforesaid, 
"  unless  with  the  special  consent  of  the  said  Board  of  Trade,  to  declare,  make, 
"or  pay  any  interest  or  dividend  upon  any  of  the  shares  in  the  said  undertaking, 
"  or  to  the  holders  or  proprietors  thereof,  until  after  the  whole  of  the  said 
"railway  shall  have  been  constructed  and  opened  for  public  use." 

A  number  of  petitions  having  been  received,  towards  the  end  of  August  and 
September,  setting  forth  that  the  Oxford,  Worcester,  and  Wolverhampton 
Company  were  stopping  their  works  throughout  their  whole  line,  and  praying 
that  the  Commissioners  would  require  the  Great  Western  Company  to  enter 
tipon  the  railway  and  complete  it,  the  Commissioners  communicated  with  the 
Companies,  and  caused  the  Railway  to  be  inspected  by  one  of  their  officers, 
who  reported  that  it  was  about  half  constructed,  that  a  great  portion  between 
Evesham  and  Dudley,  including  the  Branch  to  Stoke,  was  completed,  with 
the  exception  of  the  permanent  way  and  stations ;  that  on  the  part  of  the  line 
between  Oxford  and  Evesham,  much  had  been  done,  and  the  works  were  in 
an  unfinished  state,  causing,  in  some  few  instances,  inconveniences  to  the 
neighbourhoods  in  which  they  were  situated,  and  interruptions  to  the  traffic  on 
the  public  roads;  that  in  this  state  the  works  were  apparently  abandoned, 
there  being  no  men  to  be  seen  at  work  on  the  line,  and  that  the  postponement 
of  the  works  was  producing  serious  injury  to  them,  and  was  likely,  therefore, 
to  cause  an  enlarged  expenditure,  if  much  prolonged.- 

The  Commissioners  also  saw  deputations  from  the  Companies  on  this 
subject,  and  being  fully  satisfied  that  the  Oxford,  Worcester,  and  Wolver- 
hampton Company  were  failing  to  proceed  with  the  construction  of  their 
railway  so  as  to  afford  a  reasonable  security  for  its  completion  within  the 
period  authorized  by  their  Acts,  and  having  given  due  notice  to  the  Com- 
panies they  at  length  called  upon  the  Great  Western  Company,  by  a  requisition 
bearing  date  the  17th  January  last,  to  enter  upon  the  Oxford,  Worcester,  and 
Wolverhampton  Railway,  and  complete  it.  The  papers  connected  with  this 
subject  will  be  found  in  the  Appendix, 

An  instance  in  which  the  Commissioners  have  deemed  it  their  duty  to 
interfere  and  institute  legal  proceedings  is  in  the  case  of  the  Edinburgh,  Perth, 
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and  Dundee  Railway  Company.  The  1 1th  section  of  the  Act  7  and  8  Vict, 
c.  85^  provides  that  it  shall  be  lawful  for  the,  Postmaster-General  to  send  any 
mail  guard  with  bags  not  exceeding  the  weight  of  luggage  allowed  to  any 
other  passenger,  by  any  train  other  than  a  mail  train,  upon  the  same  condi- 
tions as  any  other  passenger.  It  appears  that  for  some  time  the  mail  bags  on 
this  line  were  forwarded  under  the  charge  of  mail  guards  travelling  at  the  fare 
of  second-class  passengers  by  ordinary  trains;  the  Company,  with  a  view  to 
obtain  a  higher  rate  of  payment  for  the  conveyance  of  the  malls,  determined  to 
refuse  to  aUow  the  mail  guards  to  take  up  or  leave  bags  at  any  of  the  interme- 
diate stations,  and  to  prohibit  any  persons  being  admitted  to  the  station  plat- 
forms for  the  purpose  of  giving  bags  to^  or  receiving  bags  from,  the  guards,  unless 
payment  was  made  for  each  bag  as  a  parcel.  The  Postmaster-Greneral  being 
of  opinion  that  this  course^  if  persisted  in,  would  compel  an  increased  expoi- 
diture  on  the  part  of  his  department  for  railway  services,  and  deprive  towns  on 
the  line  of  part  of  the  accommodation  which  they  ei\joy,  represented  to  the 
Commissioners  that  it  would  be  desirable  to  enforce  the  provisions  of  the 
Statute.  The  Conmiissioners  being  advised  that  the  Company  are  bound  to 
carry  the  mail  bags  and  guards,  as  required  by  the  Post-office,  have  issued 
their  certificate  for  the  Law  Officers  of  the  Crown  to  take  the  necessary  mea- 
sures to  enforce  a  compliance  with  the  provisions  of  the  General  Act  for  the 
R^ulation  of  Railways,  7  and  8  Vict,  c.  85. 

The  Reports  made  by  the  Commissioners  on  subjects  connected  with  rail- 
ways in  the  colonies,  which  were  referred  to  them  in  1849,  are  given  in  tiie 
Appendix.  The  several  clauses  inserted  in  Railway  Acts  of  last  session  by- 
Committees  of  the  House,  or  at  the  instance  of  other  parties,  under  which 
reference  can  be  made  to  the  Commissioners,  are  also  given.  They  relate  to  a 
great  variety  of  subjects,  such  as  disputes  between  Railway  Companies  on 
matters  arising  in  the  construction  of  the  works,  including  accommodation  and 
pecuniary  adjustments ;  as  to  use  of  railways  by  companies  other  than  the  pro- 

Erietors,  and  the  tolls  to  be  paid  by  them;  a3  to  the  construction  of  bridges  in 
leu  of  level  crossings,  or  the  adoption  of  regulations  for  the  security  and  con- 
venience of  the  public  thereat ;  as  to  the  use  of  locomotive  engines  passing  near 
docks  and  buildings,  and  the  precautions  to  be  adopted  for  the  prevention  of 
danger  from  fire ;  as  to  the  correction  of  inconveniences  arising  from  tlie  amal- 
gamation of  Railway  Companies,  and  from  the  acquisition  of  canals  by  Railway 
Companies ;  and  also,  in  one  case,  it  is  provided  that  the  Commissioners  are  to 
appoint  an  auditor  to  audit  the  accounts  of  a  Railway  Company. 

The  usual  return  of  accidents,  and  an  abstract  of  the  statistical  returns  for- 
warded to  the  Conmussioners  by  the  Railway  Companies  will  be  found  at  the 
end  of  the  Appendix. 

H.  LABOUCHERE. 
GRANVILLE. 
EDWARD  RYAN. 

Office  qf  Qmmimaners  qfltailwayt, 

WhitehaU,  July  lOtt,  1850. 


Digitized  by 


Google 


u 


Digitized  by  VjjOOQIC 


(  1  ) ^ 

APPENDIX. 

'"~"""""~""""""~""""""""""'~'  Appendix  No.  1. 

Appendix  No.  1.  MidianrRiuway. 

{Sheffield  Ikmnei.) 

MIDLAND  RAILWAY.— {Sheffield  Tunnel) 

Sir,  Whitehall,  January  10,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  inspected 
the  Sheffield  Tunnel  of  the  Midland  Railway,  with  a  view  to  ascertain  the  efficiency  of  the 
repairs  since  the  accident  of  the  22nd  of  March,  1848,  when  about  65  feet  of  the  west  end 
fell  in.  The  Company  have  repaired  the  damage  by  shortening  the  tunnel  at  this  end  80  feet, 
leaving  it  an  open  cutting  ;  they  nad  commenced  rebuilding  the  tunnel  as  itoriffinally  stood ;  but, 
to  meet  some  arrangements  of  the  Manchester,  Sheffield,  and  Lincolnshire  luiilway  Company, 
this  alteration  in  the  length  of  the  tunnel  was  made.  I  also  examined  the  remainder  of 
the  tunnel^  and  particulariy  the  side  wall  next  the  hill  in  which  Captain  Laffan,  on  his 
inspection  after  the  accident,  observed  numerous  cracks ;  I  judge  from  their  appearance  they 
have  not  increased  since  then,  and  I  conclude  that  they  occurred  on  the  striking  of  the  centre, 
and  that  no  further  settlement  has  since  taken  place.  I  am  of  opinion  that  the  tunnel  may 
be  safely  re-opened  for  the  convevance  of  the  passenger  traffic. 

^  On  referring  to  the  Act  of  Parliament,  I  find  there  is  no  mention  made  of  a  tunnel;  but  it  is 
directed  that  the  connexion  of  this  railway  with  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway  shall  be  made  under  the  sanction  of  the  Lords  of  the  Committee  of  Privy  Council 
for  Trade.  It  is  therefore,  I  presume,  within  the  province  of  the  Commissioners  to  sanction, 
if  they  think  proper,  the  shortening  of  the  tunnel. 

I  have,  &c.. 
Captain  Harness,  B.E.,  George  Wynne, 

Src        Sfc.  Capt.  Royal  Engineers. 


Appendix  No.  2. 

LONDON  AND  SOUTH  WESTERN  RAILWAY. 

Sir,  Whitehall,  January  10,  1849. 

I  HAVE  to  inform  you  that,  in  compliance  with  the  directions  of  the  Commissioners  of 
Railways  contained  in  your  letter  of  the  8th  September  last,  I  placed  myself  in  commu- 
nication with  Mr.  Locke,  during  the  experiments  tried  by  him,  with  a  view  to  diminishing  the 
noise  occasioned  by  trains  passing  the  bridge  on  the  London  and  South  Western  Railway,  over 
the  Westminster-road.  These  experiments  were  tried  on  the  bridge  over  Church-lane,  Lambeth, 
and  have  led  to  a  very  successful  result,  inasmuch  as  it  is  found  that  by  laying  the  permanent 
way  over  the  bridges  on  ballast,  the  noise  produced  by  passing  trains  is  very  much  lessened,  the 
vibratory  action  of  the  train  upon  the  metal  forming  the  cast-iron  arched  girders  being  almost 
nullified.  The  system  consists  in  laying  cast  iron  plates  with  flanges  and  ribs  cast  upon  them, 
for  the  purpose  of  gaining  additional  strength  where  required,  upon  the  flange  of  the  girder 
which  carries  the  roadway.  These  plates  are  cemented  together  so  as  to  be  impervious  to 
water,  and  are  slightly  arched,  having  channels  formed  along  their  ends  to  carry  any  water 
that  might  fall  upon  them,  away  to  the  extremities  of  the  bridge.  Upon  the  plates,  a  few 
indies  of  ballast  have  been  spread,  and  longitudinal  timbers  carrying  the  rails  are  laid  upon 
it,  care  being  taken  that  they  ^all  in  no  place  touch  the  metal  of  the  beams.  This  method 
of  laying  railways  upon  cast-iron  bridges  may  be  found  generally  useful  for  checking  the  vibra- 
tion where  it  might  be  considered  to  oe  injurious,  and  is  certainly  most  effective  in  deadening 
sound.  With  reference  to  the  bridge  over  the  Westminster-road,  I  consider  that,  as  the  trains 
are  scarcely  in  motion  when  passing  over  it,  and  the  traflSc  is  so  great  beneath  as  to  produce  a 
constant  noise  counteracting  the  effect  of  the  trains,  it  is  not  necessary  to  urge  upon  the 
Company  at  present  the  adoption  of  any  particular  precaution  or  remedy ;  but  with  regard  to 
other  streets  or  roads  crossed  by  iron  bridges  where  the  trains  pass  more  rapidly,  it  appears  to 
me  that  it  would  be  productive  of  great  beneGt  to  the  pubUc  using  those  thoroughfares,  more 
particularly  where  the  tra£Bc  upon  them  is  large,  if  this  method  of  reducing  the  noise  produced 
by  passing  trains,  which  is  at  present  very  great,  were  adopted. 

With  respect  to  the  screen  upon  the  Westminster-road  bridge,  of  the  necessity  of  which  I  was 
desired  to  consider  and  report,  I  have  to  inform  you  that  I  am  not  of  opinion  that  the  erection 
of  a  screen  or  fence  beyond  the  height  of  the  present  parapet  of  the  bridge  will  be  productive 
of  any  benefit,  at  the  same  time  I  think  it  would  be  advisable  if  engine-drivers  were  desired 
not  to  stand  with  their  engines  on  this  bridge  more  than  necessary ;  and  if  they  were  cautioned 
to  use  their  whistles  as  litUe  as  is  consistent  with  the  safety  of  the  traffic  upon  the  railway 
when  passing  through  the  town,  and  to  avoid  using  them  altogether  if  possible  when  upon  or 
near  any  of  the  brieves  over  principal  thoroughfares. 

I  have,  &c.. 
Captain  Harness,  B.E.,  J.  L.  A.  Simmons, 

i'c.        ^c.  '     '  Capt.  Royal  Engineers. 
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(}ffice  of  Commissioners  of  Railways,  Whitehall, 
Sir,  January  11,  1849. 

I  RAVE  been  directed  by  the  Commissioners  oF  Railways  to  forward  to  you  the  enclosed 
extracts  from  a  report  made  to  them  by  Captain  Simmons,  on  the  precautions  necessary  to  be 
taken  on  certain  parts  of  the  Waterloo-bridge  extension,  for  the  security  of  passengers  on 
horse-back,  or  in  carriages,  on  the  roads  adjacent  thereto ;  and  to  express  their  hope  that  the 
Directors  of  the  Company  will  cause  the  recommendations  made  by  Captain  Simmons,  with 
respect  to  the  adoption  of  the  plan  for  the  diminution  of  noise  at  the  iron  railway  bridges, 
which  has  been  proposed  and  tried  by  Mr.  Locke^  and  with  respect  to  the  directions  to  be 
given  to  the  engine-drivers  for  the  part  of  the  line  referred  to,  to  be  complied  with  as^soon  as 
possible. 

I  have,  &c.. 

The  Secretary  oft/ie  London  and  H.  D.  Harnbss, 

South  Western  Railioay  Company.  Capt.,  Royal  Engineers. 
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EAST  LANCASHIRE  BAILW AY  .—(Burnley  to  Colne.) 

Sir,  Liverpool,  January  24, 1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  have  this 
day  inspected  a  portion  of  the  East  Lancashire  Railway,  extending  from  Burnley  to  Colne,  a 
distance  of  six  miles. 

The  engineering  difficulties  on  this  line  have  been  very  great,  the  nature  of  the  country 
requiring  considerable  earthworks^  and  the  formation  through  which  the  line  passes  affording 
the  worst  possible  material  for  such  works,  being  a  kind  of  laminated  clay,whidi  not  only  slips 
in  the  cuttings  and  embankments,  but  the  land  itself  also  slips  under  the  weight  of  the  embank- 
ments ;  of  these  latter  the  most  formidable  has  occurred  at  the  Marsden  Viaduct,  a  structure 
nearly  50  feet  high,  and  consisting  of  five  semicircular  arches  of  40  feet  span ;  the  heavy  earth- 
works on  the  west  side  have  caused  a  land-slip  to  the  east,  in.  the  line  of  the  viaduct,  which 
has,  to  a  slight  extent,  carried  the  viaduct  with  it,  and  the  embankment  on  the  west  side  has 
caused  a  slip  to  the  north;  the  remedial  measures  adopted  have  been  to  lighten  the  embank- 
ments at  either  end  by  substituting  timber  stagings,  and  to  build  up  nearly  solid  the  two  eastern 
arches,  to  form  an  abutment  against  the  pressure  in  that  direction.  These  measures  appear  to 
have  arrested  the  slips,  and  the  viaduct  may,  I  consider,  be  deemed  safe,  but  I  would  recom- 
mend that,  for  some  time,  an  intelligent  person  should  be  employed  to  watch  carefiilly  and 
report  daily  its  state. 

At  Bardon  Cluff,  on  a  heavy  embankment,  about  30  yards  of  the  down-line  has  yet  to  be 
laid.  There  is  nothing,  however,  to  prevent  the  work  being  completed  before  the  28th,  and  the 
engineer  has  engaged  to  have  it  done  by  that  time. 

There  are  three  level  crossings  for  pubUc  roads,  the  gates  of  which  close  both  'across  the 
roads  and  railway,  and  lodges  are  provided  for  the  gatekeepers.  These  crossings  occur  at  the 
following  places : — 

2  miles  55  chains  fron\  Burnley,  parish  road,  from  Burnley  to  Penelle  Forest. 

3  miles  69  chains  from  Burnley,  public  road,  from  Burnley  to  Colne. 

4  miles  20  chains  from  Burnley,  turnpike-road,  to  Catlow. 

At  1  mile  52  chains  from  Burnley,  a  bridge  over  Bardon-lane  has  been  substituted  for  a 
level  crossing,  which,  it  is  stated,  has  been  done  with  the  consent  of  the  Commissioners.  The 
Parliamentary  plans  do  not  appear  in  other  respects  to  have  been  deviated  from. 

I  consider  the  line  may  be  safely  opened  for  passenger  traffic,  but  I  would  recommend  that, 
for  some  time,  a  very  moderate  speed  should  be  used  over  it. 

I  have,  &c.. 


Captain  Harness,  R.E., 


George  Wynne, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  January  26,  1849. 

I  RAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  on  con-^ 
sidering  the  report  made  to  them  by  Captain  Wynne,  after  his  recent  inspection  of  those 
portions  of  the  East  Lancashire  Railway  between  Burnley  and  Colne  and  between  Burnley 
and  Garron  Level  Crossing,  they  do  fiot  object  to  their  being  opened  for  public  traffic  on  the 
day  proposed  by  the  Company ;  but  they  hope  the  Directors  will  make  arrangements  to  ensure 
a  strict  attention  to  the  recommendations  made  by  Captain  Wynne  in  the  accompanying* 
extracts  from  his  Report,  for  a  daily  report  by  a  competent  person  to  the  resident  engineers  on 
ihe  state  of  the  Marsden  Viaduct,  and  for  a  limitation  of  the  speed  upon  the  line  until  thejworks 
have  consolidated. 

I  have^  &CW, 

The  Secretary  of  the  'EL.  D.  Harness, 

East  Lancashire  Railway  Company.  Capt.  Royal  Engineers. 
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Midland  Rtdlway. 
MIDLAND  RAILWAY. — {Leicester  and  Stoarmington  Branch.)  (Leice$terand 

SiK,  '  February/ 14,  m9.      2^"* 

I  HAVE  to  report,  for  the  information  of  the  Commissioners/ that  I  yesterday  inspected 
the  undernamed  portions  of  the  Leicester  and  Swannington  branches  of  the  Midland  Railway. 

1st.  A  line  from  Whitwick,  a  station  two  miles  from  the  Swannington  end  of  the  Leicester 
and  Swannington  Railway,  to  Burton-on- Trent,  a  distance  of  13  miles  74  chains,  where  it 
forms  a  junction  with  the  Midland  Railway. 

2nd.  A  branch  from  the  above  called  the  Swadlencote  Branch,  commencing  about  tliree 
miles  from  the  Burton  end,  and  running  east  for  2i  miles  to  collieries  from  which  the  branch 
takes  its  name. 

Five  level  crossings  are  authorized  on  the  portions  of  line  I  inspected ;  of  these  only  two  are 
retained ;  for  the  three  others,  two  over  and  one  under-bridge  have  been  substituted.  The  two 
level  crossings  which  have  been  retained  have  gales  closing  across  the  road,  but  no  lodges  have 
as  yet  been  erected.  Mr.  Liddell,  the  engineer,  assured  me  that  temporary  boxes  for  the 
accommodation  of  the  gatekeepers  had  been  prepared,  and  were  ready  to  be  put  down.  As  the 
Act  enjoins  that  at  all  the  level  crosses  lodges  shall  be  permaneritly  maintained^  the  Company 
should  be  called  upon  to  erect  such  buildings  without  loss  of  time.  * 

The  only  other  deviation  from  the  Parliamentary  plan  which  I  have  to  notice  is  in  the  parish 
of  Ashby-de-la-Zouch,  near  the  Moira  collieries,  where,  for  about  the  distance  of  a  mile  the 
line  of  railway  passes  beyond  the  limits.     The  line  is  not  disimproved  by  the  deviation. 

The  platforms  at  the  several  stations  were  incomplete,  and  as  in  such  a  state  they  must  be 
eoQsidered  to  involve  a  certain  amount  of  danger  to  the  public,  I  would  recommend,  in  order 
to  allow  full  time  for  their  completion,  that  the  opening  should  be  postponed  one  week  from  the 
date  of  my  inspection,  that  is,  till  the  20th  instant. 

I  have.  Sec., 

George  Wynne, 
C<q>t,  Harness,  R.E.,  Capt.  Royal  Engineers. 

Office  of  Commissioners  of  Bailtoays,  Whitehall, 
Sir,  February  14,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Capt.  Wynne,  after  his  inspection  of  the  line  of  Railway 
between  Whitwick  and  Burton-on-Trent,  and  to  inform  you  that,  after  considering  that  report, 
they  have  directed  that  the  opening  of  the  line  for  public  traflSc  shall  be  postponed  for 
one  week  from  this  date. 

I  am  also  to  express  the  hope  of  the  Commissioners  that  no  time  will  be  lost  in  completing 
the  requisite  permanent  lodges  for  gatekeepers  at  the  two  level  crossings,  which  are  at  present 
without  them,  and  to  request  an  explanation  of  the  circumstances  under  which  the  deviations 
remarked  upon  by  Captain  Wynne,  from  the  plans  sanctioned  by  Parliament,  have  been  made 
without  due  authority. 

I  have,  &C., 
The  Secretary  of  the  H.  D.  Harness, 

Midland  Railway  Company,  Capt  Royal  Engineers. 


Secretary'* s  Office,  Derby, 
Gentlemen,  February  20,  1849. 

In  reply  to  your  letter  of  the  14th  instant,  as  to  the  deviations  mentioned  in  Captain 
Wjmne's  report,  I  beg  leave  to  hand  you  a  copy  of  a  letter  received  from  the  engineer  on  the 
subject,  viz. : — 

Dear  Sir,  24,  Ahingdon^treet,  WestnUnster. 

I  HAVE  to  state,  in  reference  to  Capt.  Harness's  letter,  enclosing  report  from  Capt.  Wynne,  that 
there  will  be  as  little  delay  as  possible  in  completing  the  level  crossing  lodges,  the  contracts  for  build* 
ing  them  having  been  made. 

The  deviation  of  the  line  alluded  to  was  made  to  avoid  the  crossing  of  a  colliery  inclined  plane,  is 
entirely  within  the  land  of  the  Marquis  of  Hastings,  to  whom  the  colliery  belongs,  and  the  gradients 
and  curvet  are  in  no  respect  injured  by  it ;  in  fact,  excepting  to  the  Marquis  of  Hastings  and  the 
Railway  Company,  as  avoiding  the  works  of  the  Moira  Colliery,  the  deviation  is  so  entirely  unimpor- 
tant, that  it  was  overlooked  by  me  in  setting  out  the  line  that  any  authority  for  the  alteration  was  re* 
quired. 

Yours  truly. 
To  J.  F.  Belly  Esq.  Charles  Liddbll. 

I  have,  &c., 
C(g)t.  Harness^  RE.,  J.  F.  Bell,  Secretary. 
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Eastern  Counties  — 

Railway.  EASTERN  COUNTIES  (NORFOLK)  RAILWAY.— (JDertfAamanrfFafenAom Branclu) 

F^en^'nraneh.)  SiR,  February  24,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Cooimissioners,  that  I  yesterday  inspected 
the  branch  line  of  the  Norfolk  Railway,  between  Dereham  and  Fakenham,  a  distance  of 
12  miles  1  furlong.  At  a  distance  of  2|  miles  from  Dereham  there  is  an  occupation  under- 
bridge  through  an  embankment  33  feet  high ;  the  lateral  thrust  of  this  mass  of  earth  has 
forced  out  each  end  of  the  arch  for  a  length  of  about  4  feet,  entirely  separating  it,  bv  a  fissure 
several  inches  wide,  from  the  centre  part  of  the  arch ;  the  east  face  and  wing  walls  are  the 
worst,  and  are  strongly  shored  up ;  the  bridge  is  84  feet  in  length,  and  14  feet  high  to  the 
crown  of  the  arch. 

The  following  level  crossings  of  public  roads  occur,  viz.  :— 

1.  On  the  road  from  Dereham  to  Swanton. 

2.  Another  on  the  same  road. 

3.  On  the  road  from  Hoe  to  Grasshale. 

4.  On  the  road  from  Dereham  to  Worthing. 

5.  On  the  road  near  Elmham. 

6.  One  at  the  village  of  Ryburgh,  where  there  is  a  station. 

The  above-named  crossings  have  sul  gates  shutting  across  the  road,  and  some  have  gates 
wluch  close  both  across  the  road  and  railway. 

The  level  crossing  at  Ryburgh,  I  was  informed,  is  not  sanctioned  by  the  Act,  but  is  a 
substitution  for  an  over-bridge. 

I  cannot  recommend  the  Commissioners  to  sanction  the  opening  of  the  line  until  the  under 
occupation-bridge  at  2  miles  6  furlongs  from  Dereham  has  been  substantially  repaired. 

I  have,  &c., 

Capt,  Harness,  R.E.,  George  Wynne, 

^c.  Sfc.  Capt.  Boyal  Engineers. 


Office  of  Commissioners  of  Railways,  fFhitehaU, 
Sir,  February  26,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  yon  the 
inclosed  copy  of  the  report  maae  to  them  by  Capt.  Wynne,  after  inspecting  the  line  of 
railway  between  Dereham  and  Fakenham,  and  to  inform  you  that  the  Commissioners  have,  for 
the  reasons  therein  stated,  postponed  the  opening  of  the  line  for  one  month  from  this  date,  but 
that  on  being  informed  that  the  defects  objected  to  by  Capt.  Wynne  have  been  removed,  they 
will  appoint  an  officer  to  re-inspect  the  line. 

I  am  also  to  request  an  explanation  of  the  circumstances  under  which,  as  stated  in  Capt. 
Wynne*s  Report,  a  level  crossing  of  a  public  road  has  been  substituted  at  Ryburgh  ibr  tne 


over-bridge  approved  by  Parliament. 

"he  Secretary  of  the 
Norfolk  Railtoay  Company.  Capt.  Boyal  Engineers. 


I  have,  &C., 
The  Secretary  of  the  H.  D.  Harness, 


Eastern  Counties  Railway  Office, 
Sir,  Bishopsgaie  Station,  London,  March  2,  1849. 

With  reference  to  your  letter  of  the  26th  ult.,  relative  to  the  level  crossing  at 
Ryburgh,  I  beg  to  send  you  extract  from  a  letter  that  I  have  received  from  the  engineer 
of  the  Dereham  and  Fakenham  Line,  in  reply  to  one  I  addressed  to  him,  inclosmg  your 
said  letter. 

I  have,  &c., 

The  Secretary  to  the  C  P.  Roney,  Secretary. 

Railway  Commissioners. 


Extract  referred  to. 

February  28,  1849. 

*'  As  regards  the  level  crossing  at  Rvburgh,  there  was  a  meeting  on  the  spot,  at  which 
the  parish  authorities— Col.  Fitzroy,  Mr.  Bidder,  Mr.  Tile  and  myself^attended,  where,  on  the 
representation  that  the  level  crd&sing  would  be  much  more  convement  on  account  of  the  station, 
the  point  was  conceded,  and  the  level  crossing  sanctioned. 

•'  I  have,  &c., 

**  C.  P.  Roney,  Esq:'  "  G.  H.  Phipps." 


Sir,  March  14, 1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  re* 
inspected  the  bridge  on  the  Fakenham  branch  of  the  Norfolk  Railway,  which  in  my  report  of 
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the  24th  ultimo  I  had  stated  to  be  unsafe,  and  found  that  it  had  been  substantially  repaired,    Appenilix  No.  5. 
the  objectional  parts  having  been  taken  down  and  rebuilt  in  cement.     I  consider  that  the  line  — j- 

may  now  be  safely  opened  for  the  conveyance  of  passengers,  and  recommend  that  the  usual    Easteni^Counties 
certificate  to  that  effect  be  granted.  ,^     .         ^' 

I  have  to  remark,  that  at  present  there  is  no  turn-table  at  Pakenham,  so  that  the  engme  F(uLJ^^BranclL) 
has  to  make  the  return  journey  tender  foremost.    It  is  the  intention  of  the  Company  to  erect  a 
turn-table,  and  one,  I  am  informed,  is  provided  ;  but  a  recommendation  from  the  Commissioners, 
that  no  unnecessary  delay  should  be  incurred,  might  be  desirable,  and  would  probably  expedite 
its  erection. 

I  have,  &c., 

Georgr  Wynne, 


Capt.  Harness,  B.E., 


^c. 


^c. 


Capt.  Royal  Engineers. 


Sib, 


Office  of  Commissioners  of  Railways,  Whitehall, 
March  3, 1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  refer  to  you  the  accom- 
nying  letters  from  the  Eastern  Counties  Railway  Company,  with  respect  to  the  unauthorized 
level  crossing  of  a  public  road,  reported  by  you  to  have  been  made  in  the  construction  of  the 
Dereham  and  Fakenham  branch  of  the  Norfolk  Railway ;  and  to  request  you  to  report  on  the 
degree  of  danger  and  inconvenience  the  public  are  likely  to  sustain  from  the  substitution  of  a 
level  crossing  for  the  bridge  approved  by  Parliament  at  the  places  in  question. 

I  have,  &c., 

H.  D.  Harness^ 


Capt.  Wynne,  R.E., 


^c.        Sfc. 


Capt,  Royal  Engineers. 


Sir, 


April  12,  1849. 

In  reply  to  your  letter,  directing  me  to  report  on  the  degree  of  danger  and  inconvenience 
the  public  are  likely  to  sustain  from  the  substitution  of  a  level-crossing  for  the  bridge  ap- 
proved by  Parliament,  at  the  village  of  Ryburgh,  on  the  Dereham  and  Fakenham  Railway^ 
I  have  to  inform  you  that,  on  my  second  inspection  of  the  line,  1  examined  the  locality;  the 
village  where  it  occurs  is  very  small  and  straggling ;  tlie  railway,  at  the  spot  where  the  level 
crossing  is  situated,  is  in  a  cutting  4  feet  deep,  and  the  sides  have  been  cut  away  to  make  the 
approaches  at  1  in  20,  which  would  have  been  the  ascending  inclination  to  the  bridge  had  it 
been  built;  if  the  descents  are  tailed  out  to  1  in  30,  which  I  would  recommend,  the  public 
using  the  same  will  be  rather  gainers  by  the  substitution.  From  inquiries  I  made  of  Colonel 
Fitzroy,  one  of  the  principal  proprietors,  and  others,  I  learnt  that  the  substitution  of  the  level- 
crossing  for  an  over-bridge  was  a  compromise  between  the  inhabitants  and  the  Railway  Com- 
pany, the  former  yielding  the  bridge  provided  the  latter  would  give  them  the  advantage  of  a 
station. 

The  traffic  on  this  line,  both  for  goods  and  passengers,  must  for  many  years  be  of  very 
moderate  extent ;  and  this,  combined  with  the  circumstance  of  the  station  being  close  to  the 
crossing,  and  thereby  securing  a  good  look  out,  will  tend  to  lessen  the  danger  and  inconvenience 
inherent  to  level-crossings. 

I  have,  &c,. 


Cc^.  Hamessj  R,E., 
Sfc.        Sfc. 


Sjb, 


George  Wynne, 

Capt  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
April  13, 1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  having 
considered  further  reports  from  their  Inspecting  Officer,  upon  the  level  crossing  on  the  Dereham 
and  Fakenham  (Eastern  Counties)  Railway,  at  the  village  of  Ryburgh,  they  are  of  opinion 
that  the  level  crossing  in  question  is  unauthorized,  and  that  the  Company  may  be  compelled  to 
substitute  a  bridge ;  but  that  as  their  officer  has  reported  the  crossing  to  be  one  on  which 
there  is  but  little  traffic,  the  Commissioners  do  not  deem  it  expedient  at  present  to  compel  the 
Company  to  erect  a  bridge,  but  they  desire  to  call  their  attention  to  an  improvement  sug- 
gested by  Capt.  Wynne,  viz.,  that  the  approaches  to  the  level  crossing  should  be  made  more 
gentle,  by  reducing  the  inclination  from  one  in  twenty,  to  one  in  thirty. 

I  have,  &c., 

H.  D.  Harness, 

Hie  Secretary  of  the  Eastern  Counties  Railway.  Capt.  Royal  Engineers. 
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MANCHESTER,  SHEFFIELD,  AND  LINCOLNSHIRE  RAILWAY.— (Barton 

Branch.) 

Sib,  February  27,  1849. 

I  HAYB  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  have 
this  day  inspected  the  Barton  branch  of  the  Manchester,  Sheffield,  and  Lincolnshire  Railway. 
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Sheffield  and  Lin- 
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(Barton  Branch.) 
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This  branch  starts  from  the  main  line  at  New  Holland^  and  runs  in  a  westerly  direction  parallel 
to  the  Humber  for  a  distance  of  3  miles  7  furlongs,  terminating  at  the  town  of  Barton. 

The  line  is  perfectly  straight,  with  the  exception  of  the  junction  curve  ;  it  is  also  quite  level, 
with  the  exception  of  a  short  ascending  and  descending  plane 
of  ]  in  132,  the  object  of  which  is  to  obtain  headway  for  the 
only  bridge  that  occurs  on  the  line,  which  is  the  viaduct 
over  the  Barrow  Creek :  this  is  a  wooden  structure  of  three 
spans  of  30  feet  each,  and  is  of  the  usual  strutted  con- 
struction, the  longitudinal  timbers  are  single  balks  14 
inches  deep ;  but  the  struts  of  the  middle  bay  interfering 
with  the  navigation,  they  have  been  removed,  and  the 
necessary  strength  and  stiffness  obtained  by  adding  wrought- 
iron  plates  and  angle  irons  to  the  sides  of  the  l^ams  :  the 
annexed  sketch  shows  the  arrangement  of  the  iron-work. 

There  is  but  one  level  crossing  of  a  public  road,  which  is  close  to  the  bridge.  The  gates 
shut  only  across  the  road.  The  line  is  laid  single,  with  two  sidings.  The  formation  level  is 
sufficiently  wide  to  carry  a  double  line  of  rails. 

There  are  no  interm^ate  stations. 

I  found  the  line  in  good  order,  and  in  a  state  fit  for  the  safe  conveyance  of  passengers,  I 
therefore  beg  to  recommend  that  the  usual  authority  for  opening  the  line  may  be  granted. 

I  have,  &C., 


Capt.  Harness,  R.E.^ 


George  Wynne, 

Capt.  Royal  Engineers. 


Appendix  No.  7. 

South  Staffordshire 
Railway. 


Appendix  No.  7. 
SOUTH  STAFFORDSHIRE  RAILWAY. 


Sir, 


March  5,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  on  the 
Ist  of  March  I  inspected  a  portion  of  the  South  Staffordshire  Railway,  extending  from  Walsall 
to  a  junction  with  the  Midland,  near  Alrewas,  the  entire  length  of  the  line  being  16  miles 
77*5  chains. 

The  level  crossings  are  numerous,  being  12  in  number.  By  a  comparison  with  the  Act  they 
appear  all  to  have  received  the  sanction  of  Parliament;  they  have  all  gates  closing  across  the 
railway  as  well  as  across  the  roads,  and  are  supplied,  in  accordance  with  the  Act,  with  lodges 
for  the  gatekeepers.  The  junction  with  the  Midland  is  not  yet  put  in  ;  and  about  200  yards 
of  the  line  at  that  part  has  yet  to  be  laid.  The  remainder  of  the  permanent  way,  which  is 
double  throughout,  is  well  laid  and  free  from  obstructions. 

I  would,  recommend  the  Commissioners  sanctioning  the  opening  of  the  line  from  Walsall  to 
Lichfield,  a  length  of  10  miles  50  chains,  and  postponing  the  remainder,  from  Lichfield  to  the 
junction  with  the  Midland,  near  Alrewas,  until  the  engineers  of  the  Midland  and  South  Staf- 
fordshire (Messrs.  Barlow  and  McLean)  certify  that  the  junction  has  been  properly  put  in,  and 
the  line  completed  up  to  tliat  point. 

I  have,  &c., 


Capt.  Harness,  R,E.^ 


George  Wynne, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railway s^  Whitehall^ 
Sir,  March  5,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the 
enclosed  copy  of  the  report  made  to  them  by  Captain  Wynne,  after  his  inspection  of  a  portion 
of  the  South  Staffordshire  Railway  extending  from  Walsall  to  a  junction  with  the  Midland 
Railway  near  Alrewas,  and  to  inform  you  that  they  do  not  object  to  the  portion  between  Wal- 
sall and  Lichfield  being  opened  for  public  traffic  ;  but  that,  under  the  circumstances  stated  by 
Captain  Wynne,  they  consider  it  necessary  to  postpone  the  opening  of  the  remainder  for  one 
mouth  from  this  date.  On  being  informed  that  the  junction  is  completed  and  ready  for 
inspection,  the  subject  will  again  be  considered  by  them. 

I  have,  &c., 


The  Secretary, to  the 
South  Staffordshire  Railway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 


Sir,  ^jm75,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  re-inspected 
the  portion  of  the  South  Staffordshire  line  between  Lichfield  and  its  junction  with  the  Midland 
near  Alrewas,  and  found  those  works  to  which  I  had  objected  in  my  former  report  as  being 
incomplete,  now  finished,  viz.,  the  junction  with  the  Midland  Railway  completed,  except 
that  the  moveable  tongue  of  the  faciog  point,  which  is  unavoidable  on  the  up-line  of  the  Mid- 
land, was  not  fixed,  it  not  being  usual  to  do  so  until  the  day  before  the  opening. 
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Two  semapliore  Bignal-posts,  commandiDg  both  railways,  are  erected  on  the  Midland  line ;    Appendix  No.  7. 
besides  which  there  are  auxiliary  signals  placed  400  yards  from  the  main  signals,  from 
whence  they  are  worked  up  each  railway. 

I  consider  the  line  may  now  be  safely  opened  for  the  conveyance  of  passengers,  and  I 
rooommead  that  the  usual  certificate  be  granted. 

I  have,  &c., 

Capt.  Harness,  B.R,  Gboroe  Wynne, 

^c.        ^.  Capt.  Royal  Engineers. 


South  Staffordshire 
Railway. 


Appendix  No,  8. 


EAST  LANCASHIRE  RAILWAY. 


Sir, 


March  19,  1849. 


I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that,  on  the  16th  instant, 
I  inspected  the  Liverpool,  Ormskirk,  and  Preston  division  of  the  East  Lancashire  Railway. 
This  line  is  22  miles  52  chains  in  length  ;  it  commences  at  Walton-le-Dale,  in  the  parish  of 
Blackburn,  starting  from  the  Blackburn  and  Preston  Railway,  and  extends  to  Walton-on- 
the-Hill,  where  it  joins  the  Liverpool  and  Bury  Railway,  about  three  miles  from  the  former 
town.  The  line  is  laid  double  throughout.  The  rails  are  all  laid,  but  there  are  some  portions 
of  the  line  yet  to  be  ballasted.  The  platforms  are  all  in  a  forward  state,  but  incomplete;  and 
some  of  the  signaUposts,  which  are  on  the  ground,  remain  to  be  put  up :  and  the  points  at  the 
junction  with  the  Liverpool  and  Bury  line  are  not  yet  put  in.  The  inspection  was  not  antici- 
pated, before  the  22nd  instant,  and  the  line  is  consequently  in  what  may  be  called  a  rough 
state;  but  I  consider  that  one  week  from  this  date  will  be  sufficient  to  finish  off  the  points  I 
have  alluded  to,  and  place  the  line  in  a  safe  state  for  the  conveyance  of  passengers ;  and  I 
recommend  that  the  Commissioners'  certificate  may  restrict  the  opening  of  the  line  to  that 
date,  when  a  further  inspection  will  be  necessary. 

There  is  a  part  of  the  line  which  passes  through  Rufford  Moss,  the  construction  of  which 
has  been  attended  with  great  difficulty  and  expense,  owing  to  the  depth  of  the  moss  and  the 
treacherous  nature  of  the  ground.  The  line  through  this  moss  is  carried  for  a  length  of  400 
yards  on  a  timber  framing,  the  piles  of  which  are  driven  about  40  feet  into  the  moss  ;  in  several 
places  vast  quantities  of  material  have  been  swallowed  up,  causing  the  ground  to  spew  up  on 
either  side ;  but  in  all  of  them  the  bottom  appears  to  have  been  reached ;  a  fresh  place,  how- 
ever, near  the  north  end  of  the  timber  framing,  has  lately  shown  symptoms  of  sinking,  and  I 
consider  it  absolutely  necessary,  as  a  measure  of  safety,  that  this  part  of  the  line,  for  some  time 
to  come,  shall  be  carefully  watched  day  and  niffht. 

The  only  unauthorized  deviation  from  the  Parliamentary  plans  which  I  have  to  notice  is 
the  substitution  of  a  level  crossing  for  an  over-bridge,  on  a  parish  road  8  miles  16  chains 
from  the  fixed  point,  and  close  to  the  town  of  Ormskirk ;  as  it  occurs  at  a  spot  where  the  rail- 
way is  Carried  on  an  embankment  12  feet  high,  the  road  has  to  be  raised  for  the  level  crossing 
that  height ;  were  it  to  be  carried  over  the  railway,  it  would  be  inconveniently  steep  to  those 
making  use  of  it.  An  under-bridge  would  have  been  the  more  convenient  arrangement  for 
the  public.  The  Company,  I  am  informed,  have  applied  to  Parliament  to  authorize  the  level 
crosfing. 

I  have,  &c., 

Capt.  Harness,  R.K,  George  Wynne, 

Sfc.        8fc.  Capt.  Royal  Engineers, 


Sir, 


Office  of  Commissioners  of  RailuxiySy  Whitehall, 
March  19,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  Wynne,  after  inspecting  the  Liverpool,  Ormskirk, 
and  Preston  Railway,  and  to  inform  yen  that  for  the  reasons  therein  stated,  they  have  post- 
poned the  opening  for  public  traflfic  for  one  fortnight  from  this  date,  and  appointed  Captain 
Wynne  to  reinspect  the  line  on  the  26th  instant. 

Lam  at  the  same  time  to  request  you  to  call  the  attention  of  the  Directors  of  this  Company 
to  the  remarks  made  by  Captain  Wynne  with  respect  to  the  portion  of  the  line  over  Ruflford 
Moss^  and  to  express  the  hopes  of  the  Commissioners  that  his  recommendations  will  be  strictly 
enforced.  I  am  also  to  request  an  explanation  of  the  circumstances  under  which,  as  appears 
by  Captain  Wynne's  report,  a  level  crossing  has  been  substituted  for  a  bridge. 

I  have,  &c., 

H.  D.  Harness, 


The  Secretary  of  the 

East  Lancashire  Railway  Company. 


Capt.  Royal  Engineers. 


Sib,  Bury 9  Lancashire,  March  22,  1849. 

Rbfsrrhvo  to  your  letter  of  the  19th  instant,  as  to  the  postponement  of  the  opening  of 
the  Liverpool,  Ormskirk,  and  Preston  Une,  the  engineer  has  given  attention  to  the  remarks  of 
Captain  Wynne,  and  doubtless  the  railway  will  be  in  a  satkfi^tory  state  for  inqpeetion  on  the 
26th  instant 
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With  regard  to  the  substitution  of  a  level  crossing  for  an  over^bridge,  on  a  parish  road  near 
Ormskirk,  I  have  to  state  that  the  Bridge  shown  on  the  Parliamentary  plans  would  have  made 
the  road  so  inconveniently  steep  that  it  was  considered  desirable  to  substitute  a  level  crosaing. 
An  application  was  made  some  time  ago  to  the  Commissioners  to  sanction  the  permanent  sub- 
stitution of  this  level  crossing,  but  we  were  informed  that  the  Commissioners  had  ho  authority 
to  grant  the  application.  ^Fhe  Company  have  therefore  made  an  application  to  Parliament  in 
the  present  Session^  to  enable  them  permanently  to  dispense  with  abridge  at  this  point;  and  in. 
the  mean  time  a  temporary  level  crossing  for  carriages  has  been  made,  with  the  sanction  of  the 
parish  authorities^  and  a  bridge  provided  for  foot  passengers.  There  is  very  little  traffic  upon  the 
road,  and  the  erection  of  the  bridge  would  be  distasteful  to  the  public  on  account  of  the  steep- 
ness of  the  approaches,  and  the  making  of  the  approaches  will  be  very  prejudicial  to  the 
adjoining  properties. 

I  have,  &c.. 


Capt  Harness,  R,JE., 

&c.        8fc. 


James  Smithells, 

SccreUxry, 


Lancashire  and  Yorkshire  Railway  Board  Room, 
Sir,  Manchester,  March  24,  1849. 

I  AM  desired  by  the  Directors  of  this  Company  to  enclose,  for  the  information  of  the 
Honourable  the  Commissioners  of  Railways,  a  copy  of  a  letter  addressed  by  me  to  the  East 
Lancashire  Railway  Company,  on  the  19th  inst.,  specifying  such  requirements  as  to  signals  as 
are  necessary,  in  the  opinion  of  this  Company,  for  the  safety  of  the  public  and  the  proper  work- 
ing of  both  Company's  lines,  at  the  point  of  junction  of  the  Liverpool  and  Bury  and  Liverpool, 
Ormskirk,  and  Preston  lines.  To  this  letter  no  reply  has  yet  been  received,  and  as  the 
Directors  of  this  Company  have  every  reason  to  believe  that  preparations  are  making  for  the 
opening  of  the  Liverpool,  Ormskirk,  and  Preston  line  irrespective  of  such  requirements,  they 
beg  that  the  Honourable  the  Railway  Commissioners  will  immediately  authorize  some  com- 
petent party  to  examine  the  junction  of  the  lines  and  decide  upon  the  proposed  mode  of  working 
before  allowing  such  opening  to  take  place. 

It  appears  to  the  Directors  of  this  Company  that  it  would  also  conduce  to  the  public  safety 
if,  before  the  opening  of  a  new  line,  the  trains  from  which  are  to  pass  over  the  line  of  another 
Company,  the  latter  Company  shoulil  have  some  proper  and  previous  notice  thereof  (say  of  not 
less  than  a  week). 

A  few  years  ago  the  East  Lancashire  Company  were  allowed  by  the  Board  of  Trade  to  open 
their  line  to  Clifton,  and  to  run  along  the  line  of  the  Manchester  and  Bolton  Company;, 
though  the  latter  Company  rejceived  no  notice  of  the  same  until  after  the  first  train,  on  the  day 
of  opening,  had  passed.  The  Directors  of  this  Company  conceive,  that  very  serious  in- 
convenience and  much  danger  must  necessarily  ensue  from  the  adoption  of  such  a  line  of 
,  roc  ceding. 

I  have,  &c.. 


Capt,  Harness,  R.E^, 


John  Dunstan,  Jun. 


Lancashire  and  Yorkshire  Railway  Board  Roam, 
Sir,  Manchester^  March  19,  1849. 

I  AM  directed  to  inform  you  that,  with  a  view  to  ensure  the  safety  of  the  public,  and  the 
proper  working  of  the  respective  lines  of  the  East  Lancashire  Company  and  this  Company,  at 
the  junction  of  the  Liverpool,  Ormskirk,  and  Preston^^  and  Liverpool  and  Bury  Railways,  this 
Company  will  require,  prior  to  the  opening  of  the  Liverpool,  Ormskirk,  and  Preston  line,  that 
a  sicrnal  similar  to  those  in  use  on  the  Liverpool  and  Bury  line  shall  be  erected  on  the  Liver- 
poof,  Ormskirk,  and  Preston  line,  at  a  point  400  yards  distant  from  the  junction. 

I  am  desired  to  state  further,  that  this  Company  will  erect  similar  signals  on  the  Liverpool 
and  Bury  line  at  a  distance  of  400  yards  on  each  side  of  the  point  of  junction,  which  signals  ^ 
when  erected,  and  including  that  on  the  Liverpool,  Ormskirk,  and  Preston  line,  will  be  placed 
under  the  control  of  a  man  to  be  appointed  by  this  Company. 

I  have,  &c., 

James  Smithells,  Esq,,  John  Dunstan,  Jun. 

8fc.        Sfc, 


Lancashire  and  Yorkshire  and  East  Lancashire  Railways, 

Instructions  to  the  Guards,  Engine-drivers,  Stokers,  and  Pointsmen,  respecting  the  Signals  at  the  Junc- 
tion of  the  Liverpool  and  Bury  and  Liverpool,  Ormskirk,  and  Preston  Railways. 

1.  There  are  three  signal-poats  at  the  junction. 

2.  These  signals  must  always  be  kept  as  stopping  signals,  and  on  the  approach  of  any  train,  as  toon 
as  the  pointsman  hears  the  whistle,  he  must,  if  the  hne  be  clear,  turn  the  signal.  Unless  this  alteration 
be  made,  every  train  must  stop  at  a  distance  of  100  yards  from  the  junction. 

3.  The  engine-driver  of  every  Lancashire  and  Yorkshire  train,  when  within  800  yards  of  the  junction, 
must  give  a  long-continued  whistle  to  warn  the  pointsman  of  his  approach. 

4.  The  engine-driver  of  every  East  Lancashire  train,  when  within  800  yards  of  the  junction,  must 
give  a  succession  of  short  distinct  whistles,  and  reduce  his  speed  to  5  miles  per  hour. 
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5.  lo  caae  of  the  Lancashire  aud  Yorkshire  and  East  Lancashire  passenger  trains  approaching  the     Ap  prndix  No.  8. 

janction  at  the  same  time,  the  Lancashire  and  Yorkshire  trains  are  to  have  the  right  of  road,  and  the  

East  Lancashire  trains  must  he  stopped  until  the  Lancashire  and  Yorkshire  trains  have  passed.  East  Lancairiiire 

6.  If  the  East  Lancashire  trains  have  to  follow  the  Lancashire  and  Yorkshire  trains,  or  the  Lancashire  ^^""^xSILj 
and  Yorkshire  trains  have  to  follow  the  East  Lancashire  trains  past  the  point  of  junction,  an  interval  of    \^^^^  Branch) 
five  minutes  must  elapse  previous  to  their  being  allowed  to  do  so,  and  then  great  caution,  and  the  general 

repUations  as  to  distance,  must  be  observed. 

7.  All  luggage  trains  must  stop  for  passenger  trains. 

8.  In  foggy  weather,  as  well  as  at  dark,  the  lamps  at  the  different  signal-posts  must  always  be  kept 
lighted,  and  explosive  signals  and  red  port-fires  ready,  and  used  if  required. 

9.  Every  engine-driver,  guard,  stoker,  and  pointsman  is  required  always  to  have  about  hia  person  a 
copy  of  the  rules  and  regulations  and  time-tables  of  both  Companies,  and  to  make  himself  perfectly 
acquainted  with  them  ;  and  he  will  be  held  responsible  for  any  accident  that  may  arise  from  ignorance 
of  them. 

10.  Every  guard,  engine-driver,  stoker,  and  pointsman  must  apply,  not  later  than  the  last  day  but  one 
of  the  month,  at  his  Superintendent's  office,  for  a  time-table  of  both  Companies  for  the  ensuing 
month. 

11.  The  strictest  attention  and  obedience  to  the  foregoing  rules  is  required  from  all  the  guards, 
enj^ine-drivers,  stokers,  and  pointsmen  of  both  Companies,  and  others  to  whom  they  may  relate,  upon 
pain  of  instant  dismissal ;  and  any  neglect  of  or  inattention  to  these  orders  coming  to  the  knowledge  of 
any  servant  of  either  Companv,  must  be  immediately  reported  to  the  Superintendent,  or  the  party  not  so 
reporting  will  subject  himself  to  a  like  penalty. 


Sir, 


Office  of  Commissioners  of  Railways,  WhitelialU 
March  ^,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  24th  inst.,  and  to  inform  you  that  they  have  instructed  Captain  Wynne  to 
inquire  particularly  and  to  report  to  them  whether  sucn  signals  have  in  his  opinion  been 
erected  as  are  necessary  for  the  safety  of  the  public  and  the  proper  working  of  the  lines  of  both 
Companies,  at  the  juhction  of  the  Liverpool  and  Bury  with  the  Liverpool,  Ormskirk,  and 
PrestoU  Railway ;  and  that  unless  Captain  Wynne  shall  report  that  the  public  safety  is  secured, 
ibey  will  not  sanction  the  opening  of  the  Liverpool,  Ormskirk,  and  Preston  Railway. 

I  have>  &c.. 


The  Secretary  of  the 

Lancashire  and  Yorkshire  Railway  Company. 


H.  D.  Harness, 

Capt,  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Railways,  Whitehallj 
March  26, 1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
communication  (in  original),  received  this  day  from  the  Lancashire  and  Yorkshire  Railway 
Compaii)',  and  to  request  your  particular  attention  to  its  contents,  and  to  the  necessity  of 
reporting  that  the  line  cannot  be  opened  with  safety  to  the  public  unless  the  signals  are  such 
as  you  approve. 

I  also  enclose  for  your  information  a  copy  of  the  letter  which  has  been  addressed  to  the 
Lancashire  and  Yorkshire  Railway  Company,  in  reply  to  their  communication. 

I  have,  &c., 

Capt.  Wynne,  R.E.^  H.  D.  Harness, 

Sfc.        Sfc^  Capt.  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Railways,  Whiieliall, 
March  26,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that  they  have 
received  a  communication  from  the  Lancashire  and  Yorkshire  Railway  Company,  requesting 
them  to  direct  an  officer  of  this  department  to  examine  the  junction  of  the  Liverpool,  Orms- 
kirk,  and  Preston  Railway  with  the  Liverpool  and  Bury  Railway,  and  to  decide  upon  the 
proposed  mode  of  working  the  junction  before  the  opening  of  the  former  takes  place ;  and  also 
suggesting  that  it  would  conduce  to  the  public  safety  if,  before  the  opening,  proper  prerious 
iiotice  thereof  were  given  to  the  Lancashire  and  Yorkshire  Railway  Company  ;  and,  that  in 
consequence  thereof,  Capt.  Wynne  has  been  directed  to  give  particular  attention  to  the 
arrangements  at  the  junction  referred  to,  and  to  report  that  the  Liverpool,  Ormskirk,  and 
Preston  Railway  cannot  be  opened  with  safety  to  the  public  unless  those  arrangements  are 
approved  by  him. 

I  am  also  to  request  your  attention  to  the  suggestion,  that  due  notice  of  the  intended  opening 
should  be  given  to  the  Lancashire  and  Yorkshire  Railway  Company,  which  appears  to  the 
Commissioners  to  be  a  reasonable  requirement  on  the  part  of  that  Company. 

I  have,  &c.. 


The  Secretary  of  the 

*  East  Lancashire  Railway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 
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Apptndix  No.  ^  Lancashire  and  ybv'isiir^  Railway  Board  Room, 

^ ^ .        Sir,  Mancheder,  March  27.  1849. 

I  AM  instructed  by  the  Directors  of  this  Company  to  acknowledge  the  receipt  of  your 
letter  of  the  26th  instant,  and  the  prompt  attention  of  the  Honourable  the  Commissioners  of 
Railways  in  appointing  Capt.  Wynne  to  inquire  into,  and  report  upon,  the  signals  proposed 
for  the  working  of  the  junction  of  the  Liverpool  and  Bury  and  Liverpool  and  Ormskirk 
Railways. 

The  Directors  wish  me  at  the  same  time  to  enclose,  for  Capt.  Wynne's  information,  a  copy 
of  the  instructions  as  to  signals  proposed  to  the  East  Lancashire  Company,  and  already  in 
force  at  the  points  of  junction  of  this  Company's  lines  with  the  following  lines — 

London  and  North  Western. 

Great  Northern. 

Midland. 

Blackburn,  Clithero,  and  West  Yorkshire. 

I  have,  &c.. 


Capt*  Harness,  R,E., 
ifc.  ffC. 


John  Dunstan,  Jun. 


Ijancashire  and  Yorkshire  Raitwat^. 


Instructions  to  Guards,  Engine-drivers,  Stokers,  Pointsmen,  and  others,  respecting  the  Signals  at 
..  Junctions  with  the  Lancashire  and  Yorkshire  Railway. 

1.  There  are  three  signal-potts,  at  points  400  yards  distant  from  the  junctions. 

2.  These  signals  must  always  be  kept  as  stopping  signals,  and  on  the  approach  of  any  train,  as  soon 
as  the  pointsman  h^ars  the  whistle,  he  must,  if  the  line  be  clear,  turn  the  signal.  Unless  this  alteration 
be  made,  every  train  must  stop  at  a  distance  of  100  yards  from  the  point  ofjunction. 

3.  The  engine-driver  of  every  train  on  the  main  line,  when  within  800  yards  af  the  junction,  nmst 
give  a  long-continued  whistle,  to  warn  the  pointsman  of  his  approach. 

4.  The  engine-driver  of  every  other  train,  when  within  800  yards  of  the  junction,  must  give  a  sue- 
cession  of  short  distinct  whistles,  and  reduce  his  speed  to  five  miles  per  hour. 

5.  In  case  of  trains  on  both  lines  approaching  the  point  of  janetion  at  the  same  time,  tlie  trains  oa 
the  main  line  are  to  have  the  right  of  road,  and  the  other  trains  must  be  stopped  until  such  trains  on 
the  main  line  have  passed. 

6.  If  the  other  trains  have  to  follow  the  trains  on  the  main  line,  or  vice  vers&y  past  the  point  of 
junction,  an  interval  of  five  miuutes  must  elapse  previous  to  their  being  allowed  to  do  so,  and  then  great 
caution,  and  the  general  regulations  as  to  distance,  must  be  observed. 

7.  All  luggage-traius  must  stop  for  passenger-trains. 

8.  In  fbzgy  weather,  as  well  as  at  dark,  the  lamps  at  the  different  signal-posts  must  always  be  kept 
lighted,  and  explosive  signals  and  red  port-fires  ready,  and  used  if  required. 

9.  Every  engine-driver,  guard,  stoker,  and  pointsman  is  required  always  to  have  about  his  person  a 
copy  of  the  rules  and  regulations  and  time-tables  of  all  Companies'  trains  passing  over  the  main  Hit^ 
and  to  make  himself  perfectly  acquainted  with  them ;  and  he  will  be  held  responsible  for  any  accident 
that  may  arise  from  ignorance  of  them. 

10.  Every  guard,  engine-driver,  stoker,  and  pointsman  must  apply,  not  later  than  the  last  day  but 
one  of  the  month,  at  his  superintendent's  office,  for  a  time-table  of  both  Companies  for  the  ensuing 
month. 

11.  The  strictest  attention  and  obedience  to  the  foregoing  niles  is  required  from  all  the  guards, 
engine-drivers,  stokers,  and  pointsmen  of  all  companies  using  the  main  line,  and  others  to  whom  they 
may  relate,  upon  pain  of  instant  dismissal ;  and  any  neglect  of  or  inattention  to  these  orders  coming  to 
the  knowledge  of  any  servant  of  either  Company,  must  be  immediately  reported  to  the  superintendent, 
or  the  party  not  so  reporting  will  subject  himself  to  a  like  penalty. 

N.B.— The  main  lines  of  the  Lancashire  and  Yorkshire  Company  extend  from  Liverpool  to  Salford, 
and  from  Liverpool  and  the  Victoria  Station  at  Manchester  to  Goole. 


Sir,  Skipton,  March  27,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  re-inspected 
the  Liverpool,  Ormskirk,  and  Preston  Railway,  belonging  to  the  East  Lancashire  Railway 
Company,  and  I  found  the  works  noticed  in  my  former  report  as  being  in  an  incomplete  state 
were  now  finished.  Since  my  former  inspection  an  alteration  with  regard  to  signals  at  the 
junction  with  the  Liverpool  and  Bury  Railway  was  in  progress;  the  semaphore  signals,  which 
the  East  Lancashire  Company  had  erected  at  the  junction,  having  been  removed,  and  disk 
signals  were  erecting  by  the  Lancashire  and  Yorkshire  Railway  Company  in  lieu  of  them 
These  signals,  at  the  time  of  my  re-inspection,  were  not  all  up,  and  the  arrangements  with  the 
two  Companies  for  working  them  were  incomplete.  Until,  therefore,  I  see  these  signals  com* 
pleted,  and  am  satisfied  with  the  sufficiency  of  the  establishment  and  arrangements  for 
working  them  Yn\h  safety  to  the  public,  which  I  am  not  at  present,  I  must  report  that  the 
opening  of  the  Liverpool,  Orm^irk,  and  Preston  line  of  the  East  Lancashire  Railway  would 
be  attended  with  danger  to  the  public  using  the  same. 

I  have,  &c., 

George  Wtkn«, 

Capt.  Boyal  Engineers. 
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Sir, 


Office  of  Oammssumers  < 
March  \ 


'Baawms,  WkUehaUt 
J,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  Wynne  after  his  recent  re-inspection  of  the  Liver- 
pool, Ormskirk,  and  Preston  Railway,  and  to  inform  you  that  for  the  reason  therein  contained 
they  have  postponed  the  opening  of  the  Une  for  public  traffic  for  a  further  period  of  one  month, 
but  that  they  will  remove  this  restriction  as  soon  as  they  are  satisfied  that  the  traffic  can  be 
conducted  without  daoger  to  the  public.  "* 

I  bave^  &c.. 

The  Secretary  of  the  H.  D.  Harness^ 

East  Lancashire  Raihoay  Company.  Capt.  Royal  Engineers, 


Apptudix  No.  8* 

£ast  LaaoMhift 

Railway. 
{Bartim  Brweh.) 


Sir, 


March  30, 1849. 


I  HAVE  the  honour  to  inform  you  that  I  proceeded  this  day  to  the  junction  of  the 
Liverpool,  Ormskirk,  and  Preston  Railway  with  the  Liverpool  and  Bury  Railway,  with  a  view 
of  ascertaining  how  far  the  arrangements  of  the  two  Companies  for  working  the  signals  at  the 
junction  and  the  line  from  thence  to  Liverpool  (the  joint  property  of  each)  were  consistent  with 
the  public  safety.  I  was  met  at  the  junction  by  Mr.  Hackings  Mr.  Grundy,  and  Mr.  Meek, 
on  tiie  part  of  me  East  Lancashire  Company,  and  by  Captain  Laws  and  Mr.  Hawkshaw,  on 
the  part  of  the  Lancashire  and  Yorkshire  Company. 

The  signals  which  were  up  and  ready  for  working  are  three  in  number,  placed  on  each  line 
400  yards  from  the  junction,  and  worked  from  thence  by  means  of  wiles.  The  junction  is 
awkwardly  situated,  being  on  a  carve,  and  in  a  cutting.  The  signals  are,  however,  well 
placed,  and  can  be  seen  several  hundred  yards  off  by  approaching  trains,  and  are  also  seen 
from  the  junction.  Oa^tain  Laws  produced  a  code  of  instructions  for  the  signal-man,  which, 
as  far  as  the  safe  working  of  the  line  was  concerned,  was  unobjectionable;  but  the  East  Lan- 
cashire Company  took  exception  to  it,  inasmuch  as  by  claiming  precedence  for  the  trains  of 
the  Lancashire  and  Yorkshire  Company,  it  assumed  a  superiority  of  right  in  the  joint  line  in« 
consistent  with  the  perfect  equality  belonging  to  each.  The  East  Lancashire  Company  pro- 
posed^ instead,  that  in  the  case  of  the  trains  of  each  Company  coming  up  at  the  same  time,  the 
signal-man  was  to  decide  whicli  whistle  was  first  heard,  and  to  give  that  train  the  preference. 
This  appeared  to  me  to  be  a  very  objectionable  plan  to  adopt,  and  as  neither  party  were  willing 
to  yield  a  precedence  necessary  for  the  safe  working  of  the  line,  and  their  claims  being  exactly 
balanced,  the  proper  and  only  ground,  under  these  circumstances,  for  deciding  the  question 
appeared  to  me  to  be  the  public  convenience,  based  upon  the  greatest  amount  of  passengers 
carried  by  either  Company,  to  be  decided  at  the  end  of  six  months  by  the  Commissioners  of 
Railways,  the  preference  in  the  mean  time  to  be  conceded  to  the  Lancashire  and  Yorkshire 
trains.  I  annex  a  copy  of  the  regulations  agreed  to  by  both  parties,  and  signed  by  them,  with 
a  memorandum  that  the  claim  of  precedence  is  to  be  decided  at  the  end  of  the  six  months  by 
the  Commissioners  of  Railways,  on  the  above  basis. 

In  conclusion,  I  would  observe  that  the  whole  question  appeared  to  be  one  of  punctilio,  and 
as  it  has  been  settled  without  compromising  either  party,  and  is  not  a  matter  of  the  sUghtest 
importance,  I  am  of  opinion  that  the  question  is  not  likely  to  be  revived. 

Mr.  Hacking  assured  me  that  be  would  so  arrange  the  trains  of  the  East  Lancashire  Une 
tiiat  an  interval  of  at  least  one  quarter  of  an  hour  should  elapse  between  the  trains  of  the  two 
Companies  passing  the  junction. 

I  consider  the  Liverpool,  Ormskirk,  and  Preston  line  may  now  be  opened  with  perfect  safety 
to  the  public. 

I  have,  &c.. 


Capt.  Harness,  R.E., 
^c.        Sfc. 


George  Wy^'NE, 

Capt  Royal  Engineers. 


Lancashire  and  Yorkshire  and  East  Lancashire  Railways, 

Regulations  respecting  the  Signals  at  Junction  Walton-on-the-Hill  of  the  Lancashire  and  Yorkshire  and 

East  Lancashire  Railways. 

L  There  are  three  signal-posts,  at  points  400  yards  distant  from  the  jimetion,  to  be  in  the  charge  of 
dw  £ast  Lancashire  Company's  pointsman  there. 

2.  These  signals  must  always  be  kept  as  stopping  signals,  and  on  the  approach  of  any  train,  as  soon 
as  the  pointsman^hears  the  whistle,  he  must,  if  the  line  be  dear,  turn  the  signal.  Unless  this  alteration 
be  made,  every  train  must  atop  at  a.  distance  of  100  yards  from  the  point  of  junction. 

3.  The  engine-driver  of  every  train  on  the  Lancashire  and  Yorkshire  line,  when  within  800  yards  of 
the  junction,  must  give  a  long-continued  whistle,  to  warn  the  pointsman  of  his  approach,  and  reduce 
his  speed. 

4.  The  enginenihriver  of  every  East  Lancashire  train,  when  within  800  yards  of  the  junaion,  must 
give  a  succession  of  short  distinct  whistles,  and  reduce  his  speed. 

5.  In  case  of  traim  on  both  lines  approaching  the  pcnut  of  junction  at  the  same  time,  the  trains  on 
the  Lancashire  and  Yorkshire  line  are  to  have  the  right  of  road,  and  the  other  U*ain8  must  be  stopped 
until  such  trains  on  ^e  Lancashire  and  Yorkshire  line  have  passed.  % 

6.  If  the  other  trains  have  to  fellow  the  trains  on  the  Lancashire  and  Yorkshire  line,  or  vice  versd^ 
past  the  point  of  junction,  an  interval  of  five  minutes  must  elapse  previous  to  their  being  allowed  to  do 
so,  and  then  great  caution,  and  the  general  regulations  as  to  distance,  must  be  observed. 

7.  All  luggage-trains  must  stop  fur  passenger-trains. 

C2 


Digitized  by 


Google 


12         APPENDIX  to  REPORT  of  the  GOMMISSIONfiRS  0/  RAILWAYS 

^Appendix  N0k8«        8.  In  foggj  wettber,  as  well  as  at  datk,  the  lamps  at  the  diflGsrait  signal-pasts  most  always  be  kqpl 

lighted,  and  explosive  signals  and  red  port*fires  ready,  and  used  if  required. 

^^  n^r^^^'^^'        ^*  ^^^y  engine-driver,  guard,  stoker,  and  pointsman  is  required  always  to  hare  about  hb  person  a 
(St»{     Brmt  Jt  ^    ^Py  ^  ^^^  ^^^'  '^^  regulations  and  time-tables  of  all  Companies*  trains  passing  over  the  two  lines,  and 
{^ihtriM  ifran    ,)    ^^  ^^^^^1^^  himself  perfectly  acquainted  with  them;  and  he  will  be  held  responsible  for  any  accident  that 
may  arise  from  ignorance  of  them. 

10.  Every  guard,  engine-driver,  stoker,  and  poinUman  must  apply,  not  later  than  the  last  day  but  one 
of  the  montb,  at  his  Superintendent's  office,  fora  time*table  of  botti  Companies  for  the  ensuing  month. 

11.  The  strictest  attention  and  obedience  to  the  foregoing  rules  is  required  from  all  the  guards, 
engine-drivers,  stokers,  and  pointsmen  of  all  Companies  using  the  two  lines,  and  others  to  whom  they 
may  rekte,  upon  pain  of  instant  dismissal;  and  any  neglect  of  or  inattention  to  these  orders  coming  to 
the  knowledge  of  any  servant  of  either  Company,  must  be  immediately  reported  to  the  Superintendent, 
or  the  party  not  so  reporting  will  subject  himself  to  a  like  penalty. 

Nate. — Instruction  5  is  to  be  in  force  for  six  months  from  the  opening  of  the  East  Lancashire  line, 
when  the  question  of  precedence  is  to  be  settled  by  the  Railway  Commissioners.  The  East  Lancashire 
Company  is  to  pay  the  signal-man  at  the  point  of  junction. 


Cffiee  of  Commissioners  of  RaUwayi,  Whitehall^ 
Sir,  March  31,  1849. 

The  Commissioners  of  Railways  having  received  a  report  from  Capt.  Wynne,  approving 
the  arrangements  made  for  workine^the  signals  on  the  junction  of  the  Liverpool,  Ormskirk, 
and  Preston,  and  the  Liverpool  and  oury  Railways,  and  upon  the  line  from  thence  to  Liverpool, 
I  am  to  inform  you  tkat  they  have  no  longer  any  objection  to  the  Liverpool,  Ormskirk,  and 
Preston  line  being  opened  for  the  purposes  of  public  traffic 

I  ha?e,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

East  Lancashire  Railway  Company.  Capt.  Roycd  Engineers. 


Sir,  Bwry,  Lancashire,  March  30, 1849. 

In  compliance  with  the  instructions  contained  in  your  communication  of  the  29th 
instant,  I  beg  to  enclose  a  Memorial  under  the  seal  of  this  Company,  requesting  the  inter* 
ference  of  the  Commissioners  with  reference  to  the  supervision  of  the  portion  of  the  Liverpool 
and  Bury  line  entering  Liverpool,  and  which  portion  is  now  the  joint  property  of  thisCompanj 
and  the  Lancashire  and  Yorkshire  Railway  Company. 

It  is  very  desirable  that  the  necessary  regulations  should  be  settled  without  delay,  and  the 
Dh^ctors  hope  the  Commissioners  will  give  this  matter  their  immediate  attention. 

1  have,  &c., 
Capt.  Harness,  R.E.,  James  Smitublls, 

i'c.  ^c.  Secretary. 

To  the  Commissioners  of  Railways. 

The  Memorial  of  the  East  Laneashure  Railway  Company, 
Shewbth, 

That  it  appears  by  ^'  The  Liverpool,  Ormskirk,  and  Preston  Railwav  Act,  1846,''  an  Act  was 
passed  in  the  then  last  session  of  Parliament,  intituled  **The  Liverpool  and  Bury  Railway  Act,  1845," 
in  which  Act  was  recited  that  a  Company  had  been  formed  for  the  purpose  of  making  a  railway  from 
Liverpool  to  Preston,  with  branches  therefrom,  under  the  name  of  "  The  Liverpool,  Ormskirk,  and 
Preston  Railway  Company'*  (being  the  Companv  incorporated  by  the  first-named  Act),  and  that  the 
line  of  railway  approaching  the  town  of  Liverpool  and  the  station  at  Liverpool  as  defined  on  the  plans  of 
the  said  Company,  were  nearly  identical  with  the  line  of  railway  and  station  at  Liverpool  by  the  said 
last-named  Act  authorized ;  and  further,  that  an  agreement  had  been  entered  into  between  the  two 
Companies  with  reference  thereto  as  therein  mentioned.  And  the  first-named  Act  recited  that,  by  the 
said  agreement,  it  was  amongst  other  things  declared  and  agreed  that  the  line  of  the  Liverpool  and  Bury 
Railway  lying  between  the  point  of  junction  therewith  of  the  railway  by  the  first-named  Act  authorized, 
and  the  termination  of  the  said  Liverpool  and  Bury  Railway,  in  the  town  of  Liverpool,  should  be  formed 
by  the  said  two  Companies  on  joint  account,  and  that  the  station  of  and  belonging  to  the  said  railway  in 
the  town  of  Liverpool,  should  be  divided  into  two  portions,  one  for  each  Company.  And  also  it  was 
recited  in  the  first-named  Act  (amongst  other  things)  that  the  said  Liverpool  and  Bury  Railway 
Company  had  proceeded  to  carry  into  effect  the  powers  and  provisions  of  the  said  Liverpool  and  Bury 
Railway  Act  for  making  and  constructing  the  said  railway  and  the  said  station  with  all  requisite 
buildings  and  conveniences.  It  is  by  *^  The  Liverpool,  Ormskirk,  and  Preston  Railway  Act,  1846,'* 
amongst  other  things  enacted,  that  the  said  Liverpool  and  Bury  Railway  Company  should  proceed  to 
make,  construct,  and  complete  the  portion  of  the  said  railway,  and  should  also  make,  erect,  and  complete 
the  said  station,  buildings,  and  conveniences,  which  station  should  be  so  made  and  constructed  as  to  be 
divided  into  two  separate  and  distinct  parts,  to  be  respectively  appropriated  to  the  said  two  Companies. 
That  it  is  by  the  said  **  Liverpool,  Ormskirk,  and  Preston  Railway  Act,  1846*'  provided,  that  if 
either  during  the  progress  of  the  said  works  or  after  the  completion  thereof  any  diftnmce  should  arise 
between  the  said  Companies,  either  as  to  the  principle  or  mode  of  construction,  or  arrangement  of  the 
said  station,  buildings,  and  conveniences,  or  as  to  the  division,  apportionment,  and  appropriation  thereof 
to  and  between  the  said  two  Companies  respectively,  or  as  to  any  other  matter  or  thing  relating  to  the 
premises,  every  such  difference  or  dispute  should  from  time  to  time,  as  occasion  might  require,  be 
referred,  and  be  subject  to  the  award  and  determination  of  the  Lords  of  the  Committee  of  Privy  Council 
for  Trade  and  Plantations,  whose  decision  on  all  matters  so  firom  time  to  time  referred  to  them  should 
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be  final  and  conolunve  between  the  partiet :  Provided  alwayat  that  if  the  said  Lords  of  the  Committee    ilppendiz  No.  8. 

of  Privy  Council  for  Trade  and  Plantations  should  refute  or  neglect  to  decide  snch  difference  or  disputes  

when  and  as  the  same  should  from  time  to  time  arise*  after  a  reasonable  request  should  have  been  made     East  Laneashire 
to  them  for  that  purpose,  then  every  such  dispute  with  which  the  Lords  of  the  Committee  of  -Privy  Railway. 

Council  for  Trade  and  Plantotions  should  neglect  or  refuse  to  interfere,  should  and  might  he  settled  by     (^«^<>'«  Branch.) 
arbitration  in  the  manner  provided  by  *<  The  Railway  Clauses  Consolidation  Act,  1845,''  with  respect  to 
the  settlement  of  disputes  bv  arbitration. 

That  the  Liverpool  and  Bury  Railway,  authorized  by  ^  The  Liverpool  and  Bury  Act,  1845,"  is  now 
open  to  the  pubhc,  and  the  Liverpool,  Ormslrirk,  and  Preston  Railway,  authorized  bjr  **  The  Liverpool, 
Ormskirk,  and  Preston  Railway  Act,  1846,''  is  now  ready  to  be  opened  to  the  public  for  the  purposes 
of  traffic. 

That  we,  the  East  Lancashire  Railway  Company  (in  whom  are  now  vested  the  undertakings  and  all 
the  rights,  powers,  and  authorities  of  the  Liverpool,  Ormskirk,  and  Preston  Railwav  Company),  have 
submitted  to  the  Lancashire  and  Yorkshire  Railway  Company  (in  whom  are  now  vested  the  undertakings 
and  all  the  rights,  powers,  and  authorities  of  the  Liverpool  and  Bury  Railway  Company),  the  Regulations 
for  the  use  of  the  said  two  Companies,  hereunto  annexed,  to  which  the  said  last  named  Company  objeet, 
whereupon  disputes  and  differences  have  arisen  between  us,  the  East  Lancashire  Railway  Company  and 
the  Lancashire  and  Yorkshire  Railway  Company,  touching  the  Regulations  to  be  used  by  the  said  two 
Companies. 

That  your  Memorialists  have  given  notice  to  the  Lancashire  and  Yorkshire*  Railway  Company  of 
their  intention  to  apply  to  the  Commissioners  of  Railways  (in  whom  are  now  vested  aU  the  powers, 
rights,  and  authorities  conferred  on  the  Lords  of  the  Committee  of  Her  Majesty's  Privy  Council  for 
Trade  and  Foreign  Plantations  under  the  said  recited  Act)  to  decide  the  said  differences  and  disputes. 

Your  Memorialists  therefore  most  respectfully  apply  to  the  Commissioners  of  Railways  to  decide 
the  said  differences  and  disputes  touching  the  said  Regulations,  and  to  make  an  award  and  deter^ 
mination  in  the  premises,  under  the  provisions  of  *^  The  Liverpool,  Ormskirk,  and  Preston  Railway 
Act,  1846." 

Dated  the  twenty-seventh  day  of  March,  1849. 

Signed  on  behalf  of  the  East  Lancashsre  Railway  Company, 

Jamss  Sm ithells,  Secretary. 

Rboulations  proposed  hj  the  East  Lancashire  Railway  Company  relating  to  the  management  and 
supervision  of  that  portion  of  the  Liverpool  and  Bury  Railway  executed  on  joint  account  for  the 
Lancashire  and  Yorkshire  and  East  Lancashire  Railway  Companies. 

General  Regtdatiom. 

1.  There  shall  be  a  superintendent  appointed  by  the  Directors  of  the  two  Companies  to  supervise  the 
working  of  the  joint  line  and  such  of  the  sidings,  platforms,  turntables,  cranes,  hoists,  warehouses, 
machinery,  and  conveniences  as  may  be  used  in  common. 

2.  The  superintendent  shall  have  such  control  over  the  servants  of  the  two  Companies  as  may  be 
necessarv  for  securing  to  each  Company  the  free  use  of  the  line,  stations,  sidings,  platforma,  turntables, 
cranes,  hoists,  warehouses,  machinery,  and  conveniences,  and  for  preventing  the  servants  of  the  two 
Companies,  from  interfering  with  each  other,  or  interrupting  the  general  traffic  of  the  railwi^y. 

3.  All  servants  necessary  for  working  the  points  and  signals  (except  those  at  the  junction  of  Walton* 
on-the-Hill,  which  are  to  be  appointed  by  the  East  Lancashire  Company)  throughout  the  joint  line  and 
stations  or  any  hoist,  engine,  machinery,  or  convenience  of  any  kind  jointly  used  by  the  two  Companies, 
shall  be  under  the  control  of  the  superintendent,  who  shall  have  authority  to  appoint,  suspend,  and 
dismiss  such  servants. 

4.  The  wages  of  the  superintendent  shall  be  paid  in  equal  proportions  by  the  two  Companies,  and 
all  servants  appointed  by  him  on  joint  account  shall  be  paid  by  the  two  Companies  in  propt  rtion  to  the 
traffic  of  each  Company  using  the  joint  line  and  sUtions. 

5.  The  superintendent  shall  be  dismissed  on  the  application  of  either  Company,  and  hi  successors 
from  time  to  time  appointed  by  the  Directors  of  the  two  Companies. 

Special  Regulations  relating  to  the  Junction  of  the  two  lines  at  WaUott-on-the-HiU. 

I.  There  are  three  signal-posts  at  Walton  junction,  one  on  the  joint  line,  about  150  yards  north  of  the 
tunnel ;  another  on  the  Lancashire  and  Yorkshire  line,  350  yarcis  north-east  of  the  point  of  junction ;  and 
a  third  on  the  East  Lancashire  line,  280  yards  north  of  the  point  of  junction. 

3.  The  signals  must  always  be  kept  as  stopping,  and  on  the  approach  of  any  train,  as  soon  as  the 
pointsman  hears  the  whistle,  he  must,  if  the  line  be  clear,  lower  the  arm  of  the  post  relating  to  that 
particuJar  line,  half-way  down  by  day,  or  change  the  light  from  red  to  green  by  night.  Unless  this 
alteration  of  the  signal  be  made,  every  train  must  stop  at  a  distance  of  100  yards  from  the  junction. 

3.  The  engine-driver  of  every  Lancashire  and  Yorkshire  train,  when  within  800  yards  of  the  junction, 
must  give  a  long-continued  whistle  to  warn  the  pointsman  of  his  approach,  and  reduce  his  speed  to 
5  miles  per  hour. 

4.  The  engine^river  of  every  East  Lancashire  train,  when  within  800  yards  of  the  junction,  must 
give  a  succssion  of  short  distinct  whistles,  and  reduce  his  speed  to  6  miles  per  hour.  ^ 

5.  In  case  of  trains  approaching  on  both  lines  at  ot  near  the  same  time,  the  road  must  be  given  to 
the  train  first  giving  the  approach  signal  whistle. 

6.  If  the  East  Lancashire  trains  have  to  follow  the  Lancashire  and  Yorkshire  trains,  or  the  Lanca- 
ahire  and  Yorkshire  trains  have  to  follow  the  East  Lancashire  trains  past  the  point  of  junction,  an 
interval  of  five  minutes  must  elapse  previous  'to  their  being  allowed  to  do  so,  and  then  great  caution 
must  be  observed.     All  luggage-traius  must  give  the  road  to  passenger-trains. 

7-  Whenever  a  Lancashire  and  Yoikshire  train  has  passed  the  junction  going  towards  Liverpool, 
within  eight  minutes  of  the  approach  of  the  East  Lancashire  train,  the  pointsman  must  show  a  green 
band-flag  by  day,  or  a  green  hand-lamp  by  night :  the  like  applies  to  a  Lancashire  and  Yorkshire  train 
following  an  East  Lancashire  train,  and  thus,  whenever  the  engine-driver  or  guard  of  any  train  observes 
that  the  pointsman  has  in  his  hand  such  green  flag  or  green  light,  he  will  be  aware  that  there  is  a  train 
not  more  than  eight  minutes  before  him. 
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Sast  LtBoa^nie 

Railway. 
{Barton  Branch.) 


8.  In. foggy  wtidier  the  Isteps  at  tbe  d^EniMft  aigiul-poMa  muat  always  be  kept  Ugjktod^by  the 
atgnal-man. 

9.  No  engine  or  train  must  be  allowed  to  paas  the  junction,  exoept  tbe  leffnlar  passenger  and  goods 
trains,  as  specified  in  the  time-bills,  unless  the  pointsman  shall  have  received  dne  notice  firom  the  super- 
intendent or  some  principal  officer  of  one  of  the  Companies. 

10.  Every  engine-driver,  guard,  stol^er,  and  pointsman  must  be  required  always  to  have  about  hia 
person  a  copy  of  the  Rules  and  Regulations  and  time-tables  of  both  Compajniesv  and  to  wi^e  baBweif 
perfectly  acquaint^  with  them ;  and  the  superintendent  must  see  to  this  rule  being  stoictly  carried  out. 

11.  Every  guard,  engine-driver,  stoker,  and  pdntsman  must  apply,  not  later  than  the  last  day  but  one 
«f  the  month,  to  the  Superintendent's  office  for  a  time-table  of  both  Companies  &r  the  ensuing  moDtk 

12.  The  strictest  attention  and  obedience  to  the  foregoing  rules  must  be  enforced  by  the  superio* 
tendent  from  all  guards,  en^ne-drivers,  stokers,  and  pointsmen  of  both  Companies  and  others  to  wbcmi 
they  may  relate ;  and  any  neglect  of  or  inattention  to  these  orders  coming  to  the  knowledge  of  any 
aervant  of  either  Company,  must  be  immedkudy  reported  to  the  superintenc&it. 

The  foregoing  general  and  specisl  regulations  may  from  time  to  time  be  altered  by  mutual  agreemeot 
between  the  two  Companiea,  and  in  case  either  Compsny  desire  an  alteration  which  shall  be  objected  to 
by  the  other,  then  the  matter  in  dispute  will  stand  referred  to  the  Railway  Commissioners,  under  the 
^Snd  section  of  "  The  Liverpool,  Ormskirk,  and  Preston  Railwi^  Act»  1846." 


Appendix  No.  9. 

Great  Northern 
Railway. 

(JJncolnto  CroinS' 
borough,) 


SlU, 


Office  of  Commissioners  of  Railways,  Whitehall^ 
March  31,  1849. 


I  HATE  been  directed  by  the  Commissioners  of  Railways,  in  referraoe  to  your  letter  of 
ttie  30th  instant,  transmitting  a  Memorial  relative  to  the  supervision  of  the  Liverpool  and  Bury 
Railway,  where  it  enters  Liverpool,  to  request  either  the  secretary  or  engineer  of  the  East 
Lancashire  Railway  Company  to  attend  at  this  office,  for  the  consideration  of  the  matters  con* 
taiued  in  that  Memorial,  on  any  day  between  1 1  and  1  o*clock,  which  may  be  found  by  pre- 
vious communication  with  the  Lancashire  and  Yorkshire  Railway  Company  to  be  convenient 
to  both  the  parties  interested. 

I  have,  &c., 

ITo  the  Secretary  cfthe  .       H.  D.  Haiwbss, 

East  Lancashire  Railway  Company,  Capt,  Royal  Engineears. 


Sir, 


OMce  of  Commissioners  of  Railways,  Whitehall, 
March  31,  1849. 


The  Conmiissioners  of  Railways  having  received  a  Memorial  from  the  East  Lanca- 
shire Railway  Company,  relative  to  the  supervision  of  tbe  Liverpool  and  Bury  Railway,  where 
it  enters *tbe  former  town,  I  have  been  directed  to  require  either  the  secretary  or  engineer  of 
the  Lancashire  and  Yorkdiire  Railway  Company  to  attend  at  this  office,  in  reference  to  that 
Mepiorial,  any  day  between  11  and  1  o'clock,  that  may,  by  previous  comraunicatioa  with  tbe 
East  Lancashire  Railway  Company,  be  found  convenient  to  both  parties. 

I  hare,  &c.. 


To  the  Secretary  of  the 

Lancashire  and  Yorkshire  Railway  Company. 


H.  D.  Harness* 

Capt>  Royal  Engineers. 


pi^p       .  Bury^  Lancashire,  Aprils,  1849. 

Referring  again  to  your  letter  of  the  31st  ult.,  respecting  our  Memorial  as  to  the 
supervision  of  the  joint  line  into  Liverpool,  I  beg  to  say  that  we  are  now  in  communication 
with  the  Lancashire  and  Yorkshire  Company  on  the  subject,  and  it  is  now  expected  that  the 
two  Comnanies  may  be  able  to  agree  upon  some  of  the  regulations,  and  thus  reduce  the  (^ues* 
tions  for  the  decision  of  the  Commissioners  to  as  small  a  number  as  possible.  This  done,  I 
will  then  apprize  you  of  the  day  on  which  the  Companies  will  be  prepared  to  attend  the  Com* 
missioners  for  their  decision  on  the  disputed  questions. 

I  have,  &c., 

Capt,  Harness^  R.E,, 
^c,  §cc. 


James  Shithells,  Secretary. 


Appendix  No.  9. 

GRl&AT  NORTHERN  RAILWAY,— {Littcoh  to  Chxinsboroughy 

Sir,  Whitehall,  April  3, 1849, 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  on  the  29th  ult.  I 
inspected  a  portion  of  the  Great  Northern  Railway,  extending  from  Lincoln  to  Gainsborough^ 
At  the  latter  place  it  joins  the  Manchester,  Sheffield,  and  Lincolnshire  R^dlway,  about  omb 
mile  from  the  town;  its  length  between  these  points  is  15  miles,  66  chains. 

The  line  commences  by  a  level  crossing  of  the  High-street  of  the  city  of  Lincoln ;  the  gates 
are  made  to  shut  across  both  the  railway  and  the  road,  but  are  kept  closed  across  the  former ; 
this  arrangement  may,  perhaps,  consult  best  the  public  convenience,  but  I  draw  attention  to  it 
as  a  deviation  from  the  Act  of  Parliament.     At  1 1  chains  from  the  fixed  point,  the  railway 
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Great  Northern 

Hailway. 

(JJncdnio  Oams^ 

borough.) 


crosses  the  Brayford  mere  by  means  of  a  swing-bridge,  turning  on  a  pivot  in  the  centre,  the    Appendix  Na  Q» 

two  openings  beingr  19  feet  each.     No  signal-post  has  yet,  been  fixed  at  this  point ;  ^nd  until 

one  is  erected,  and  a  man  specially  told  off  to  the  duty,  I  consider  it  would  be  attended  with 

danger  to  open  the  line  for  passenger  traffic.     I  found  the  platforms  incomplete   at  the 

stations,  but  in  a  forward  state;  and  about  200  yards  of  the  up- line,  dose  to  the  junction  at 

Gainsborough,  not  yet  laid ;  all  the  materials,  however,  were  on  the  ground,  and  a  few  hours 

would  be  sufficient  to  complete  it 

The  following  level  crossings  of  public  roads  occur,  for  which  I  find  no  authority  in  the 
Act,  viz.,  at 

Miles.  Chftins. 

143     11     Skillingthorpe  to  Saxilby. 
148    64     Sturton  to  Marton. 

Neither  do  I  find  any  authority  in  the  Act  for  the  junction  of  this  line  with  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway,  at  Gainsborough. 

Until  proper  signals  are  erected  at  the  swing- bridge  over  Brayford  mere,  I  am  ^f  opinion 
that  the  fine  cannot  be  opened  with  safety.  I  must  therefore  report  that,  from  the  incomplete 
Bess  of  the  works,  and  of  the  establishments  for  working  this  portion  of  the  Great  Noithern 
Railway,  the  opening  of  it  would  be  attended  with  danger  to  the  public  using  the  same* 

I  have,  &c.^ 


Capt  Harness^  E.E., 


George  Wynwe, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways^  Whitehall, 
Sin,  ,  April  3,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Capt.  Wynne's  Report  of  his  inspection  of  the  Great  Northern  Railway  from 
Lincoln  to  Gainsborough,  and  to  request  you  to  call  the  attention  of  the  Directors  of  .the 
Company  to  his  c^servations ;  and  to  forward  to  the  Commissioners  explanations  upon  the 
several  points  adverted  to  therein,  and  particularly  to  the  deviation  from  the  powers  of  the  Act, 
in  making  imauthorized  level  crossings. 

I  am  at  the  same  time  to  acquaint  you  that  the  Commissioners  consider  it  necessary  to 
postpone  the  opening  of  the  line  above  referred  to,  for  the  purposes  of  public  traffic,  for  the 
pmod  of  one  month  from  this  date. 

I  have,  8cc.,. 


TheSecretaryofihe 

Gremt  Northern  Rttiltoay  Company. 


H.  D.  Harness, 

C(^.  Roycd  Engineers. 


Sir, 


Company^  s  Office^  14,  Moorgate  Streelty 
April  A,  1849. 

I  HATE  to  acknowledge  the  receipt  of  your  letter  of  the  3rd,  with  a  copy  enclosed,  of  a 
Report,  No.  997,  of  the  same  date,  from  Capt.  Geo.  Wynne,  R.E.,  of  his  inspection  of  the 
line  of  this  railway  from  Lincoln  to  Gainsborough,  and  calling,  by  defeire  of  the  Commissioners 
of  Railways,  for  an  explanation  upon  certain  points  adverted  to  in  that  Report,  fee.  In  reply, 
I  am  instructed  to  state,  first,  with  respect  to  the  signal,  for  the  want  of  which  the  swing- 
bridge  across  Brayford  mere  is  considered  dangerous,  that  instructions  have  been  given 
for  the  immediate  erection  of  a  proper  signal,  and  of  which  being  in  its  place,  with  a 
person  competent  to  work  it,  having  been  appointed  to  that  duty,  a  certificate  from  the 
Company's  engineer  shall  be  forwarded  in  the  course  of  to-morrow  to  Capt.  Wynne  direct; 
and  I  am  to  express  the  hope  that  in  the  event  of  tliat  officer  being  thereby  enabled  to  make  a 
further  report  that  he  is  satisfied  of  the  safety  of  the  bridge,  the  Commissioners  may  be 
induced  to  grantthe  necessary  certificate  to  authorize  the  line  being  opened  for  public  traffic 
on  Monday  next,  9th  April,  instant;  and  so  prevent  a  great  inconvenience  and  disappointment 
to  the  public,  which  would  otherwise  occur,  it  having  been,  in  anticipation  of  authority  to  open 
the  line,  extensively  advertised  that  the  opening  would  take  place  on  Monday  next,  the  9th. 

Secondly,  I  am  to  explain  that  the  road  at  143  miles  1 1  chains  was  intended,  as  shown,  on 
the  Parliamentary  plan,  to  be  diverted  and  carried  alongside  the  railway,  and  to  cross  on 
the  level  together  with  the  turnpike-road  near  Saxilby.  This  has  been  altered,  so  as  to  let 
the  road  cross  on  the  level  at  this  point,  instead  of  at  Saxilby.  The  Parliamentary  jdah 
involved  a  level  crossing  of  this  road,  and  the  only  alteration  is,  the  point  at  which  this  oceufs. 

Thirdly,  with  regard  to  the  level  crossing  at  Marton,  148  miles  64  chains,  this  is  done  for 
public  convenience,  and  a  clause  stands  in  me  Company's  Deviation  Bill  of  the  present  Session 
to  authorize  it 

Fourthly,  as  to  the  junction  at  Gainsborough  vrith  the  Manchester,  Sheffield,  and  Lincoln- 
shire Railway,  the  two  lines  are  authorized  by  the  Acts  of  the  respective  Companies  to  cross 
each  other  on  the  level ;  and  the  junction  is  a  mere  curve,  and  one  of  those  additional  works 
whieh  the  general  powers  of  the  Company  enable  them  to  make,  and  for  which  they  are 
empowered  to  purchase  lands  by  the  Railway  Clauses  Act,  sec.  45 ;  woA  it  would  be  obviously* 
inconvenient  to  the  public  that  no  junction  should  exist  between  these  railways. 

I  have,  &c.^ 


Capt.  Hamessy  RE., 
1^.        ^. 


J.  R.  Mow  ATT,  iSecrdary, 
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Appendix  No.  9,     SiR, 


Great  Northern 

Railway. 

{Lmcoin  to  Gains* 

honmgh.) 


Wliitehall  April  6.  1849. 
I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  have  this 
day  reinspected  the  Great  Northern  line  from  Lincoln  to  Gainsborough,  and  I  find  tlmt  a  proper 
signal  has  been  erected  at  the  swing-bridge ;  that  the  platforms  are  completed,  as  also  the 
parts  of  the  permanent  way  that  were  unfinished  at  the  time  of  my  previous  inspection. 
I  now  consider  the  line  may  with  safety  be  opened  for  passenger  traflSc. 

I  have^  &C.9 
Capt  Harness,  It.E.,  George  Wynne, 

^c.        Sfc.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  J(pn7  7,  1849. 

I  HATE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  on  con- 
sidering the  report  made  to  them  by  Capt.  Wynne,  after  his  re-inspection  of  the  Great 
Northern  Railway  between  Lincoln  and  Gainsborough,  they  no  longer  object  to  that  portion 
of  the  line  being  opened  for  public  traffic. 

I  have,  &c., 

H.  D.  Harness, 


The  Secretary  of  the 


Great  Northern  Railway  Company. 


Capt.  Royal  Engineers, 


Sir, 


WhitAihaU,  April  1 1,  1849. 
In  reply  to  your  letter  of  the  4th  instant,  directing  that  I  should  re-visit  the  Great 
Northern  Railway  between  Lincoln  and  Gainsborough,  to  ascertain  whether  proper  arrange- 
ments had  been  made  for  working  fhe  signals  at  the  swing-bride,  in  the  city  of  Lincoln;  and 
also  as  to  the  correctness  of  the  explanations  of  the  Company  with  r^ard  to  the  level  croening 
at  143  miles  1 1  chains;  and  of  the  curve  at  the  junction  with  the  Manchester,  Shefiield,  and 
Lincolnshire  Railway, — 

I  have  the  honour  to  inform  you,  with  regard  to  the  level  crossing,  that  no  diversion  of  the 
road  is  shown  on  the  Parliamentary  plan,  thou^  it  is  stated  on  the  section  that  it  is  to  be 
diverted,  and  there  is  a  section  of  the  diversion  given ;  the  road  in  question  crosses  the 
railway,  and  then  for  a  mile  runs  along  the  top  of  the  embankment  of  the  Poss  Dyke,  parallel 
to  the  railway.  In  the  Parliamentary  plan,  the  railway  is  marked  to  run  along  this  embank- 
ment for  the  same  distance  which  would  have  rendered  it  necessary  to  divert  the  road  ;  but 
the  Hne  of  the  railway  having  been  made  to  deviate  about  four  chains  further  in,  does  away 
with  the  necessity,  but  cauises  two  level  crossings  instead  of  one,  and  therefore  the  additional 
one  must  still  be  an  unauthorized  one. 

With  regard  to  the  junction,  I  have  only  to  remark  that,  in  making  it  they  have  very 
nearly  kept  within  the  joint  limits  of  deviation  of  the  two  lines.  The  question,  however, 
appears  to  me  to  be  one  of  legal  construction,  as  to  whether  two  lines  which  cross  one  another 
at  right  angles,  and  so  render  joint  traffic  impossible,  have  the  power  of  making  junctions  witli 
curves  of  less  radius  than«40  chains  for  the  purposes  of  mutual  traffic? 

I  have  already  reported  on  the  subject  of  the  signals  at  the  swing-bridge. 

I  have,  &c., 
Capt.  Harness^  R.Ky  George  Wynne, 

Sfc.        Sfc,  Capt.  Royal  Engineers, 


Ap[)endiz  No.  10. 

Shrewsburv  and 

Birintn}(hani 

Railway. 


Appendix  No.  10. 

SHREWSBURY  AND  BIRMINGHAM  RAILWAY. 

Sir,  Whitehall,  May  7,  1849. 

I  H  AYR  to  report,  for  the  information  of  the  Commissioners  of  Railways,  that  on  the  2ud 
inst.  I  inspected  the  Shrewsbury  and  Birmingham  Railway  from  Oaken  Gates  to  the  Welling- 
ton junction,  a  distance  of  2  miles  45  chains.  The  works  were  generally  complete,  and  the 
rails  laid ;  but  a  bridge  carrying  a  turnpike-road  over  the  railway  near  the  junction  was  so 
incomplete  that  the  road  traffic  was,  at  the  time  of  my  inspection,  still  carried  on  as  a  level 
crossing,  and  no  arrangements  had  been  made  upon  the  ground  for  the  accommodation  of  the 
traffic  at  Oaken  Gates,  neither* by  the  erection  of  platforms  or  the  construction  of  approaches, 
the  railway  terminating  on  an  embankment  close  to  a  bridge  under  the  railway  to  which  there- 
was  no  parapet. 

The  junction  rails  at  Wellington  were  not  laid,  but  a  few  hours  would  complete  them  ;  but 
under  the  circumstances  of  the  total  want  of  a  station  at  Oaken  Gates,  and  the  incomplete  state 
of  the  bridge  before  mentioned,  causing  the  road  traffic  to  pass  over  the  railway  on  the  level,  I 
am  of  opinion  that  the  opening  of  this  portion  of  the  Shrewsbury  and  Birmingham  Railway 
will,  by  reason  of  the  incompleteness  of  the  works,  be  attended  with  danger  to  the  public  using 
the  same. 

I  have,  &c.. 


Capt.  Harness,  R,E,, 


J.  L.  A.  SiMlfONS, 

Capt.  Royal  Engineers. 
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Shrewsbury  and  Birmingham  Raihoay  Office^  3^  Moorgate-itreet,        Appendix  No.  10. 
Sir,  London^  May  14,  1849. 

I  HAVE  to  acknowledge  receipt  of  your  letters  of  the  7th  instant,  with  copy  of  letter  of 
same  date  from  Captain  Simmons. 

I  have  since  applied  to  our  engineer  for  an  explanation  of  the  circumstances  under  which  the 
radius  of  a  curve  near  the  town  of  Shrewsbury  has  been  reduced  from  15  chains  to  11  chains, 
^nd  I  beg  to  enclose  copy  of  letter  from  him  in  reply. 

I  regret  that  the  incomplete  state  of  the  approaches  to  the  bridge  carrying  the  turnpike-road 
to  Newport  over  the  railway,  and  the  absence  of  the  temporary  platform,  approaches,  and  book- 
ing ofiice  at  Oaken  Gates,  should  have  rendered  a  second  inspection  necessary,  but  I  gave  the 
notice  on  the  assurance  of  the  contractor,  that  the  arrangements  at  Oaken  Gates  would  be 
complete  before  the  15th  instant,  at  which  lime  we  contemplated  opening  from  Shrewsbury  to 
Oaken  Gates. 

I  am  now  informed  that  the  platform,  approaches,  booking-office,  tiu*n-table,  &c.  at  Oaken 
Gates  are  completed,  and  that  the  road  leading  to  Newport,  over  the  railway,  has  also 
been  completed  to  the  satisfaction  of  the  turnpike-road  trustees,  who  have  certified  to 
Ihat  effect. 

I  trust,  therefore,  it  will  be  convenient  to  Captain  Simmons  to  make  the  further  inspection 
required  sufficiently  early  to  permit  of  our  opening  on  the  1st  of  next  month,  on  which 
day  the  Shropshire  Union  Company  intend  opening  their  line  from  Shrewsbury  to  Stafford. 

I  have,  &c., 


Capt.  Harness^  R.E., 


G^OROB  Knox,  Secretary. 


Dear  Sir,  28,  Waterloo-street,  Birmingham,  May  12,  1849. 

In  reference  to  Captain  Harnesses  letter  of  the  7th  inst.,  requesting  some  explanation 
of  the  circumstances  under  which  the  radius  of  a  curve  near  the  town  of  Shrewsbury  has  been 
reduced  from  15  chsuns  to  11  chains,  I  have  to  report  that  the  alteration  was  occasioned  by 
the  position  of  the  Shrewsbury  station  being  changed  after  the  passing  of  the  Act,  in  conse- 
quence of  the  different  Railway  Companies  (entering  Shrewsbury)  agreeing  upon  a  general 
station,  thereby  rendering  it  necessary  for  each  Company  to  make  a  slight  alteration  in  their 
plans,  in  order  to  form  one  central  junction  of  the  different  railways  affording  accommodation 
to  tte  town  of  Shrewsbury. 

I  have,  &c.. 


George  Knox^  Esq., 


William  Baker. 


A  copy  of  this  letter  has  been  sent  to  Mr.  Cowan,  for  the  Commissioners. — W.  B. 


Sir,  Whitehall  May  28,  1849. 

I  HAVE  to  inform  you,  with  reference  to  your  letter  of  the  13th  inst.,  in  which  I  was 
directed  to  re-inspect  the  Shrewsbury  and  Birmingham  Railway  from  the  Wellington  junction 
to  Oaken  Gates,  that  having  been  appointed  to  carry  the  instructions  contained  therein  into  effect, 
I  was  called  upon  by  the  endneer,  who  fully  explained  to  me  that  the  points  alluded  to  in  my 
Report  of  May  7,  as  being  incomplete,  had  been  now  placed  in  a  fit  condition  to  allow  the 
railway  to  be  used  with  safety  by  the  public.  The  junction  had  been  completed ;  the  turnpike- 
road,  the  bridge  for  which  was  in  an  incomplete  condition  at  the  time  of  my  inspection,  is  now 
finished  and  the  road  traffic  has  been  over  it  for  nearly  a  month,  and  the  temporary  station  is 
in  a  fit  state  for  the  accommodation  of  the  public ;  and,  in  conclusion,  I  have  to  state  that 
I  am  satisfied,  from  the  explanation  of  the  engineer,  that  it  can  now  be  opened  with  safety  to 
the  public. 

I  have,  &c., 

Capt.  Harness,  RE.,  J.  L.  A.  Simmons, 

^.        Sfc.  Capt.  Royal  Engineers. 


Appendix  No.  11. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Sir,  April  10, 1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  inq)ected 
the  Hailsham  and  Eastbourne  Railway  of  the  London,  Brighton,  and  South  Coast  Company, 
which  consists  of  two  branches  starting  from  the  Polegate  station  of  the  Lewes  and  Hastings 
line :  the  one  to  Hailsham  takes  a  northerly  direction,  and  extends  2  miles  7  furlongs  50 
yards;  and  the  other,  going  south,  is  4  miles  3  furlongs  70  yards  in  length. 

The  Hailsham  branch  starts  from  the  main  line  in  the  direction  of  the  down  traffic  with  a 
curve  of  10  chains  radius;  the  Parliamentary  plan  shows  the  curve  in  the  other  direction,  and 
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the  limits  as  respects  land  have  in  a  very  slight  degree  been  exceeded  in  making  the  change ; 
the  steepest  gradients  are— 

I  in    98^  70  diains  in  length. 

1  in  109,  50 

1  in  165^  15  „ 

The  remaining  gradients  are  all  easy.  The  deepest  cutting  is  19  feet,  and  the  highest  embank- 
ment 15  feet.  The  formation  through  which  this  branch  passes  is  clay  of  an  un&vourabte  cha- 
racter; and  the  slopes,  which  are  made  at  an  inclination  of  2  to  1,  do  not  stand  very  well. 

There  is  one  over-bridge  for  a  parish  road,  and  one  under-bridge  for  a  public  footpath. 

There  are  four  public  level  crossings  which  have  gates  shutting  across  both  the  road  and 
railway^  and  are  provided  with  lodges  for  the  gate-keepers.  One  other  public  level  crossing, 
being  a  cattle-drove,  and  occurring  in  a  cutting,  is  not  yet  completed,  but  is  in  progress. 
These  crossings  are  all  sanctioned  by  the  Act. 

The  branch  terminates  on  a  common,  close  to  the  village  of  Hailsham,  which  probably  does 
not  contain  a  population  of  more  than  1,600 ;  the  neighbourhood,  however,  is  stated  to  be 
populous,  and  some  amount  of  cattle  traffic  is  looked  for,  as  well  as  supplying  the  district 
with  coal. 

The  Eastbourne  branch  starts  from  the  Polegate  station,  on  the  south  side  of  the  Ene,  with 
a  curve  of  56  chains  radius,  and  in  the  direction  of  the  down  traffic ;  the  gradients,  with  one 
exception  of  I  in  105,  34  chains  long,  are  extremely  easy,  the  line  being  for  the  most  part 
nearly  a  surface  one.  The  only  bridges  which  occur  are  over  three  drains ;  they  are  from  12 
to  14  feet  span,  the  abutments  are  on  piles  carrying  single  horizontal  balks  for  the  12  feet 
openings,  and  double  balks  for  the  14  &et  openings. 

Both  branches  have  the  permanent  way  laid  single,  but  the  formation  level  is  sufficiently 
wide  for  a  double  line ;  the  ballasting  is  of  chalk ;  the  rails  are  chiefly  of  the  bridge  form  laid 
on  cross  sleepers ;  they  weigh  31  lbs.  to  the  yard*  The  reason  given  to  me  for  using  this 
description  of  rail  was,  that  they  were  taken  from  another  part  of  the  Company's  line  where  a 
stronger  description  of  rail  had  been  substituted,  and  they  were  considered  sufficently  strong 
for  the  traffic  likely  to  be  developed  on  these  branches.  Eastbourne  is  coming  much  into 
request  as  a  watering-place,  and  houses  are  rapidly  being  buih ;  and  it  is  probable  that  in  the 
season  the  south  brandi  will  command  a  large  passenger  traffic. 

No  additional  signal  for  working  the  junction  of  the  two  branches  with  the  main  line  have 
yet  been  erected.  Mr.  Hood,  the  engineer,  proposes  putting  up  distance  signals  (to  be  worked 
by  wires  from  the  Polegate  station)  on  the  two  branches ;  but  as  he  is  not  prepared  to  put 
them  up  inunediately,  1  would  recommend  the  opening  of  the  line  to  be  postponed  until  they 
are  erected,  as  I  do  not  consider  the  line  would  be  ssie  for  the  public  using  the  same  without 
them. 

I  have,  &c.. 


Capt.  Harmem^  Jt.E.t 


Sib, 


Georgb  Wynne, 

Capt.  Royal  Engineers, 


WhUehalU  May  10,  1849. 
I  HAVE  to  repert,  for  the  information  of  the  Commissioners,  that  I  yesterday  re- 
inapected  the  Hailsbam  and  Eastbourne  branches  of  the  London,  Brifhton^  and  South  Coast 
Bailway,  and  have  now  to  report  that  at  the  Polegate  station,  where  both  branches  join  the 
Hastings  line,  two  conspicuous  signals  have  been  erected  on  each  branch,  which  are  worked  by 
means  of  wires  from  the  Polegate  station;  and  also  that  a  level  crossing  on  the  Hailsham 
bra^ich,  which  was  incomplete  at  the  time  of  my  former  inspection,  is  now  finished.  I 
consider  both  lines  may  now  be  safely  opened  for  the  conveyance  of  passengers. 

I  have,  &c.. 


CW.  Hixmeis^  B.E., 


George  Wynne, 

Capt,  Royal  Engineers 


Appendix  No.  12. 


MANCHESTER,  BUXTON,  MATLOCK,  AND  MIDLANDS  JUNCTION.— 

{Ambergate  to  Rowsky.) 

Office  of  Commissioners  of  RaihoaySf  Whitehall, 
Sir,  May  29,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  a  portion  of  the  Manchester,  Buxton,  Matlock,  and  Midlands  Junction 
Kailway,  extending  from  the  Junction  with  the  lines  of  the  Midland  Company,  at  the  Amber- 
gate  station,  to  Rowsley,  a  distance  of  11  miles  4  furlongs  and  4  chains. 

This  portion  of  the  line  ascends  the  valley  of  the  Derwent  from  Ambergate  to  within  a 
couple  of  miles  of  Chatsworth.  The  valley  is  in  many  places  very  narrow,  and  confined  by 
high  and  rocky  hills.  In  order  to  carry  a  railway  through  such  a  country,  it  has  been  found 
necessary  to  follow,  as  far  as  practicable,  the  various  windings  of  the  river.  Hie  gradients  thus 
obtained  are  generally  very  fevourable;  but  the  necessity  of  bendnig  the  line  to  suit  the  varied 
natures  of  the  ground,  has  rendered  indispensable  the  employment  of  a  number  of  sharp 
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curves.     The  line,  in  general,  has  been  constructed  in  very  near  accordance  with  the  Parh'a-    Appendix  No.  12, 
mentary  plans  and  sections.     There  are,  however,  a  few  instances  in  which  the  authorized  limits 
of  deviation  have  been  overpassed ;  they  occur  principally  among  the  curves : — 

1.  At  37f  chains  from  Ambergate,  a  curve  of  30  chains  radius  has  been  substituted  for 
one  of  40  chains  radius,  for  a  distance  of  14i  chains. 

2.  At  1  mile  and  78  chains,  a  curve  of  25  chains  radius,  and  12  chains  in  length,  has 
been  substituted  for  a  curve  of  30  chains. 

3.  At  2  miles  and  1 1  chains,  a  curve  of  23  chains  radius,  and  9  chains  in  length,  has 
been  substituted  for  a  curve  of  30  chains. 

4.  At  2  miles  and  27  chains,  a  curve  of  30  chains  radius^  and  1 1  chains  in  lengthy  has 
been  substituted  for  a  straight  line. 

5.  At  2  miles  and  52  chains,  a  curve  of  30  chains  radius,  and  21  chains  in  length,  has 
been  substituted  for  a  curve  of  40  chains  radius. 

In  the  gradients  there  is  but  one  deviation  which  oversteps  the  authorized  limits;  it  occurs 
at  ^  miles  and  9  chains  from  Ambergat^  where  a  gradient  36j^  chains  in  length,  descending 
1  in  4,718,  has  been  broken  up  into  a  gradient  14^  chains  in  length,  descending  1  in  466;  and  a 
gradient  22  chains  in  length,  ascending  1  in  433 ;  the  object  of  the  alteration  being  to  save 
embatdunent  by  adhering  more  closely  to  the  natural  levels  of  the  gmund.  The  steepest  of 
these — namely,  that  of  1  in  433,  is  stiil  such  a  gentle  ascent  that  the  deviation  is  of  but  little 
importance. 

I  am  of  opinion  that  none  of  these  deviations  affect  materially  the  efficiency  of  the  line. 
In  lines  passing  through  level  countries,  where  the  direction  is  generally  nearly  straight,  the 
insertion  of  five  sharp  curves  might  be  a  serious  xlrawback,  but  in  the  present  instance  so  many 
very  sharp  curves  are  necessary,  and  have  been  authorized,  that  the  adding  a  few  to  the 
number  cannot  be  of  so  much  importance,  particularly  as  the  insertion  of  these  has  enabled  the 
engineer  to  give  a  wider  sweep  to  many  of  the  others,  so  thdt,  upon  the  whole,  the  line  as 
constructed  is  perhaps  as  favourable  as  Uiat  shown  upon  the  Parliamentary  plan. 

The  cuttings,  as  may  be  anticipated  from  the  nature  of  the  country,  are  very  heavy.  Alonff 
the  first  5  mues  the  strata  cut  through  consist  of  clays,  gravel,  and  shale,  intermixed  with 
nd>ble-stone.  For  the  next  3^  miles,  the  line  traverses  a  lime-stone  country — ^the  stone  lying 
sometimes  in  broken  masses,  but  more  generally  in  very  thick  and  compact  beds.  The 
remainder  of  this  portion  passes  through  a  formation  of  gravel  and  shale.  The  rock-cuttings 
are  heavy,  some  being  from  45  to  50  feet  in  depth.  The  whole  of  these:,  as  well  as  the 
embankments,  are  in  a  very  complete  state. 

There  are  14  bridges  for  roads  passing  under  the  railway; — nine  of  them  consist  of  single 
arches  of  brickwork^  in  barrow^mortar,  with  cut  stone  quoins — all  very  carefully  built ;  the 
remaining  five  consist  of  single  openings,  over  which  the  rails  are  carried  by  cast-iron  girders 
— two  girders  to  each  rail,  with  a  timber  beam  between.  The  whole  of  these  are  of  ample 
strength.  There  are  eight  bridges  for  roads  passing  over  the  railway ; — four  of  them  are  single 
arches  in  ashlar^  set  in  barrow-mortar ;  the  remaining  four  also  single  arches  are  of  brick- 
work, in  barrow-mertar,  with  cut  stone  quoins.  The  whole  of  these  arches,  both  under  aud 
over  the  railway,  are  of  the  segmental  form ;  and  the  materials  and  workmanship  appear  to 
be  of  the  very  best  description. 

There  are  seren  viaducts : — ^three  consist  of  arches  in  brickwork,  set  in  barrow-mortar,  with 
cot  atone  qamna — all  very  carefully  executed :  the  remaining  four  are  viaducts  of  a  peculiar 
and  interesting  construction;  the  roadway*  borne  by  cast-iron  girders,  two  of  which,  of  great 
strength,  are  apportioned  to  each  rail,  being  supported  by  cast-iron  columns,  resting  upon 
the  heads  of  hollow  cylindrical  piles  of  the  same  material,  driven  to  an  average  depth  of  14  feet, 
dm>ugh  very  compact  shale.  The  use  of  cast-iron  piles  for  a  foundation  to  the  superstructure 
fi>nns  the  principal  feature  of  interest  in  these  viaducts.  A  hammer  weighing  30  cwt.  was 
employed  to  drive  them,  but  instead  of  the  considerable  fall  that  may  be  adopted  in  driving 
wooden  piles,  it  was  found  necessary  with  these  to  confine  the  fall  to  2^  feet*  On  increasing 
that  fall  to  3  feet,  it  was  found  that  the  sudden  concusskm  was  more  than  the  cast-iron  could 
bear.  The  structures  possess  great  strength ;  the  passage  of  a  heavy  engine  producing  no 
sensible  deflection^  and  even  no  perceptible  vibration.  I  am  not  aware  that  the  employment  of 
cast-iron  as  a  foundation  iajresh  water  is  liable  to  any  objection,  and  I  therefore  see  no  reaeon 
to  doubt  the  perfect  security  of  these  works.  The  engineer  to  the  line  has  promised  to  send 
me  tracings  snowmg  the  details  of  construction  of  these  viaducts,  and  as  soon  as  I  receive 
them  I  shall  have  the  honour  of  laying  them  befWe  you. 

There  are  30  level  crossings,  twooiuy  of  which  are  for  public  roads ;  these  latter  are  provided 
with  gates  closing  across  both  rail  and  road^  and  a  gate-keeper  has  been  appointed  to  each. 

There  are  six  tunnels ;  the  longest  of  which  is  /61  yards  in  length.  They  wre  generally 
driven  through  sound  and  dry  snale,  gritstone,  or  hard  and  compact  beds  of  limestone. 
Through  the  latter  material  the  tunnels  require  no  casing ;  wherever  they  pass  through  shale 
or  gritstone  they  have  been  cased  with  side-walls  of  ashlar,  or  blocking-course  in  barrow^ 
mortar,  with  arches  of  brickwork  in  the  same  mortar,  or  in  cement.  Tiie  whole  appear  to 
have  been  very  carefully  executed,  and  I  consider  them  all  perfectly  safe. 

The  Cromford  Canal  is  carried  over  this  line  by  means  of  a  cast-iron  trough,  1 1  feet  wide 
and  5  feet  4  inches  deep,  resting  upon  stone  abutments ;  the  towing-path  is  borne  by  cast-iron 

r'rders.     The  Lea  branch  of  the  same  canal  is  also  carried  over  the  line  by  a  cast-iron  troug^h, 
feet  6  inches  wide  and  5  feet  4  inches  deep,  resting  upon  stone  abutments,  with  brick  arches 
for  the  towing-paths.     I  consider  both  these  perfectly  secure. 
The  stations  are  five  in  number,  viz.  :— 
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1.  The  Ambergate  station,  at  the  junction  with  the  Midlands  line. 

2.  The  Matlock  Bath  station^  5  miles  and  58  chains  from  Ambergate. 

3.  The  Matlock  Bridge  station^  7  miles  from  Ambergate. 

4.  The  Darley  Dale  station,  at  9  miles  and  8  chains. 

5.  The  Rovrsley  temporary  terminus,  at  11  miles  and  44  chains. 

At  all  these  stations  semaphore  signals  are  placed ;  and  to  some,  near  which  the  approach  is 
by  a  sharp  curve  or  a  tunnel,  distant  signals  have  been  added^  which  may  be  workea  from  the 
platforms  by  means  of  wires. 


The  rail  adopted  on  this  line  is  of  the 


form^  in  15  feet  lengths^  weighing  80  lbs.  to 


the  yard.  The  chairs  are  of  the  ordinary  construction,  fixed  with  wooden  trenails,  and  keyed 
with  wooden  keys.  The  permanent-way,  generally,  is  in  very  fair  order.  There  are  two 
36  feet  turn-tables — one  at  either  end  of  the  Tine. 

In  working  the  railway,  it  is  not  intended  to  run  any  passenger-trains  from  it  into  the 
Midlands,  or  vicever^cL  The  trains  of  this  new  line  will  run  to  and  from  Ambergate  only; 
and  the  passengers  will  have  to  change  into  the  carriages  of  the  Midland  Company. 

The  Midland  Company  are  to  furnish  engine-power  and  carriages.  For  the  working,  io 
other  respects,  the  Company  have  engaged  the  following  servants : — 


For  the  Matlock  Bath  station  • 

„       Matlock  Bridge  station 

„       Darley  station  •      » 

„       Rowsley  terminus 

At  the  public  level  crossings     • 

Lastly     • 


A  clerk  and  one  porter. 
A  clerk  and  one  porter. 
A  clerk. 

A  clerk  and  two  porters. 
A  gate-man  to  each. 
Two  guards. 


As  all  the  servants  connected  with  the  locomotive  and  carriage  departments,  and  all  those 
who  go  with  the  trains,  are  to  be  furnished  by  the  Midlands  Company,  I  have  no  reason  to 
believe  the  above  staff  of  servants  insn£Bcient  for  the  safe  working  of  this  line. 

I  would  recommend  that  permission  be  given  to  the  Company  to  open  on  the  day  they 
propose,  namely— on  the  1st  of  June. 

I  have,  &c„ 

Capt.  Harness^  R.E.j  R.  M.  Lapfan. 

Sfc.  (fc.  Capt.  Royal  Engineers. 
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Appendix  No.  13. 


Sir, 


CALEDONIAN  RAILWAY.— (Clt/desdale  Branch,  ^c.) 

Stafford,  May  1,  1849. 

I  HAVE  to  report  that,  in  compliance  with  the  appointment  of  the  Commissioners  of 
Railways,  I  yesterday  inspected  the  Clydesdale  Branch  of  the  Caledonian  Railway  from  its 
junction  with  the  Wishaw  and  Coltness  Railway  at  Motherwell  to  the  Polloc  and  Govan  Rail* 
way,  which  I  foimd  in  such  a  state  as  to  permit  of  its  being  opened  with  safety  to  the  public. 
One  timber  bridge  over  the  railway  was  not  quite  completed,  but  the  work  remaining  to  be 
done  upon  it,  if  carried  on  carefully,  will  not  interfere  with  the  traffic  on  the  railway.  On  the 
short  portion  of  the  Polloc  and  Govan  Railway  over  which  the  Caledonian  Railway  Company 
propose  to  run  their  trains,  there  is  a  level  crossing  of  a  mineral  railway,  the  property  of  the 
former  proprietor  of  the  Polloc  and  Govan  Railway,  who  sold  it  to  the  Caledonian  Company, 
reserving  to  himself  the  right  of  maintaining  this  level  crossing.  This  is  an  objectionable 
arrangement,  and  might  apparently  have  been  avoided  by  the  construction  of  a  bridge,  but  no 
plans  and  sections  of  this  portion  of  the  railway  having  been  deposited  with  the  Railway  De- 
partment at  the  time  when  the  Act  was  obtained  under  which  the  Caledonian  Railway  Com- 
pany work  over  this  line,  I  am  unable  to  say  whether  this  level  crossing  has  been  sanctioned 
by  Parliament.  The  mineral  line  crosses  at  an  inclination  of  1  in  60.  I  should,  therefore, 
recommend  that  the  stop  which  has  been  placed  on  the  upper  side  of  the  crossing  to  prevent 
any  vehicle  from  running  across  the  Clyd^ale  Branch,  should  be  kept  always  closed,  unless 
raised  to  allow  of  the  passage  of  waggons,  so  that  if  any  waggon  should  break  loose  by  accident, 
it  would  not  run  across  the  railway.  From  the  Polloc  and  Govan  Railway,  a  branch  has  been 
constructed  to  connect  it  with  the  Glasgow  and'  Greenock  Railway,  and  also  another  to  a 
temporary  terminus,  called  the  Gushet  Fauld  Branch.  This  latter  branch  is  in  a  fit  state  to 
be  opened,  but  the  connexion  of  the  former  with  the  Glasgow  and  Greenock  Railway  is  not 
completed,  and  until  this  is  properly  done,  I  consider  that  it  cannot  be  opened  with  safety  to  the 
pubUc. 

I  have,  &c.. 


Capt.  Harness,  R.E., 


L.  A.  Simmons, 

Capt.  Royal  Engineers. 
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Office  of  Commimoners  ofRailwaysj  Whitehall,       Appendix  No.  IS. 

Sir,  ilfay  2.  1849.  ^,— . 

.  .  Caledonian 

1  HAVE  been  directed,  by  the  Commissioners  of  Railways,  to  inform  you  that,  on  con-  .Railway. 

sidering  the  report  made  to  them  by  Captain  Simmons  (of  which  the  enclosed  is  a  copy),  after  {Gydudale  Brmuik^ 

inspecting  the  Clydesdale  Branch  of  the  Caledonian  Railway  from   its  junction  with  the  i^*) 

Wishaw  and  Coltness  RaUway  at  Motherwell  to  the  PoUoc  and  Govan  Railway — the  branclji 

from  the  PoUoc  and  Govan  Railway  to  a  temporary  terminus,  called  the  Gushet  Fauld  Branch — 

and  the  branch  connecting  the  Polloc  and  Govan  Railway  with  the  Glasgow  and  Greenock 

Railway,  that  they  do  not  object  to  the  two  former  portions  of  railway  being  opened  for 

traffic,  out  that  with  respect  to  the  branch  to  the  Glasgow  and  Greenock  Railway,  they  have 

postponed  the  opening  for  one  month,  for  the  reason  given  in  Captain  Simmons'  Report ;  they 

will,  however,  be  ready  to  remove  this  restriction  as  soon  as  their  inspecting  officer  is  able  to 

report  that  the  opening,  will  not  be  attended  with  any  danger  to  the  public. 

I  am  to  request  you  to  call  the  particular  attention  of  the  Directors  of  the  Company  to 
Captiun  Simmons*  observations  respecting  the  level  crossing  of  a  mineral  railway,  by  the  por- 
tion of  the  Polloc  and  Govan  Railway,  over  which  the  Caledonian  Railway  Company  propose 
to  run  their  trains. 

I  have,  &c.. 

Secretary  of  the  H.  D.  Harness. 

Caledonian  Railway  Company j  ^.  Capt.  Royal  Engineers. 


Company* 8  Offkes,  125,  George'Street,  Edinburgh, 
Sir,  May  19,  1849. 

I  BEG  leave  to  trouble  you  with  the  accompanying  Memorial  to  the  Commissioners  of 
Railways,  on  behalf  of  the  General  Terminus  and  Glasgow  Harbour  Railway  Company,  and 
the  Caledonian  Railway  Company,  and  with  two  relative  tracings,  and  copy  of  correspondence, 
in  reference  to  a  difference  which  has  arisen  between  these  Companies  and  the  representatives 
of  the  joint  line  between  Glasgow  and  Paisley,  as  to  the  mode  of  effecting  the  junction  betweent 
the  General  Terminus  Branch  of  the  Clydesdale  Junction  Railway  and  the  Glasgow  and 
Paisley  Joint  Line.  It  will  be  obliging  if  you  will  have  the  Memorial  submitted,  and  the. 
question  in  dispute  decided  upon  with  as  little  delay  as  possible. 

I  have,  &c., 

Capt  Harness,  R,E,,  J.  W.  Coddington,  &cr«eary. 

Sfc.      8fc. 


Memorial  of  the  General  Terminus  and  Glasgow  Harbour  Railway  Company  and  the  Caledoniair 

Railway  Company. 

To  the  Honourable  the  Commissioners  of  Railways. 
Humbly  shewbtb. 

That  the  General  Terminus  and  Glasgow  Harbour  Railway  Company  have  power,  inter  alia, 
by  their  Act,  10th  and  11th  Victoria,  chap.  5,  sec.  7,  to  make  a  branch  railway  to  and  from  the  Joint 
Line  of  the  Glasgow,  Paisley,  and  Grenock,  and  the  Gla8g;ow,  Paisley,  Kilmarnock,  and  Ayr  Railways, 
at  a  point  near  Shields  Bridge :  the  Caledonian  Company  had  likewise  power  to  make  a  branch, 
passing  nearly  over  the  same  ground,  to  join  the  said  railway  at  or  near  the  same  point. 

By  agreement  between  the  Caledonian  and  General  Terminus  and  Glasgow  Harbour  Railway  Com- 
panvy  the  branch  shown  on  the  plans  of  the  Terminus  Company  was  that  ^  hich  was  ultimately  adopted, 
and  has  been  made,  and  this  branch  now  forms  an  integral  portion  of  the  main  line  leading  from 
Grenock  and  the  west  of  Scotland,  to  the  north  of  Scotland,  to  Edinburgh,  to  the  south  of  Scotland,  and 
to  all  parts  of  England. 

A  difference  of  opinion  has  arisen  between  the  General  Terminus  and  Glasgow  Harbour  Railway 
Company  and  the  Caledonian  Railway  Company  on  the  one  part,  and  the  representatives  of  the  joint 
line  of  railway  above  referred  to  on  the  other  part,  as  to  the  proper  mode  in  which  the  openings  in  the 
ledges  or  flanges  of  the  rails  of  the  Joint  Line  Railway  should  be  made  for  the  purpose  of  effecting 
the  junction  or  communication  authorized  as  above  in  the  manner  most  conducive  to  public  safety. 

The  portion  of  line  nearest  to  the  Joint  Railway,  which  is  a  continuation  of  the  Clydesdale  Railway, 
was  inspected  on  the  30th  April  last,  by  order  of  your  Honourable  Board,  and  found  to  be  com- 
plete and  ready  for  the  safe  conveyance  of  passengers,  with  the  exception  of  the  point  of  junction 
hereinbefore  specified,  in  consequence  of  which  the  opening  has  been  postponed  by  your  order. 

The  General  Terminus  and  Glasgow  Harbour  and  Caledonian  Railway  Companies  seek  to  effect  the 
communication  by  direct  junction  of  both  lines  of  rail  in  the  ordinary  manner,  as  is  to  be  found  upon 
all  the  railways  in  the  kingdom,  as  is  also  to  be  found  upon  the  Joint  Line  of  the  Glasgow,  F&isley,  and 
Ayr,  and  Glasgow,  Paisley,  and  Grenock  Railways  at  Paisley ;  as  is  also  to  be^ found  where  the  Ardrossan 
Railway  leaves  the  Glasgow,  Paisley,  and  Ayr ;  also  where  the  Ayr  and  the  Kilmarnock  branches  of 
the  same  line  separate  ;  also  in  the  same  manner  as  the  Glasgow,  Paisley,  and  Ayr  Company  effected 
their  own  junction  with  the  Caledonian  line  at  Gretna  last  year. 

This  they  do  in  the  confidence  that  this  mode  (so  universally  adopted)  is  the  safest  for  the  public  in 
addition  to  its  recommendation  of  superior  convenience  in  working. 

The  representatives  of  the  Joint  Line  of  the  Glasgow,  Paisley,  and  Grenock,  and  the  Glasgow,  Paisley, 
Kilmarnock  and  Ayr  Railways  have  refused  to  permit  this  communication  to  be  made,  notwithstand- 
ing the  approval  of  their  own  engineer.  And  as  your  Honourable  Commissioners  have  refused  your 
sanction  to  the  full  opening  of  the  Clydesdale  Railway  until  it  is  made,  and  that,  in  consequence,  your 
petitioners  are  suffering  great  loss  and  damage,  afler  the  expenditure  of  upwards  of  half  a  milUon  of 
money. 
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An^<^Na  IS.        Tour  petitioners  pny  tkat,  ib  tocordance  with  the  proTisions  of  the  Act,  5th  and  6th  Victoria, 

chap.  45,  your  Honourable  Board  will  be  pleaied  to  direct,  at  your  earliest  conveuieDce,  what  shall 

•^3gjJ»»«^         be  the  manner  in  which  the  communicatioa  shall  be  effected,  and  what  the  arrangements  to  be  made 
/£2ki^kZ%vM^A    ^^^  *^®  ^^^  working  of  the  railways  at  the  point  of  junction. 

XVti^amdttUJSranel^       ^  tracing,  showing  the  mode  in  which  your  petitioners  propose  to  effect  the  junction  before  referred 
^^^  to,  and  one  showing  what  is  proposed  by  die  Glasgow  and  Psusley  Joint  Line,  together  wi&  a  copy  of 

the  correspondence  winch  his  taken  plaee  on  the  subject,  are  herewith  sent  and  re^rred  to« 

IQih  Jfay,  1849.  J.  W.  Coddington, 

Sevreiaty  to  the  CcUedoman  Smhoay. 

Chas.  Al«x.  Ktkg., 
Secretary  to  the  General  Thrmimis  Glasgow  Harbour  JBaUway. 


SiU,  GlasffOWj  May  30,  1849. 

I  BAVB  this  day  inspected  the  branch  made  to  eannect  the  Pollac  and  Gknran  Rulsray 
with  the  Glasgow  and  Greenoek  Railway,  and  I  hare  to  report,  that  the  connexkn  between  tw 
two  still  remains  incomplete,  as  reported  by  Captain  Simmons  in  bis  letter  of  the  Irt  instanl. 
I  have  therefore  to  state,  that  from  tiiis  circumstance  it  cannot  with  safety  be  opened  to  the 
public  using  the  same,  by  reason  of  the  incompleteness  of  the  permanent  way. 

I  have,  &c, 

Capt,  Hamessy  R.E.,  Geo.  Wynnb, 

^c.        ^c.  Capt.  Royal  Engineere. 


Office  of  Commissioners  of  Bailtoays,  fFhitehatl, 
Sir,  May  31,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  that  they  have 
considered  the  statements  made  to  them  with  respect  to  the  proposed  junction  of  the  Greneral 
Terminus  Branch  of  the  Clydesdale  Junction  Railway  with  tne  Glasgow  and  Paisley  Joint 
Lines;  and  that  as  it  appears  that  all  parties  agree  to  a  direct  junction  for  the  down-traffic,  aa 
the  engineers  of  both  Companies  agree  in  approving  a  direct  junction  for  the  up-traffic ;  and  m 
Mr.  McDonald,  who  attended  at  this  office  to  state  the  objections  of  the  proprietors  of  the  Joint 
Line  to  this  arrangement  admits^  that  it  should  be  adopted  wherever  the  Caledonian  trains  run 
through^  the  Commissioners  consider  that  the  reouired  connexion  should  be  made  by  a  direct 
junction  of  the  up  and  down  lines  of  the  General  Terminus  Brai)ch  Railway^  with  the  up  and 
down  lines  respectively  of  the  Glasgow  and  Paisley  Joint  Lines. 

The  Commissioners  are  inform^  that  this  is  the  only  point  on  which  their  decision  is  re« 
quired. 

I  have,  fifcc., 

IThe  Secretary  to  the  H.  D.  Harness, 

Caledonian^  Glasgow,  and  Paisley  Joint  Railway  Company.  Capt  Royal  Engineers. 


Bifi>  London,  June  St>  1849. 

I  HATB  to  report,  £or  the  information  of  the  Commissioners,  that  I  this  day  inspected 
the  junction  of  die  Caledonian  Railway  with  the  Glasgow  and  Paisley  Joint  Lme;  the  junction 
is  put  in  as  a  direct  one,  having  a  lacing  point  on  the  arrival  line  of  the  joint  railway ;  the 
WOTk  was  not  quite  completed  at  the  time  of  my  inspection,  but  was  so  far  advanced,  and  had 
auch  a  force  of  plate-layers  employed  on  it,  as  would  ensure  its  being  finished  in  a  few  hours. 
I  have,  therefore^  no  nesitation  in  reporting  that  the  line  may  now  be  safely  opened  for  the 
conveyance  of  passengers. 

I  have,  &c., 
C^t.  Harness,  R.E.,  Gbo.  Wynne, 

(f^c.        ffc.  CapL  Royal  Eagineere. 
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Newry, 

Warrenpoint,  and 

Boftrevor  RaUway. 


War^Stand  NEWRY,  WARRENPOINT,  AND  ROSTREVOR  RAILWAY. 


Sib,  Dublin,  May  1%  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that,  on  the  21st  inst.' 
I  inspected  the  Newry,  Rostrevor,  and  Warrenpoint  Railway.  The  line  which  commences 
just  outside  the  town  of  Newry  is  5  miles  62  chains  in  length :  it  extends  to  the  small  sea-port 
and  bathing-place  called  Warrenpoint.  The  Newry  terminus  is  close  to  the  river;  the 
railway  then  runs  for  \\  miles  through  marshes,  embanked  from  the  river,  after  which  its 
course  until  vrithin  one  mile  of  Warrenpoint  is  throu^  the  slob  land  of  the  river^  which 
the  tide  covers  at  hieh  water ;  the  railway  at  this  part  is  on  an  embankment,  the  aveia^ 
height  of  which  is  about  10  feet,  the  side  of  the  slope  exposed  to  the  action  of  the  tides  is 
paved,  the  dopes  are  at  an  inclination  of  2  to  1,  and  stand  weU. 

The  line,  as  laid  down  on  the  Ptoliamentary  plan,  is  nearly  straight  for  m<»re  dian  half  its 
length,  and  from  thence  to  the  end  the  curves  are  of  an  easy  character ;  but,  in  consequence 
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(as  the  engineer  stated  to  me)  of  the  Admiralty  requiring  them  to  run  the  line  as  near  as    Appendix  No»  14. 

possible  to  the  northern  limits  of  deviation,  a  number  of  curves  have  necessarily  been  intre*  

duced;   in  two  instances  the  Parliamentary  limits  for  the  curves  have  been  exceeded ;  they  Newry, 

occur  at  3  miles  70  chains:   the  first  is  a  curve  of  35  chains  radius,  which  joins  one  of  iiog^vST^Rtiliiw. 
95  chains  radius  in  a  reverse  direction ;  their  total  length  does  not  exceed  36  chains.     The  Use 
in  its  entire  length  is  exposed  to  the  view  of  the  road,  and,  in  some  parts,  approaches  to  within 
a  few  yards  of  it. 

There  is  but  one  bridge  on  the  railway,  which  is  an  under  occupation  one  of  12  feet  span, 
which  is  crossed  by  whole  balks  supported  on  stone  abutments. 

There  are  four  timber  viaducts,  which  are  across  openine^  left  for  the  tidal  water :  their  lengths 
vary  from  7  to  50  yards,  the  piers  and  abutments  are  piles ;  the  bays  are  10  feet  wide,  except 
in  one  instance,  where  there  is  a  20  feet  opening,  which  is  snpanned  by  three  whole 
timbers  placed  as  in  the  margin.  Under  eacn  rail,  4-inch  planking  intervening 
between  the  balks,  the  10  feet  openings  are  crossed  by  single  balks. 

There  is  but  one  pubUc  level  crossing  and  that  leads  to  the  ferry ;  the  gatess  hut 
across  the  road.  No  accommodation  is  as  yet  provided  for  a  gate-keeper^  but  a 
temporary  box,  I  am  informed,  will  be  put  up :  the  crossing  occurs  at  4  mues  40 
chains ;  the  occupation  crossings,  particularly  through  the  marshes,  are  numerous. 

The  fencing  of  the  railway  is  formed  with  ditcnes  having  a  mound  of  earth  towards  the 
railway;  this  is  the  description  of  fence  used  on  the  Drogheda  and  Dundalk  line,  and  it 
appears  to  be  sufficient  There  is  a  part  of  the  line,  about  a  mile  from  Warrenpoint,  where 
the  soil  is  of  such  a  friable  nature  that  the  mound  will  not  stand ;  and  as  the  land  is  pasture  and 
arable  on  each  side  of  the  railway,  I  consider  a  more  permanent  system  of  fencing  should  be 
adopted :  the  engineer  has  engaged  to  erect  stone  walls.  The  occupation-gates  mrough  the 
marab  lands  should  have  post-and-rail  fences  on  each  side  of  them,  as  the  mounds  at  the  sides 
are  liaUe  to  be  thrown  down  by  cattle ;  this  the  engineer  has  likewise  promised  to  do. 

There  is  no  turn-table  at  either  end ;  the  engine  must,  therefore,  travel  tender  foremost  in  one 
direction,  which  is  objectionable ;  and  when  the  engine  is  so  placed,  caution  with  a  moderate 
speed  should  be  observed. 

The  permanent  way  is  laid  single  throughout ;  the  formation  level,  however,  is  of  sufficient 
width  to  carry  a  double  line ;  the  rail  is  of  the  bridge  form,  and  weighs  80  lbs.  per  yard :  they 
are'  kid  upon  longitudinal  timbers  of  an  average  scantling  of 
12^  X  6^  inches,  and  these  rest  on  cross  sleepers,  placed  at 
10  feet  intervals,  to  which  they  are  secured  by  iron  knees  and 
spikes. 

The  chairs  are  flat  iron  plates,  weighing  4 lbs.;  the  rail  is  secured  to  the  longitudinal  by 
|-inch  bolts,  secured  below  by  a  fang^  nut :  the  rails  are  made  with  a  slope  on  the  top  to 
meet  the  coning  of  the  wheels. 

I  consider  Uie  line  nay  with  safety  be  opaied  for  the  eeaveyanee  of  passengers,  and 
recommend  that  the  usual  certificate  be  granted* 

On  the  next  occasion  of  an  inspecting  officer  visiting  the  neighbourhood  of  this  railway,  it 
might  be  desirable  that  he  should  see  that  the  Company  have  fulfilled  their  promise  with 
ref^urd  to  the  feneing. 

I  have,  &&, 

Caji,  ffameUf  ILE.,  George  Wynne, 

|v.  jv.  Capt.  Royal  Etyineers^ 

I  aopex  a  statement  of  the  working  stock ;  it  is  on  a  small  scale,  but  sufficient,,  in  my  opinion, 
for  the  traffic  the  line  is  likely  to  have  at  the  conmiencement ;  it  is  proposed  that  one  engine 
skould  do  the  work  each  way.  G.  W. 


Newryy  Warretq)oitU,  and  Sostrevor  Railway  Company. — Netory^  May  21,  1849. 

List  of  Stock, 

8  Engines  and  tenders. 
S  First-class  cairia^|^ 
5  Second-class  carnages. 

Litt  of  Officers  and  Persons  employed  upon  the  Line,  viz. : 

2  Night  watchmen^ 


I  Secretary. 

1  General  Superintendent 
Ir  Locomotive  Superintendent. 
3Clarks« 

3  Perambulating  policemen. 

2  Switch  and  signalmen. 

4  Station  porters. 


1  Gatekeeper. 
1  Engineman. 
1  fireman. 
1  Guard. 
1  Breaksman. 


In  additMHi  to  the  engineman  and  fireman,  there  will  be  one  or  two  meehanics,  who  will  be  cmn- 
petent  drivers,  in  case  an  additional  one  should  be  required. 

No  trains  will  ran,  at  present^  after  dark;  but  all  necessary  lamps  will  be  provided  as  the  season 
advances. 

Jamis  Bigdbn,  Secretary. 


Digitized  by 


Google 


24  APPENDIX  to  REPORT  of  the  COMMISSIONERS  0/ RAILWAYS. 


Appendix  No.  14. 

^r      Sir, 

Newry,  Warren- 
point,  and    . 
Rogtrevor  Railway. 


Office  of  Commissioners  of  Railtoays, 
May  24,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  on  con- 
sidering the  report  made  to  them  by  Captain  Wynne,  after  his  inspection  of  the  Newnr, 
Rostrevor,  and  Warrenpoint  Railway,  they  do  not  object  to  its  being  opened  for  public  traffic 
at  the  time  proposed  by  the  Company  ;  but  they  hope  that  no  time  will  be  lost  in  providing 
proper  accommodation  for  the  person  who,  in  compliance  with  the  provisions  of  the  Railway 
Clauses  Consolidation  Act,  is  to  be  intrusted  with  the  care  of  the  ^tes  on  the  level  crossing  on 
the  line;  in  erecting  efficient  fences  on  the  parts  of  the  line  alluded  to  in  the  annexed  extract 
from  Captain  Wynne's  Report;  and  in  fixing  turn-tables  at  the  extremities  of  the  line,  that  it 
may  not  be  necessary  for  the  engines  to  travel  tender  foremost,  and  that  great  caution  will  be 
used  in  the  interim  with  engines  travelling  in  that  position. 

I  am  also  to  inform  you,  that  the  first  officer  of  this  department,  who  may  be  in  the  neigh- 
?bourhood  of  the  line,  will  be  requested  to  re-inspect  it  and  report  upon  these  subjects. 

I  have,  &c.. 


':The  Secretary  of  the 

Newry,  WarrenpoiTd,  and  Rostrevor  Railway  Companies. 


H.  D.  Harness,  . 

Capt.  Royal  Engineers. 


«IR,  Whitehall  September  5,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that 
;after  I  had  inspected  the  Navan  Branch  of  the  Belfast  Junction  Railway  Company,  I  pro- 
ceeded to  Newry  for  the  purpose  of  ascertaining  whether  the  directions  of  the  Commissioners 
had  been  attended  to  on  the  Newry,  Warrenpoint,  and  Rostrevor  Railway,  with  regard  to 

{mtting  in  turn-tables  and  properly  completing  the  fencing  of  the  line ;  I  found  that  in  the 
atter  particular  everything  had  been  finished  oflF  m  the  most  efficient  manner ;  but  with  respect 
to  the  turn-tables,  nothing  has  as  yet  been  done. 

I  have,  &o., 

George  Wynne, 
Capt  Harness,  R.E„  '  Capt.  Royal  Engineers. 

8fc.        8fc, 


Appendix  No.  1 5. 

Readincr,  Guildford, 

and  Reigate 

Railway. 


Appendix  No.  15. 


Sir, 


READING,  GUILDFORD,  AND  REIGATE  RAILWAY. 

Office  of  Commissioners  of  Railvoays,  Whitehall, 
June  1,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  a  portion  of  the  Reading,  Guildford,  Dorking  and  Reifijate  Railway, 
extending  from  the  junction  with  the  lines  of  the  South  Eastern  Company  at  Reigate  to  the 
town  of  Dorking;  the  second  portion,  for  which  the  Company  had  also  given  notice  of  opening, 
I  was  unable  to  inspect,  as  the  engineer  to  the  line  informed  me  that,  the' works  not  being 
ready,  no  preparations  had  been  made  to  enable  me  to  pass  along  the  line. 

On  the  portion  1  was  able  to  inspect,  I  found  the  station  arrangements  incomplete,  with  no 
platforms  and  no  signals ;  and  being  therefore  of  opinion  that  the  opening  of  both  portions 
for  which  the  Company  have  given  notice  must  be  postponed,  because  "  their  opening  would 
be  attended  with  danger  to  the  public,  by  reason  of  the  incompleteness  of  the  works,"  I  have 
not  thought  it  necessary  in  this  Report  to  enter  into  any  further  details. 

I  have,  &c., 


Capt.  Harness,  R.E., 
Sfc.        Src. 


R.  M.  Laffan, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  June  I,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Captain  Laffan's  Report  of  his  inspection  of  the  Reading,  Guildford,  and 
Reigate  Railway,  from  the  junction  with  the  South  Eastern  Railway  to  the  town  of  Dorking ; 
and  to  inform  you  that,  for  the  reasons  therein  stated,  they  consider  it  necessary  to  postpone 
the  opening  of  the  line  in  question  for  the  purposes  of  public  *  traffic  for  one  month  from  this 
date. 

I  am  at  the  same  time  to  request  that  you  will  furnish  the  Commissioners  with  some 
explanation  of  the  reasons  why  notice  was  given  to  inspect  the  line  when  it  was  not  in  a  suffi- 
ciently advanced  state  to  justify  such  notice  being  given. 

I  have,  &c., 

To  the  Secretary  of  the  H.  D.  Harness, 

Reading,  Guilford,  and  Reigate  Railway  Company.  Capt.  Royal  Engineers. 
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Reading,  Guildford,  and  Reiffote  Raihoay, 
Gentlemen,  2,  Royal  Exchange  Buildings^  London,  June  6,  1849. 

I  AM  instructed  by  the  Directors  of  this  Company  to  aclcnowledge  your  communication 
of  the  Ist  instant,  conveying  a  copy  of  Captain  Laffan*s  report  on  the  inspection  of  a  portion 
of  our  line  of  railway,  and  to  express  their  regret  at  its  result. 

I  am  to  inform  you,  by  way  of  explanation,  as  requested,  that  at  the  time  the  notice 
for  opening  the  line  was  sent  in  to  you,  the  construction  of  the  platforms  was  ordered,  as  were 
also  the  signals,  and  the  Board  had  no  reason  to  doubt  that  they  would  have  been  ready  at 
the  time  appointed. 

Finding  at  the  last  moment  that  some  delay  in  completing  these  works  was  tmavoidable, 
our  engineer  was  requested  on  the  29th  ult.  to  communicate  with  Captain  Lafian  for  the 
purpose  of  postponing  the  inspection  for  a  few  days.  It  seems,  however,  that  some  mistake 
has  been  made,  for  which  the  Board  of  Directors  beg  to  offer  their  apology ;  at  the  same  time, 
I  am  to  express  their  hope  that  as  the  main  works  of  the  line  have  been  for  some  time  com- 
pleted, and  as  they  are  pushing  forward  the  stations,  the  Commissioners  will  be  disposed  so 
far  to  relax  their  ciecision  as  to  allow  of  an  earlier  opening,  provided  their  inspecting  engineer 
is  satisfied  with  the  state  of  the  works  within  the  month. 

I  have,  &c.. 
The  Secretary  to  the  T.  H.  Bayly,  Secretary. 

Railway  Conrniissioners. 


Appendix  No.  15. 

Headinor,  Guildford, 

and  Reifrate 

Railway. 


Sir,  Whitehall,  June  22,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that, 
in  compliance  with  their  appointment,  I  yesterday  inspected  the  Reading,  Guildford,  and 
Reigate  Railway  from  Redhill  to  Dorking,  a  distance  of  7  miles,  the  opening  of  which  had 
been  postponed  by  the  Commissioners,  having  been  reported  by  Captain  Laffan  on  the  1st 
instant  incomplete  in  station  arrangements,  and  as  having  no  signals.  I  have  now  to  report 
that  it  has  been  completed  in  these  respects,  and  that  I  consider  it  in  every  way  ready  to  be 
opened  for  the  conveyance  of  the  public. 

I  have,  &c., 

Captain  Hamessy  R.E.f  J.  L.  A.  Simmons, 

^c.  Sfc.  Capt.  Royal  Engineers. 


Appendix  No.  16. 

READING,  GUILDFORD,  AND  REIGATE  RklLW  AY  .—{Reading   and 

Famborough.) 

Sir,  Whitehall,  June  29,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  in 
compliance  whh  their  appointment  of  the  27th  inst.,  I  yesterday  inspected  the  Reading,  Guild- 
ford, and  Reigate  Railway,  from  Reading  to  the  junction  with  the  London  and  South-Western 
Railway  near  Farnborough,  a  distance  of  16  miles.  I  found  the  line  generally  in  a  very  good 
state,  and  the  bridges  ancf  viaducts  well  constructed  and  of  ample  dimensions  to  insure  safety. 
One  embankment  near  Reading,  where  it  joins  the  bridge  over  the  River  Kennet,  requires  to 
be  slightly  widened,  and  there  is  a  deficiency  of  ballast  at  the  ends  of  the  sleepers  in  some 
places  in  the  cuttings,  and  I  recommended  that  a  wire  signal  should  be  placed  on  the  Reading 
side  of  the  Wokingham  station,  in  consequence  of  a  curve  in  the  railway  and  a  bridge  over  it, 
which  intercept  the  view  of  the  present  signal.  When  these  trifling  matters  shall  have  been 
attended  to,  I  have  to  report  that  I  am  aware  of  nothing  affecting  the  safety  of  the  public  to 
prevent  the  opening  of  this  railway  as  desired  by  the  South-Eastern  Railway  Company,  who 
are  to  work  it. 

The  junction  of  this  line  with  the  London  and  South-Westem  Railway,  is  effected  by  a 
single  junction  into  the  up-line  without  meeting  points.  At  present  the  Company  do  not  pro- 
pose to  run  through  trains,  but  that  the  passengers  should  change  their  carriages  in  proceeding 
to  London,  the  South-Westem  Company  having  agreed  to  stop  their  trains  at  a  platform 
erected  for  the  purpose  of  the  interchange.  Whenever  a  through  traffic  is  established,  a  signal 
urill  become  necessary  for  the  South-Eastern  trains  coming  up  tne  junction,  and  a  signal  ought 
now  to  be  erected  by  the  South-Westem  Company  for  the  protection  of  the  trains  which  may 
stop  at  the  junction  from  other  engines  moving  along  their  line. 

i  ought  not  to  conclude  this  report  without  noticing  some  bridges  of  a  peculiar  construction, 
which  are  the  first  of  the  description  as  yet  erected  for  the  passage  of  railway  trains.  7*he 
span  of  the  largest  is  56  feet,  being  for  the  purpose  of  carrying  the  railway  over  the  Reading 
and  London  turnpike-road.  The  piers  are  of  brickwork,  and  intervening  space  is  spanned  by 
cast-iron  girders  of  the  ordinary  torm  into  the  under  side  of  which  two  straps  of  wrought-iron, 
together  17}  inches  in  area,  are  inserted  in  a  dove-tailed  groove,  having  dove-tailed  ends  and 
irregular  sides  to  prevent  them  from  sliding  over  the  cast  iron.  These  straps  are  placed  in  the 
mould,  which  is  heated  to  a  high  tempemture  and  the  cast-iron  then  run  into  it,  by  which 
means  the  two  metals  are  intimately  united. 
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App*?ndix  No.  16.        ^h^  girders  are  each  in  three  pieces^,  bolted  together  through  flanges  at 
their  ends  and  secured  at  the  bottom  by  wrought-iron  straps,  keyed  to 

Reading.  Guildford,  projections  on  the  bars  in  the  bdttom  of  the  beams. 

and  R«i>rate  rj^.j^^  ^^^^  submitted  to  a  test  of  40  tons,  placed  on  the  centre,  with    : 

a  clear  interval  between  the  bearings  of  60  feet,  under  which  the  deflection  i 
was  stated  tq  be  IJ  inch.  With  an  engine  and  tender,  weighing  about  ^ 
20  tons,  I  found  the  deflection  to  be  from  l-8th  to  3-l6ths  of  au  inch..  ^ 
The  connexion  of  the  metals  in  the  bottom  appears  good  and  very  close, 
and  so  constructed  as  to  secure  the  wrought-iron  as  an  effectual  tie  to 
counterbalance  tlie  resistance  to  conapression  of  the  cast-piron  top,  and  the 
weight  of  the  beam  is  very  much  reduced  from  what  it  would  have  been  were 
it  entirely  cast-iron,  which  with  the  advantage  of  having  wrought-iron  a 
safer  material  than  cast-iron  to  resist  the  tensile  strain  in  the  bottom, 
seems  to  be  the  object  of  the  invention  ;  I  was  shown  an  experimental  beam 
of  less  dimensions,  in  which  the  cast-iron  near  the  bottom  had  been  cut  through,  and  in  this 
condition  it  had  been  submitted  to  a  direct  pressure  until  the  cast-iron  became  fractured.  Tha 
wrought-iron,  although  considerably  elongated,  was  not  fractured,  and  remained  in  its  position 
in  the  groove  in  which  it  bad  been  cast,  even  after  the  falling  of  the  beam ;  showing  that  it 
is  effectually  secured  in  its  position.  After  considering  the  beam  in  aU  its  bearings,  I 
do  not  hesitate  to  report  that  I  consider  it  a  safe  structure  for  railway  purposes  |wben  of 
sufficiently  large  dimensions. 

I  ha\e,  &c. 


Capt,  Harness^  JR.E., 
ire        ^c. 


J.  L.  A.  Simmons, 

Capt,  Royal  Engineeri, 
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LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY.--<23i«we»  Jwittrfii^ 

Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  May  26, 184:9. 

I  HATE  the  lionour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
this  day  inspected  the  Thames  Juocrion  Line  of  the  London,  Brighton,  and  South  Coast 
Kailway. 

This  line  leads  from  a  siding  of  tke-Loncton,  Brighton,  and  South  Coast  Railway,  near  the 
New  Cross  station,  to  a  depdt  and  wet-dock,  which  the  Company  have  formed  on  the  south 
bank  of  the  Thames,  near  the  VictualUng-yard  at  Deptford;  the  total  length  is  7  furlong  and 
8  chains.  The  line  is  intended  principally  for  goods  tra^c ;  the  Company  anticipating  that  by 
having  their  own  wet-dock  upon  the  Thames,  with  a  direct  railway  communication  to  their 
main  lines,  they  will  be  enabled  to  land  and  ship  heavy  goods  at  a  much  cheaper  rate  than 
they  have  hitherto  had  it  in  their  power  to  do  by  employing  the  intervention  of  the  Surrey- 
Canal  Company,  along  whose  wharf,  near  the  Cold  Blow-lane^  the  goods  siding  had  origioally 
been  constructed. 

The  line,  as  constructed,  adheres  very  closely  to  the  Parliamentary  plan  and  section ;  the 
only  deviation  of  any  consequence  being  the  substitution  of  a  gradient  of  1  in  70  for  one  of  1  ia 
111,  for  a  distance  of  16^  chains,  to  enable  the  engineer  to  carry  the  line  over  the  road  called. 
Trunley's-lane  by  a  girder-bridge,  leaving  the  level  of  the  road  unaltered,  instead  of  raising 
that  road  11^  feet  and  crossing  it  on  the  level.     This  appears  to  be  a  great  improvement. 

There  are  no  cuttings  on  the  line.     The  embankments  are  slight,  and  are  made  up  of  clay, 
and  chalk,  and  mud  from  the  dock.     They  have  not  yet  settled  into  a  permanent  bearing,  but. 
appear  sufficiently  solid  to  allow  of  the  line  being  used.     There  are  10  bridges  on  the  line.. 
Nine  of  them  are  cast-iron  girder-bridges,  showing  nothing  peculiar  in  their  construction,  and^ 
all  apparently  of  ample  strength.     The  only  bridge  which  merits  particular  attention  iaa  lifiu*, 
bridge,  by  which  the  line  crosses  the  Surrey  Canal,  near  the  New  Cross  station.    Tlie  platform 
of  this  bridge  is  lifted  from  its  place  whenever  a  barge  requires  to  pass,  and  is  held  suspended, 
at  a  height  of  10  feet  from  the  water  by  wire-ropes  at  the  four  angles;  these  pass  round  rolleca^ 
to  the  machinery  employed  in  lifting,  and  terminate  by  compensating  weights  working  in  cast^ 
iron  cylinders.     I  enclose  a  drawing  showing  the  details.    The  bridge  was  not  quite  completed 
when  I  inspected  it  this  morning,  the  guide-rollers  which  are  intended  to  give  steadiness  to  the- 
motion  not  being  yet  in  place.    There  were  no  signals  yet  fixed  to  facilitate  the  safe  working 
of  the  bridge  ;  and  the  general  fitting  of  the  platform  on  its  bearings,  and  the  adjustment  o£ 
the  compensating  weights,  had  not  been  sufficiently  attended  ta 

There  is  but  one  viaduct.  It  is  of  considerable  length ;  635  yards.  The  material  is  timber^ 
resting  upon  piling ;  the  openings  are  95  in  number,  20  feet  in  span ;  the  greatest  height  21, 
feet.     There  is  nothing  peculiar  in  the  construction. 

There  are  four  level-crossings,  one  of  a  turnpike-road  at  Deptford,  and  three  of  private  roads*. 
The  turnpike  and  one  of  the  private  roads  have  gates  closing  across  both  rail  and  road^  and 
are  provided  with  gatekeepers. 

The  line  is  single  throughout,  but  the  Company  have  sufficient  land  to  increase  the  width  at 


any  time ;  and  the  principal  bridges  are  made  sufficiently  wide  to  accommodate  two  lines  oT 
The  formation  level  of  the  present  single  line  is  22  feet  wide. 
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London,  Brighton, 

and  South  Coast 

.  Railway. 

{ThamM  JvmctimL) 


The  rails  over  the  embankment  are  the  ordinary  double-headed  rail,  weighing  11  lbs.  to  the  .  Appendix  No.  17. 
yard ;  those  used  on  the  viadud;  are  the  flat-bridge  rail,  weighing  80  lbs.  to  t£e  yard.     The 
chairs  are  Ransom  and  May*s  patent. 

The  whole  of  the  works  on  this  line  appear  to  me  to  be  in  a  fit.ptate  to  receive  public  traffic, 
iwith  the  exception,  of  tiie  tift-bridge  over  the  Surrey  Canal,  the  fitments  of  which  are  not  yet 
completed,  and  for  the  safe  working  of  which  no  system  of  signals  has  been  as  jpt  laid  down. 
Inasmuch,  therefore,  as  the  proper  working  of  this  bridge  is  the  point  of  the  whole  line  which 
calls  for  more  particular  precaution,  I  am  df  opinion  that  the  opening  of  the  line  in  its  present 
state  would  be  attended  with  danger  to  the  public  by  reason  of  the  incompleteness  of  the  works. 

]  would  recommend  that  the  opening  be  postponed  till  the  fitting  of  all  the  parts  of  the  lifl* 
jbridge  be  completed,  and  till  proper  signals  be  laid  down  to  ensure  its  safe  working. 

I  have,  &c., 
XUxpt.  HanmB,  KR,  R.  M.  Laffan, 

Spc.        Sec  Capt  Royal  Engineen. 


Sir, 


Office  of  Commissioners  of  Railway s,  fFkitekall, 
ilfay  29,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
cojpy  of  the  report  made  to  them  by  Captain  Laffan,  after  inspecting  the  Thames  Junction  Branch 
of  the  London,  Brighton,  and  South  Coast  Railway,  and  to  inform  you  that,  for  the  reason^ 
therein  stated,  they  have  postponed  the  opening  of  the  line  in  question  for  public  traffic  for  one 
month  from  this  date ;  but  that  they  will  be  willing  to  remove  this  restriction  as  soon  as  they 
are  satisfied  that  all  the  arrangements  connected  with  the  lift-bridge  upon  the  line  are  com- 
pleted, and  sufficient  for  the  security  of  the  public. 

I  have,  &c.. 
The  Secretary  of  the  H.  D.  Harness, 

Londofij  Briffhtony  and  South  Coast  Railway  Company.  Capt.  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Railways,  Whitehall, 
June  18,  1849. 


I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
this  day  re-inspected  the  Thames  Junction  line  of  the  London,  Brighton,  and  South  Coast 
Aailway. 

.  The  lift-bridge  over  the  Surrey  Canal  is  now  fixed  complete;  and  an  electric  telegraph  com- 
municates from  the  bridge  to  either  extremity  of  the  line.  An  ordinary  disk-signal  is  also 
placed  at  some  distance  from  either  end  of  the  bridge,  to  be  worked  by  wires. 

I  am  of  opinion  that  all  the  works  connected  ii^ith  this  line  are  now  complete,  and  in  a  fit 
state  to  be  opened  for  public  traffic.  -I  would  suggest,  however,  that  no  engine  be  allowed  to 
pass  over  the  lift-bridge  at  a  higher  speed  than  five  miles  an  hour. 

It  appears  also  destrabfe  that  before  the  line  is  opened,  a  code  of  regulations  for  the  workinff 
of 'the  bridge  be  drawn  up,  and  agreed  to  by  the  Surrey  Canal  Company,  and  that  it  should 
receive  the  sanction  of  the  Commissioners. 

I  have,  &c., 
Ctg^t  Harness,  R.E.,  R.  M.  Laffan, 

Sfc.        §•<?..  Capt.  Royal  Engineerjs. 


Sir, 


Office  qf  Commissioners  of  Raiheays,  Whitehall, 
June  20,  1849. 


I  HATE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  with  reference 
to  the  proposed  opening  of  the  Thames  Junction  Branch  Railway,  which  was  inspected  on  the 
18th  insL  by  Capt.  Laffaa,  that  they  cannot  approve  of  the  use  thereof  for  public  traffic  until 
the  regulations  for  the  management  of  the  lift-bridge  across  the  Surrey  Canal  have  been  ap- 
proved by  them.  The  attention  of  the  Company  was  called  to  this  subject  by  a  letter  from 
this  office  on  the  22iid  ult^  to  which  no  answer  has  beai  received  by  the  Commissioners. 

I  have,  &c.. 
The  Secretary  of  the       ^  H.  D.  Harness, 

London,  Brighton,  and,  South  Coast  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  London  Terminus,  June  25,  1849. 

I  BEG  to  acknowledge  tlie  receipt  of  your  letter  of  the '20th  inst,  and  to  state  that  the 
Directors  were  under  the  impression  that  it  bad  been  und^stood  that  the  Regulations  suggested 
by  the  Commissioners*  letter  of  the  14th  February,  1848,  for  working  the  lift-bridge  were 
adopted  by  the  Company.  They  have  now,  however,  in  order  to  avoid  any  possible  misappre- 
hension, adopted  a  series  of  Regulations  in  the  precise  terms  suggested  by  the  Commissioners, 
a  copy  of  which  is  enclosed,  and  they  trust  accordingly  that  any  objection  on  the  part  of  the 
XTommjesioQers  to  the  immediate  opening  of  the  Thames  Junction  Line  will  be  removed. 

I  have,  &c., 
Capt.  Harness,  R.E.y  J.  Buckton, 

ire.         ire.  Secretary. 
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.  MegulaHons. —  Thames  Junction  Raihoayj  June  2Sy  1849. 

1.  That  the  hridge  be  always  kept  down,  except  when  a  vessel  requires  to  pass* 

2.  That  the  electric  tel^raph  now  laid  down  be  constantly  maintained,  to  communicate  between  the 
bridge  and  each  of  the  termini. 

3.  That  a  sufficient  number  of  men  be  in  constant  attendance  to  work  promptly  both  the  telegraph 
and  the  lift  ^V^ge. 

4.  That  no  train  shall  start  from  either  end  of  the  line  until  a  signal  has  been  given  to  the  men  at  the 
bridge,  and  a  return  signal  made  to  the  effect  that  the  bridge  is  down,  and  everything  secure;  and  the 
first  signal  shall  in  no  case  be  given  until  the  train  is  quite  ready  to  start. 

5.  That  the  return  signal  shall  not  be  given  if  any  vessel  requiring  to  pass  has  arrived  nearer  to  the 
bridge  than  the  posts  fixed  at  100  yards  ou  each  side. 

6.  After  the  return  signal  has  been  given,  the  bridge  shall  not  be  raised  for  a  period  of  five  minutes, 
or  until  the  train  has  passed,  if  the  interval  be  less  than  such  period ;  and  any  vessel  coming  within  the 
distance  of  100  yards  during  this  interval,  must  wait  until  it  has  elapsedi  unless  the  train  passes  pre« 
viously. 

7.  Vessels  passing  under  the  bridge  shall  use  due  diligence  in  passing,  so  that  the  bridge  may  be 
lowered  again  as  speedily  as  possible. 

By  Order,  J.  Bdckton,  Secretary. 


Sir, 


Cfffice  of  Commissioners  of  Railways,  Whitehall, 
June  28,  1849. 


I  HAVE  the  honour^  herewith  «to  return  a  copy  of  the  Regulations  proposed  by  the 
London,  Brighton,  and  South  Coast  Railway  Company,  for  the  working  of  the  lift  bridge  by 
which  the  Thames  Junction  Line  crosses  the  Surrey  CanaU 

I  would  propose  an  addition  to  the  sixth  rule. 

That  rule  provides,  that 

After  the  return  signal  has  been  given,  the  bridge  shall  not  be  raised  for  a  period  oifive  minutes^  dr 
until  the  train  has  passed,  if  the  interval  be  less  than  such  period ;  and  any  vessel  coming  within  the 
distance  of  100  yards  during  this  interval,  must  wait  till  it  has  elapsed,  unless  the  train  has  passed 
previously. 

I  would  propose  the  following  addition  : — 

If  at  any  time,  however,  the  interval  of  five  minutes  shall  have  elapsed  after  the  return  signal  has 
been  given,  and  the  train  has  not  vet  passed  the  bridge,  then,  if  a  vessel  be  waiting  within  the  distance 
of  100  yards,  the  signal  man  shall  telegraph  to  the  extremity  of  the  line,  to  prevent  the  starting  of  the 
train ;  and  on  receiving  a  return  signal  to  say  that  the  starting  of  the  train  has  been  stopped,  he  shall 
cause  the  platform  to  be  raised,  to  allow  the  vessel  to  pass.  On  no  account,  however,  u  the  platform 
to  be  raised  till  the  signal  has  been  made  that  the  starting  has  been  stopped. 

With  this  addition,  I  am  of  opinion  that  the  proposed  regulations  will,  if  strictly  adhered  to, 

[>rovide  for  the  safety  of  the  trains,  and  that  this  mode  of  working  the  bridge  will  interfere  as 
ittle  as  is  practicable  with  the  traffic  upon  the  canal. 

I  have,  &c.. 


Capt.  Harness^  R.E-^ 
^•c.        §-c. 


R.  M.  Laffak, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railway Sj  Whitehall, 
Sir,  June  29,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  in  reference  to 
your  letter  of  the  25th  inst.,  transmitting  Regulations  for  the  lift  bridge  over  the  Surrey  Canal 
upon  the  Thames  Junction  Railway,  that  when  the  Regulations  have  been  altered  by  the  foU 
lowing  additions  to  the  6th  Regulation,  and  a  copy  in  duplicate  sent  to  this  office  under  the  seal 
of  the  London,  Brighton,  and  South  Coast  Railway  Company,  the  Commissioners  will  signify 
their  approval  thereof: — - 

If  at  any  time,  however,  the  interval  of  five  minutes  shall  have  elapsed  after  the  return  signal  has 
been  given,  and  the  trains  have  not  yet  passed  the  bridge,  then,  if  a  vessel  be  waiting  within  the  dis- 
tance of  100  yards,  the  signal  man  shall  telegraph  to  the  extremity  of  the  line,  to  prevent  the  starting 
of  the  train,  and  on  receiving  a  return  signal  to  say  that  the  starting  of  the  train  has  been  stopped,  he 
shall  cause  the  platform  to  be  raised  to  allow  the  vessel  to  pass ;  on  no  account,  however,  is  the  platform 
to  be  raised  till  the  signal  has  been  made  that  the  starting  has  been  stopped. 

I  have,  &c., 

To  the  Secretary  of  the  H.  D.  Harness, 

London,  Brighton,  and  South  Coast  Railway  Company.  Capt.  Royal  Engineers. 
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WHITEHAVEN  AND  FURNESS  RAILWAY. 

Sir,  Windermere,  June  5, 1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that, 
in  compliance  with  their  appointment,  I  this  day  inspecj^  the  Whitehaven  and  Furness 
Junction  Railway  from  Whitehaven  to  Ravenglass,  being  a  distance  of  16  miles  and  29  chains 
I  found  the  works  generally  of  a  light  nature,  and,  as  far  as  completed,  well  executed,  with  the 
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exception  of  a  bridge  over  a  high  road  at  15  miles  13  chains  from  Whitehaven,  the  arch  of    Appendix  No.  16. 
whioi  is  constructed  of  brickwork,  with  stone  quoins.      A  settlement  had  taken  place  in  the 
brickwork  of  the  arch  to  such  an  extent  that  I  consider  that  locomotive  engines  cannot  be  run 
over  it  without  risk. 

There  are  two  temporary  timber  viaducts,  over  streams,  the  places  of  which  are  eventually 
to  be  supplied  by  masonry,  and  also  temporary  timber  approaches  to  a  timber  viaduct  over  the 
Mite  river,  which  will  be  superseded  by  the  completion  of  the  embankments  at  each  end  of  the 
viaduct.  In  order  to  allow  the  continuation  of  these  works  after  the  opening  of  the  railway,  its 
line  has  been  deviated,  and  several  sharp  curves  introduced,  but  which,  upon  the  completion  of 
the  works,  will  be  removed.  Although  these  curves  are  highly  objectionable  I  conceive  the 
traffic  may  be  carried  over  them  with  safety  by  due  attention  to  the  maintenance  of  the  road, 
and  by  the  strict  enforcement  of  instructions  as  to  a  very  low  rate  of  speed,  4  or  5  miles  per  hour, 
over  them.  The  line  is  single  throughout,  with  six  intermediate  stations,  at  each  of  which  it  is 
intended  that  sidings  shall  be  laid  for  the  accommodation  of  the  traffic.  Scarcely  any  of  these 
ridings  were  completed ;  and  there  were  no  signals  upon  the  line;  and  not  one  single  station 
completed,  or  even  in  an  advanced  state ;  b  several  instances  they  were  not  even  begun :  I  must 
report,  therefore,  that  in  my  opinion  the  opening  of  the  line,  as  inspected,  will,  by  reason  of  the 
incompleteness  and  insufficiency  of  the  works,  be  attended  with  dan^r  to  the  public,  on  account 
of  the  insecure  road-bridre  before  alluded  to,  the  incompleteness  of  the  sidings,  and  the  absence 
of  signals.  I  also  remarked  to  the  engineer  upon  an  objectionable  siding  leading  to  a  quarry 
which  I  considered  it  necessary  to  recommend  to  be  altered  before  the  opening  of  the  line ; 
and  another  small  bridge  ne^tr  Whitehaven  will  require  rebuilding. 

The  terminus  at  Whitehaven  is  of  a  temporary  nature,  and  on  a  much  lowerl  evel  than  described 
on  the  parliamentary  level ;  but  as  it  does  not  interfere  at  present  with  the  streets  of  the  town, 
stopping  short  of  them,  I  see  no  objection  to  its  being  used  temporarily  until  the  railway  shall 
be  extended,  provided  care  be  used  in  working  over  a  level  crossing  of  a  road  numbered  10  on 
the  parliamentary  plan,  and  therein  described  as  an  occupation  road  with  the  railway  passing 
over  it;  I  was  informed  that  this  road  is  the  property  of  the  Earl  of  Lonsdale,  but  it  never- 
theless, appears  to  be  used  to  a  conuderable  extent,  principally  as  a  footpath,  by  the  inhabitants 
of  Whitehaven. 

I  have,  &c., 

Capt.  Harness^  HE.,  J.  L.  A.  Simmons, 

^•c.        ^c.  Capt.  Royal  Engineers. 


Sir,  Whitelmven,  July  4,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  have  just 
inspected  the  Whitehaven  and  Furness  Railway;  and  I  find  that  the  several  works  adverted 
to  in  Captain  Simmons'  report  have  been  satisfactorily  adjusted  ;  viz.,  the  brick  arch  of  the 
bridge  has  been  taken  down  and  a  cut  stone  one  substituted ;  the  platforms  at  the  several 
stations,  though  not  yet  quite  finished,  are  so  far  completed  as  to  render  the  ingress  and  egress 
to  and  from  the  carnages  perfectly  safe ;  the  signals  are  erected  at  four  of  the  stations ;  and  at 
the  remaining  two  they  are  on  the  ground  and  ready  to  be  put  up;  and  the  points  leading  to 
the  quarry  have  been  removed,  so  as  to  lead  into  a  siding  and  render  it  impossible  for  a  train  to 
run  into  the  quarry.  I  can,  therefore,  report  that  the  line  may  be  safely  opened  for  passenger 
traffic. 

I  have,  &c., 

Capt  Harness,  B.E.,  George  Wynne, 

^c,        ^.  Inspector  of  Railways. 


Appendix  No.  19* 

LONDON  AND  NORTH  WESTERN  RAILWAY.— {Guides  Bridge  to  Heaton 

Norris.) 
Sir,  June  23,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  on  the  14th  instant  1 
inspected  the  branch  of  the  London  and  North  Western  Railway,  which  connects  the  Man- 
chester and  Birmingham  ^ine  of  that  railway  with  the  Manchester,  Sheffield,  and  Lincoln 
shire  Railway.  This  line  starts  from  Heaton  Norris,  near  Stockport,  and  joins  the  latter 
railway  at  Guides  Bridge,  its  length  being  4  miles,  69  chains. 

The  steepest  gradients  are  1  in  120,  70  chains  in  length,  and  1  in  132,  60  chains  in 
length. 

There  are  three  embankments  of  45,36,  and  36  feet  in  height,  which  contain  109,515  cubic 
feet  of  earth  ;  the  others  are  unimportant.  The  deepest  cutting  does  not  exceed  20  feet.  The 
slopes  are  at  2  to  1,  and  stand  well. 

There  are  no  less  than  23  bridges  on  this  short  length  of  line.  None  of  them  present  any- 
diing  peculiar  in  construction,  but  the  one  which  carries  the  turnpike-road  from  Manchester  to 
Buxton  is  remarkable  for  its  extreme  length,  resembling  a  tunnel,  the  road  crossing  it  at  a 
very  oblique  angle. 

There  are  no  level-crossings  for  public  road* 
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^.  form 


Apt>endix  No.  19. 

l.ondon  and  North 

•Western  Railway. 

(Chades  Bridge  to 

Heaton  Norm,') 


The  permanent  way  is  laid  double ;  the  rail  weighs  65  lb?,  per  yard,  and  is  of  this 


? 


The  chairs  weigh  23  lbs.  and  29  lbs.,  and  retain  the  rail  by  means  of  iron-wedges 
and  keys. 

The  sleepers  are  9  feet  lone,  and  are  placed  at  average  distances  of  3  feet. 

I  found  tne  line  in  good  order,  and  everything  complete,  except  the  signal-posts.  I  hare  waited 
now  till  the  last  moment  for  the  Engineer's  certificate  of  their  having  bsen  put  up,  but  not 
having  received  it,  I  am  compelled  to  report  that,  in  my  opinion,  the  line  eamwt  be  safely 
opened  to  the  public  using  tne  same,  without  signal-posts  at  each  end,  and  which  were 
deficient  at  the  time  of  my  mspection. 

I  have,  &c., 

Vapt.  Harness,  B.E,,  Gkorok  Wynne, 

Src.        ^c,  Capt,  Royal  Enffineers, 


Sir,  Cheadk,  July  8,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  proceeding  from 
Manchester  yesterday  to  inspect  the  Lioudon  and  North  Western  extension  of  the  Marchfield 
Railway,  which  joins  the  North  Staffordshire  Railway  at  Marohfield,  I  passed  over,  at  the 
request  of  the  Engineer,  the  London  and  North  Western  line  from  Guides  Bridge  to  Heaton 
Norris,  near  Stockport,  and  which,  on  account  of  the  deficiency  of  signals  I  reported  some  short 
time  since  as  not  being  in  a  fit  state  to  open  for  the  conveyance  of  passengera,  I  found  that 
the  necessary  signals  had  been  erected,  and  in  my  opinion  the  line  may  now  be  safely  opened 
for  the  conveyance  of  passengers. 

I  have,  &c.. 


Capt,  Harness,  R»E., 
S^c,        Sfc. 


Georob  Wtkne, 

Capt.  Royal  Engimsers. 
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SOUTH  EASTERN  RAILWAY.— (iVbif A  Kent.) 

Sir;  Whitehall,  June  29,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Conmiissieners  of  Railways, 
that  on  the  26th  instant  I  inspected  the  South  Eastern  Railway,  from  the  junction  with 
the  Rochester  and  Gravesend  Railway  to  the  junction  with  the  Greenwich  Railway  at  Dept- 
ford,  and  thence  the  widening  of  the  Greenwich  Railway  to  the  London-bridge  station^  and  the 
line  joining  the  Gravesend  or  North  Kent  lin^  with  the  Bricklayers*  Arms  branch.  I  found 
the  first^named  line  in  an  advanced  state  and  ready  to  be  opened  for  the  conveyance  of  the 
public,  from  Gravesend  to  Erith,  as  soon  as  some  recommendations  which  I  considered 
necessary  for  the  safety  of  the  public  shall  have  been  carried  out ;  but  as  it  will  be  necessary, 
for  reasons  hereafter  mentioned,  that  the  opening  should  be  postponed,  I  have  not  detailed 
these  recommendations,  as  there  will  be  another  opportunity  or  seeing  them,  after  they  shall 
have  been  carried  out  From  Erith  to  Woolwich  the  rails  were  not  laid,  and  a  low  embank- 
ment over  the  Erith  marshes  was  not  completed. 

Through  the  town  of  Woolwich  a  good  deal  of  work  remained  to  be  done,  including  arching, 
retaining  walls,  and  some  excavation.  A  tunnel  at  Charlton  was  not  completed,  the  arch 
of  the  closing  length  being  not  yet  turned.  A  good  deal  of  excavation  remained  to  be  done  at 
Lee,  and  a  considerable  length  of  the  permanent  road  had  yet  to  be  laid.  Under  these  circum- 
stances, 1  have  to  report  that  the  opening  of  the  North  Kent  line,  from  the  junction  with  the 
Gravesend  and  Rochester  to  the  junction  with  the  Greenwich  Railway,  will  be  attended  with 
danger  to  the  public  by  reason  of  the  incompleteness  of  the  works. 

The  permanent  road  on  the  widened  part  of  the  Greenwich  Railway,  from  near  the  Nortli 
Kent  line  to  the  London-bridge  station,  is  not  yet  completed,  as  also  on  the  junction  of  the 
North  Kent  line  with  the  Bricklayers*  Arms  branch,  the  embankment  of  which  latter  is  also 
in  an  unfinished  state.  The  opening  of  these  lines  will  therefore  be  attended  with  danger  to 
rtie  public  in  their  present  condition. 

Much  work  can,  however,  by  great  exertion  be  effected  in  a  few  days,  and  the  principal 
engineering  works^  such  as  bridges,  tunnels,  &c.,  being  completed^  I  should  think  it  might  be 
ready  for  re-inspection»  and  to  be  opened  to  the  public  within  a  month. 

I  have,  &c.. 


Captain  Harness,  R.E,, 
8fc.        Sfc, 

Sir, 


J.  L. 


A.  Simmons, 

CajA.  Royal  Engineers^ 


WhUehall,  July  13, 1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 

this  day  inspected  a  portion  of  the  North  Kent  Une  of  Railway,  extending  from  tlie  Erith 

station  to  the  junction  with  the  Gravesend  and  Rochester  Railway  at  Gravesend,  a  dktance  of 

10  miles. 

The  whole  of  the  works  on  this  portion  of  the  line  are  completed,  and  appear  to  have  been 
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Sooth  Eastfem 

RaHwar. 
{Njorik  £!ent.) 


well  planned  and  carefully  executed.     The  permanent  way  is  in  fair  order,  and  I  believe  tlm    Appendix  No.  2d. 
portion  of  the  line  to  be  in  every  way  fitted  to  receive  public  traffic. 

The  suggestions  made  by  Captain  Simmons  have  all  been  carried  into  eSect,  with  the 
exception  of  an  alteration  in  the  position  of  the  meeting  points  for  the  four-line  station  ae 
Gravesend.  This,  there  has  not  yet  been  time  to  complete,  but  the  engineer  has  engaged  that 
till  the  change  is  ^ected  he  will  cause  the  switches  to  be  locked,  so  as  only  to  allow  of  the  use 
of  the  two-side  lines.  This,  of  .course,  will  remove  the^objection  to  the  present  position  of  the 
meeting  points. 

I  have,  &c., 

R.  M.  Laffaic, 


Captain  Harness^  R^K» 


^-        ^c. 


Capt.  Boyal  Engineers, 


Sir, 


WhitehaU,  July  20,  1849. 

I  HAVE  the  honour  to  report,  for.  the  information  of  the  Commissioners,  that  I  yesterday 
inspected  a  portion  of  the  North  Kent  line  between  Woolwich  and  Erith,  and  I  found  thsd 
several  chains  in  length  of  the  up  line  yet  remained  to  be  laid,  and  through  the  town  of 
Woolwich  it  was  so  encumbered  with  rubbish  and  materials,  as  to  be  impassable.  I  have, 
therefore,  to  report  that,  owing  to  the  incompleteness  of  the  perthanent  way  between  Woolwich 
and  Erith,  this  portion  of  the  line  cannot,  in  my  opinion,  be  opened  with  safety  to  the  public 
using  the  same. 

Being  obliged  to  walk  over  the  above  portion  of  the  line,  it  was  half-past  eight  p.m.  before  I 
had  completed  my  inqpeetion  ;  I  was^  therefore,  unable  to  inspect  the  Greenwich  portion  of  the 
line  or  the  Bricklayers'  Arms  branch. 

I  have,  &c.. 


Captain  HamesSf  R.E., 
ire.         Sfc. 


Gbor«e  Wynne, 

Capt.  Boyal  Engineert. 


Sib,  WhitehaU,  July  26,  1849. 

i  HATB  the  honour  to  report  to  vou,  for  the  information  of  the  Commissioners^  that  I 
this  day  ipspected  the  North  Kent  Railway,  from  Erith  to  the  junction  with  the  Greenwich 
line ;  the  widening  of  the  Greenwich  line,  and  the  Bricklayers*  Arms  branch. 

The  principal  works  on  these  lines,  namely,  the  under  and  o?er  bridges,  tunnels,  viaducts, 
sftatioQ  platforms,  &c,  are  completed  to  an  extent  sufficient  to  ensure  public  safety ;  the  only 
point  wanting  being  the  parapets  to  some  of  the  over  bridges. 

The  permanent  way  is  laid  complete  over  the  whole  distance ;  it  is  npt  in  the  very  best 
order,  for  the  late  heavy  rains  have  caused  the  embankments  to  settle  in  many  places,  as  is 
generally  the  case  on  a  new  line.  The  cuttings,  also,  have  been  flooded  by  the  great  quantity 
of  water  that  has  lately  fallen,  and  the  arrangements  for  draining  them  are  not  yet  quite 
complete. 

I  am  of  opinion,  however, .tha,t  there  remains  nothing  of  importance. to  be  done  on  these 
lines,  that  canaot  eadJy  be  completed  by  Monday  next,  the  30th  instant,  and  I  would  recom- 
mend that  permission  be  given  to  the  Company  to  open  on  that  day,  but  would  suggest  that, 
until  the  embankments  are  quite  consolidated,  the  Company's  trains  should  be  restricted  to  a 
moderate  speed. 

I  have,  &c., 


Captam  Harness,  R.E., 


R.  M.  Laffan, 

Capt.  Royal  Enffineers. 


Sir, 


Office  (f  Commissioners  of  Railufays,  WhttehoM^ 
July  26,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  that  on  con- 
sodering  the  report  made  to  them  by  Captain  Laffan,  after  his  inspection  of  the  North  Kent 
Railway,  from  Erith  to  the  junction  with  the  Greenwich  Railway ;  the  widening  of  the  Green- 
wich Railway;  and  the  Bricklayers'  Arms  branch;  they  do  not  object  to  these  lines  being 
opened  for  public  traffic  on  Monday  next ;  but  they  trust  the  Directors  of  the  Company  will 
take  such  steps  as  may  be  necessary  to  ensure  the  restriction  of  the  trains  to  a  very  moderate 
speed,  until  the  embankments  are  compleiely  consolidated. 

I  have,  &c.. 

The  Secretary  of  the  South  Eastern  H.  D.  Harness, 

Railuxiy  Company.  Captain  Royal  Engineers. 


Appendix  No.  21. 

LONDON  AND  NORTHWESTERN  B.kUSW  AY  .—{HuMersfidd  and  Staleybridge.) 

Sir,  Manchester,  July  3,  1849. 

I  HAVE  the  honour  to  report^  for  the  information  of  the  Commissioners^  that  yesterday, 
the  2nd  instant,  I  inspected  the  railway  from  Huddersfield  to  Staley bridge,  belonging  to  the 
London  and  North  Western  Railway  Company,  and  I  found  the  platforms  and  signals  at  the 


Appendix  No.  21. 

I^ndon  and  North 

Western  Railway. 

{Hudder^dd  and 

Staleybridge.) 
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Appendix  No.  21.  intermetliate  stations,  between  the  terminal  points,  to  be  generally  in  such  an  unfinished  state 

that  I  am  of  opinion  that  the  railway  cannot  with  safety  be  opened  to  the  public  using  the 

iKindon  and  North  ^^jne^  owing  to  the  incompleteness  of  those  works. 
Western  Railwav.  »  o  r 

(Huddersfield  and  1  na\e,  «c., 

Staleybridge.)  Captain  Harness,  R.E,,  Geobge  Wynne, 

8fc.         Sf'c.  Capt.  Boyal  Engineers. 

Sir,  July  8,  1849. 

On  my  return  from  inspecting  the  Leed»  and  Hiirsk  Railway,  I  again  went  over  the 
London  and  North-Westem  Railway  from  Huddersfield  to  Staleybridge,  and  I  found  that 
since  my  inspection  of  this  line  on  the  2nd  instant,  the  .signals  and  platforms  had  been  com- 
pleted ;  and  I  can  therefore  now  report  that  this  railway  may  be  safely  opened  for  the  con- 
veyance of  passengers. 

I  have>  &c.. 

Captain  Harness^  R.E.,  Georgk  Wynne, 

Sfc,        Spc.  '  Capt.  Royal  Engineers. 


Appendix  No.  22.  APPENDIX  No.  22. 

Dundee,  Perth,  and 

Aberdeen  Railway.  DUNDEE,  PERTH,  AND  ABERDEEN  RAILWAY. 

Sir,  Stirling,  February  17,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  in 
compliance  with  their  instructions  of  the  6th  instant,  I  yesterday  inspected  the  extension  of  the 
Dundee  and  Perth  Railway,  from  the  north  side  of  the  River  Tay  into  the  town  of  Perth, 
adjoining  Princes-street,  being  a  distance  of  36J  chains,  of  which  444  yards  is  formed  on 
timber  segmental  laminated  arches,  resting  on  timber  piles,  the  spans  being  50  feet  and  rbe 
6^  feet,  followed  by  an  iron  swing-bridge,  over  a  clear  opening  of  50  feet,  and  the  remainder, 
with  the  exception  of  8  chains,  which  is  on  firm  land,  being  on  small  brick  arches.  A  greater 
portion  of  the  entire  distance  on  the  viaduct  is  on  a  curve  of  15  chains  radius,  good  and  efficient 
check-rails  extending  through  the  curve,  tending  much  to  security  in  the  use  of  the  bridge,  with 
respect  to  which  1  have  to  report  that  I  consider  it  safe  at  moderate  speeds;  but  inasmuch  as 
there  is  a  great  deal  of  movement  in  the  timber  laminated  arches,  extending  in  one  that  I  tried 
to  a  rise  of  half  an  inch,  and  a  fall  of  one  inch  and  a  half,  or  a  movement  altogether  of  two 
inches  in  the  passing  of  an  engine,  I  should  strongly  recommend  that  some  method  be  tried 
by  which  the  structure  may  be  stiffened,  as  this  constant  movement  must  materially  tend  to 
the  destruction  of  the  bridge. 

I  have,  &c., 

Capt.  Harness.  R.E.,  J.  L.  A.  Simmons, 

Sfc,        ^c.  Capt.  Royal  Engineers. 

Office  of  Commissioners  of  Railways,  WhUehall^ 
Sir,  February  19,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  Simmons,  after  inspecting  the  extension  of  the 
Dundee  and  Perth  Railway,  into  the  town  of  Perth,  and  to  request  you  to  call  the  attention  of 
the  Directors  of  the  Company  to  the  remarks  made  therein  upon  the  want  of  stiffness  of  the 
timber  arches,  and  upon  die  necessity  for  their  being  traversed  only  at  moderate  speed. 

The  Commissioners  do  not  object  to  the  opening  of  this  extension  for  public  traffic  at 
the  time  proposed  by  the  Company,  but  they  hope  the  Directors  will  order  die  bridge  to  be 
stiffened  without;  delay,  and  cause  stringent  regulations  with  respect  to  the  speed  employed 
thereon  to  be  enforced. 

An  early  opportunity  will  be  taken  to  cause  its  re-inspection  by  an  officer  of  this  department 

X  have,  &c. 

The  Secretary  of  the  H.  D.  Harness, 

Dundee,  Perth,  and  Aberdeen  Railumy  Company.  Capt,  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  WhitelunU, 
Sir,  July  9,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
the  occasion  of  my  late  visit  to  Perth,  to  inspect  a  portion  of  the  Aberdeen  Junction  Railway,  I 
had  an  opportunity  of  examining  the  timber-bridge  composed  of  laminated  arches,  by  which 
that  Une  crosses  the  River  Tay. 

Captain  Simmons,  in  his  report  dated  February  17,  1849,  upon  the  portion  of  the  line  in 
which  this  bridge  is  included,  states : — 

"  I  consider  it  safe  at  moderate  speeds ;  but  inasmuch  as  there  is  a  great  deal  of  movement 
in  the  timber  laminated  arches,  ext^iding  in  one  that  I  tried  to  a  rise  of  half  an  inch  and  fall 
of  one  inch  and  a  half,  or  a  movement  of  altogether  two  inches  In  the  passing  of  an  engine,  I 
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Aould  strongly  recommend  that  some  method  be  tried  by  which  the  structure  may  be  stiffened,    Appendix  No.  82« 
as  this  constant  movement  must  materially  tend  to  the  destruction  of  the  bridge.'* 

In  examining  this  bridge,  the  object  I  had  chiefly  in  view  was  to  ascertain  how  far  the 
''constant  movement"  adverted  to  by  Captain  Simmons  might  be  supposed  to  have  loosened 
the  connexion  of  the  several  parts,  or  to  have  lessened  the  rigidity  of  the  timber :  and  this  effect, 
if  it  did  exist,  I  considered  I  could  best  trace  by  examining  the  extent  of  the  movement^  and 
comparing  it  with  that  ascertained  in  February  fast. 

The  Tay  bridge  consists  of  a  series  of  segniental  laminated  arches  of  timber,  50  feet  in  span^ 
with  a  rise  of  &J  feet,  supported  on  wooden  piles.  These  piles  are,  of  course,  wholly  insufficient 
to  bear  the  horizontal  thrusts  of  the  arches :  they  simply  support  the  weight,  and  the  horizontal 
thrust  is  disposed  of  by  making  one  arch  butt  against  another.  The  consequence  of  this 
arrangement  is,  that  one  arch  cannot  be  depressed  without  immejliately  affecting  its  neighbour, 
and  l^us  the  effect  of  any  movement  at  one  end  of  the  bridge  causes  a  series  of  vibrations  to 
run  through  the  whole  structure  to  the  other  extremity. 

On  measuring  the  amount  of  motion  caused  by  the  passage  of  an  engine,  I  found  that  at  what- 
ever distance  the  engine  was  from  me,  there  was  a  perceptible  rising  and  falling  in  the  arch, 
and  this  effect  Went  on  increasing  as  the  engine  approached,  till  it  amounted  to  a  deflection  of 
2^  inches  when  the  engine  was  directly  above  me,  and  a  rising  above  the  natural  level  of  ^ths 
of  an  inch  when  the  engine  was  passing  over  the  adjoining  arches  on  either  side ;  there  was 
thus  a  total  vertical  movement  of  3  inches  in  the  very  short  time  an  engine  takes  to  run  over 
50  feet. 

It  appears  from  this  that,  to  use  Captain  Simmons*  words,  "  the  constant  movement  has 
materially  tended  to  the  destruction  of  the  bridge,"  for  the  movement  has  increased  50  per  cent, 
since  February  last. 

I  am  of  opinion  that  it  would  be  dangerous  to  pass  engines  over  this  structure  at  a  high 
speed  ;  at  moderate  speeds,  however,  never  exceeding  8  miles  an  hour,  I  am  opinion  that  it 
may  be  passed  with  safety. 

I  have,  &c., 

Copt.  Harness^  R.E.,  R.  M.  Lapfak, 

Sfc.        Sfc,  Capt.  Roycd  Engineers. 


Office  of  Commissioners  of  ItailuHit/s,  Whitehall^ 
Sir,  Jtdy  10,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclost^ 
copy  of  the  report  made  to  them  by  Captain  Laffan  after  his  recent  inspection  of  the  timber- 
bridge  by  which  the  Dundee  and  Perth  Railway  crosses  the  Tay  at  Perth,  and  to  reouest  you 
to  cali  the  attention  of  the  Directors  to  the  communication  from  this  office  of  the  19th  February 
last,  and  to  point  out  to  them  that  the  greatly  increased  movement  observed  by  Capt.  Laffan 
is  a  proof  that  the  recommendation  made  by  Capt.  Simmons,  and  the  opinion  expressed  by  him 
in  the  last  paragraph  of  his  Report,  of  which  a  copy  was  forwarded  with  that  communication, 
were  judicious,  and  deserving  their  attention. 

I  have,  &c.. 


The  Secretary  of  the 

Dundee,  Perth,  and  Aberdeen  Railway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 


Appendix  No.  23. 

NORTH  STAFFORDSHIRE  "ELhlLVf  AY .—{Chumet  Valley,  Wellington  Brajnch.) 

Sw,  Cheadlcy  July  10,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  inspected 
the  North  Staffordshire  Railway  from  Uttoxeter  to  the  junction  at  North  Rode,  on  the  main  line, 
about  5  miles  from  Macclesfield,  commonly  known  as  the  Churnet  Valley  line,  27  miles  71 
chains  in  length.  I  also  inspected  the  Wellington  branch,  which  forms  the  north  fork  of  the 
junction  with  the  Midland  Kailway  at  Wellington,  6^  miles  south  of  Derby,  and  which  is 

4  miles  46^  chains  in  length. 

I  found  the  Churnet  Valley  in  good  order,  with  the  exception  of  the  part  which  passes  through 
the  narrowest  part  of  the  valley.  Here  the  chief  diiBculty  in  constructing  the  line  occurred 
o^ing  to  the  winding  course  of  the  Churnet  river  on  one  side  and  the  canal  on  the  other,  and 
the  tendency  of  the  sides  of  the  cuttings  to  slip ;  to  correct  this  it  has  been  found  necessary 
to  build  dry  retaming  walls  of  from  10  to  15  feet  in  thickness.  The  curves  are  numerous,  ana 
the  permanent  way  will  require  much  attention.    Over  this  part  of  the  line,  which  extends  for 

5  miles  from  Alton  towards  Leek,  I  would  recommend  a  moderate  speed  to  be  maintained  for 
some  time. 

'  In  the  descriptive  detail  of  the  line  furnished  by  the  engineer,  seven  intermediate  stations 
are  proposed,  but  at  present  only  two  are  to  be  opened,  viz.,  at  Alton  and  Leek,  the  platforms 
of  these  are  completed,  and  the  signals  are  in  progress  of  erection.  The  signals  and  points  at 
the  junctions  at  either  end  are  complete. 

I  am  of  opinion  that,  with  attention  to  the  recommendation  I  have  made,  the  line  may  with 
safety  be  opened  for  the  conveyance  of  passengers. 

F 
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Railway. 
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A^pMiiix  Noi  23.  I  return  the  plans  and  details  in  order  tbat  the  public  level  crossiogs  theceki  detailed  may 
be  compared  with  the  special  Act,  to  ascertain  whether  they  hare  been  all  authorized  or  not. 
Two  level  crossings  were  pointed  oat  k>  roe  as  having  been  made  without  authority :  the  first 
occurs  at  2  miles  49  chains  of  a  paridi  road  from  Crakemarsh  to  Crighton,  which,  k  was  stated, 
was  made  at  the  unanimous  request  of  ttie  inhabitants.  The  <^her  occurs  at  24  miles 
3  chains  of  a  parish  road  from  Rusbton  to  Congleton,  and  has  been  a  compromise,  between  the 
landowner  and  the  Company,  the  former  waiving  his  claim  to  an  over-bridge  on  conditioa  of^ 
the  latter  giving  a  station. 

The  following  deviations  appear  in  the  curves,  at  3  milet  55  chains:  a^^unre  of  33  chains- 
mdius  has  been  substituted  for  one  of  60  chains,  and  at  the  North  Rode  junction  a  curve  of- 
15  chains  for  one  of  40  chains  radius. 

I  found  the  up  line  of  the  Wellingtoa  branch  complete,  as  idso  the  junctiim  and  signals  at 
either  end.  The  down  line  was  in  a  backward  state.  I  am  to  see  it  again  to-day,  and  after 
doing  so  I  shall  be  able  to  report  whether  the  line  can  be  opened  as  a  cfouUe  or  a  single  one* 

There  are  three  level  crossings  of  public  roads»  which  are  stated  to  be  authorised  fay  the 
special  Act^  and  are  laid  down  as  such  on  the  Pariiamentary  plans. 

I  have  just  been  again  over  the  Wellington  branch,  and  I  find  that  so  lajqge  a  portion  of 
the  down  line  still  remains  to  be  ballasted  that  I  am  of  opinion  that  that  line  cannot,  owing  to 
the  incompleteness  of  its  permanent  way,  be  opened  with  safely  for  the  conveyance  of  the 
public  using  the  same ;  I  therefore  recommend  that  only  one  line  of  die  Wellington  braneh, 
viz. — ^the  up — shall  be  opened  for  the  conveyance  of  the  public. 

I  have,  kc.. 


Capt.  Harness,  R.E., 


Georob  Wtnnb, 

Capt,  Royal  Enginesn. 


Sir, 


Office  of  Commissioners  of  Railways,  Whiteltattt 
July  11,1849. 

I  HAVE  been  directed,  by  the  Commissioners  of  Railways,  to  forward  to  you  the  enclosed 
copy  of  the  Report  made  to  them  by  Captain  Wynne,  af^er  his  recent  inspection  of  a  part  of  the 
North  Staffordshire  Railway,  and  to  inform  you  that,  for  the  reasons  therein  stated,  they  have 
postponed  the  opening  of  the  down  line  of  rails  on  the  Wellington  branch  for  one  month  from 
this  date,  but  that  diey  will  ampoint  an  oflScer  to  re-inspect  me  line  on  being  informed  that 
the  work  is  completed.  They  cio  not  object  to  the  other  portions  inspected  being  opened  for 
traffic^ 

I  am,  however,  to  request  you  to  call  the  particular  attention  of  the  Directors  of  the  Com- 
pany to  the  reoommendation  made  by  Captain  Wynne,  that  only  moderate  speeds  should  be 
allowed  for  some  time  upon  the  Chumet  Valley  line,  and  to  request  the  explanation  of  the 
Company  with  respect  to  the  two  level  crossings  stated  to  have  been  made  without  the  neces- 
sary authority,  and  with  respect  to  the  two  cases  mentioned  in  the  Report,  of  unauthorized 
deviation  from  the  curves  sanctioned  by  Parliament. 

I  have,  &c., 
JTie  Secretary  of  the  H.  D.  Harness, 

North  Staffordshire  Mailway  Company.  Capt,  Boyal  Emginears. 


SiE,  July  17,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday 
re-inspected  the  second  line  of  rails  op  the  Wellington  branch  of  the  North  Staffordshire  Rail- 
,  way,  and  1  found  it  completed :  I  am,  therefore^  .of  opinion  that  it  may  now  be  safely  opened 
for  the  conveyance  of  passengers. 

I  have,  &c., 
Capt.  Harness^  M.K^  George  Wynnb, 

^.  Capt.  Royal  Engineers'^ 


S-C. 
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Appendix  No.  24. 

NORTH  WESTERN  RAILWAY.— (>SSt><on  to  Ingleton.) 
Sir,  Leeds,  July  15,  1849. 

I  HATE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I . 
yesterday  inspected  a  portion  of  the  North  Western  Railway,  extending  from  its  junction  with 
the  Leeds  and  Bradford  Branch  of  the  Midland  Railway  at  Skipton^  to  Ingleton,  a  distance  of 
25  miles. 

As  I  am  of  opinion  that  the  line  is  not  yet  in  a  sufficiently  advanced  state  ta  admit  of  Its 
being  opened  with  safety,  I  will  confine  myself  in  this  Report  to  stating  the  reasons  that  have 
led  me  to  that  conclusion : — 

The  line,  which  is  as  yet  only  a  single  one,  is  generally  in  fair  order;  but  there  are  still  many 
places  where  the  ballasting  is  ^ot  complete,  and  some  of  the  cuttings  are  not  yet  suJEciently 
cleared  away  even  for  a  single  line. 

The  station  arrangements  at  the  Bell  Busk,  Thellifield,  Long  Preston,  Settle,  Clapham, 
and  Ingleton  stations  are  ii^ry  incomplete.  There  are  no  signals  at  any  of  these  stations^  and 
at  most  of  them  the  platforms  are  unfinished,  and^  in  some  instances,  not  even  begun. 
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Ib  every  other  inspect,  I  believe  the  permanent  works  of  this  line  to  be  complete,  as  for  a 
sin^  line.  The  bridges,  riaducts^  &c.,  appear  ail  to  be  well  planned  and  carefully  executed. 
In  consequence,  however,  of  the  unfinished  state  of  the  station  arrangements,  I  am  compelled 
to  report  that,  in  my  opinion,  the  opening  of  this  portion  of  the  North  Western  line,  in  its 
present  stat^  would  be  attended  with  danger  to  the  public,  by  reason  of  the  incompletcmss  of 
the  works. 

On  making  inquiry  as  to  the  amount  of  locomotive  power  with  which  the  Company  proposed 
to  commence  the  traffic  of  this  new  line,  I  was  informed  that  it  was  proposed  to  employ  two 
engines,  one  of  which  was  thai  which  had  taken  me  over  the  line.  It  was  a  four-wheeled 
•figine  of  the  okl  construction,  which  had  been  running  for  three  years  on  the  London  and 
North  Western  Railway,  but  which  had  been  sold  by  the  London  and  North  Western  Com- 
pany to  make  way  for  the  stx^wheeled  engine  cS  more  mpdem  construction.  The  second 
engine  I  was  informed  was  in  Liverpool,  and  was  in  every  respect  similar  to  the  one  I  had  just 
seen.  I  am  of  opinion  that  this  is  not  a  sufficient  amount  of  locomotive  power  to  conduct  the 
traffic  of  a  line  25  miles  in  lei^h ;  and  it  further  appears  to  me  that  a  Company  just  starting, 
and  having  it  in  their  power  to  choose  what  description  of  engine  they  please,  should  begin 
with  the  more  approved  modern  six-wheeled  engine,  instead  of  purchasing  old  four-wheeled 
engines  that  have  been  discarded  from  the  service  of  another  line.  The  Chairman  of  the 
Company  informed  me  that  it  was  his  intention  to  hire  a  six-wheeled  engine  previous  to  the 
day  of  opening. 

I  have,  &c., 

Copt.  Harness,  Jt.E.,  R.  M.  Lafpan, 

Sfc.        ^.  Capt  Boyal  Engineers. 


Capt.  Harness,  R.E., 


George  Wynne, 

Capt.  Royal  Engineers. 


AppetidilN{i.M. 

NerthW^ifeKi: 

Radmiy.. 

iSkiptm^o 

ImffkUm.) 


Sir,  WkitAall,  August  3,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
inspected  the  North  Western  Railway  from  Skipton  to  Ingleton  on  the  24th  July ;  in  my 
inspection  I  confined  myself  to  the  points  objected  to  by  Captain  Lafian  on  his  previous 
inspection,  viz.,  the  incompleteness  of  the  platforms^  want  of  signals,  deficiency  of  ballast,  and 
an  insufficient  amount  of  locomotive  stock.  I  found  the  platforms  had  been  completed,  the 
necessary  signals  were  up,  and  the  line  sufficiently  ballasted ;  with  regard  to  the  locomotive 
stock,  the  list  furnished  me  by  the  secretary  was  three  locomotive  engines,  two  first-class 
carriages,  three  second-class,  and  three  third-class. 

Considering  the  circumstances  of  the  line,  that  it  is  not  yet  a  through  one,  and  that  the 
c<nintry  it  passes  through  is  not  a  thickly  populated  one,  I  am  of  opinion  that  the  amount  of 
engine  power  may  for  the  present  be  considered  sufficient :  when  the  line  becomes  more  extended, 
by  the  opening  to  Lancaster,  I  would  recommend  the  attention  of  the  Inspecting  officer  being 
particularly  directed  to  this  subject,  with  a  view  to  ascertain  that  the  rolling  stock  of  the 
Co^lpany  is  proportioned*  both  in  quality  and  quantity,  to  the  increased  extension  of  the  line. 
I  am  of  opinion  that  the  line  may  now  be  safely  opened  for  the  conveyance  of  passengers. 

I  have,  &c.. 


AlTENDIX  No,  25. 

MANCHESTER  SOUTH  JUNCTION  AND  ALTRINCHAM  RAILWAY. 
Sir,  July  8, 1849. 

I  HAVE  Xo  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  inspected 
the  South  Junction  Railway,  1  mile  4  furlongs  and  82  yards  in  length;  and  part  of  the 
Altrincham  branch,  which  extends  from  the  South  Junction  Railway,  in  Castlefield,  in 
Manchester,  to  the  Altrincham  station,  a  length  of  7  miles  40  chains.  The  South  Junction 
Railway  commences  about  300  yards  from  the  London  station  of  the  Manchester  and  Bir- 
mingham Railway  (London  and  North  Western) ;  the  junction  is  made  by  both  lines  of  the 
South  Junction  Railway  coming  into  the  down  line  of  the  Manchester  and  Birmingham  Railway, 
which  cause  two  meeting  points  on  the  latter  line  instead  of  bne ;  occurring  however  so  close  as 
they  do  to  the  terminus,  I  do  not  consider  the  danger  to  the  public  is  increased.  The 
South  Junction  is  constructed  entirely  on  arches.  At  the  Oxford-street  station  there  is  a  coal- 
siding  off  the  down  line,  which  involves  meeting  points.  From  the  limited  space  which 
a  viaduct  admits  of  for  forming  a  siding,  I  think  it  is  less  objectionable  to  pass  into 
the  siding  directly  than  by  the  operation  of  shunting,  moreover,  Oxford-street  station  is  the 
central  station  for  the  town,  and  all  trains  will  stop  at  it.  The  points  to  connect  the 
line  with  the  Liverpool  and  Manchester  Railway  are  not  yet  put  in ;  the  line,  therefore, 
throughout  its  entire  length,  cannot  be  opened  with  safety  to  the  public  using  the  same,  owing 
to  the  incompleteness  of  those  works,  viz. — the  junction  with  the  Liverpool  and  Manchester 
Railway  ;  but  I  am  of  opinion  that  it  will  be  perfectly  safe  for  the  conveyance  of  passengers  as 
far  as  the  junction  with  the  Altrincham  branch  at  Castlefield,  in  Manchester,  1  mile  82  yards 
fr6m  the  junction  with  the  Manchester  and  Birmingham  Railway  ;  and  I  recommend  that  the 
certificate  for  opening  the  line  be  only  granted  for  that  distance,  which  will  allow  the  working 
of  the  Altrindiam  branch.    The  permanent  way  is  laid  double  throughout. 
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Appendix  No.  25.  The  Altrincham  branch  commences  at  Castlefield,  in  Manchester^  and  is  in  its  entire  length 
about  7  miles ;  the  Altrincham  station^  to  which  point  only  it  is  at  present  completed^  occurs  at 
a  level  crossing  of  the  road  from  Altrincham,  very  near  the  town.  There  is  a  turn-table 
in  prepress,  and  not  far  from  completion ;  but  until  it  is  iinished-*-to  avoid  travelling  tender- 
foremost — the  line  will  be  worked  by  an  engine  complete  in  itself,  carrying  its  own  coke  and 
water.  The  permanent  way,  which  is  double,  is  in  very  good  order,  and  the  platforms  and 
signals  are  complete ;  I  am  of  opiniou  that  this  line  may  with  safety  be  opened  for  the 
conveyance  of  passengers. 

Three  level  crossings  occur  on  the  line,  across  the  three  last  public  roads  which  the  line 
crosses;  they  have  gates  shutting  across  both  road  and  railway*  The  two  first  of  these,  I  was 
informed,  were  substitutions  for  over-bridges,  and  are  therefore  in  violation  of  the  special  Act* 

The  ttdrd  level  crossing  is  at  7  miles  24*5  chains  over  the  turnpike-road  from  Altrindiam 
to  Stockport* 

I  have,  &C.9 


Capt  Harness,  R.E., 


George  Wynne, 

Capt.  Royal  Engineeri. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  July  9, 1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  Report  made  to  them  by  Capt  Wynne,  after  his  recent  inspection  of  the 
Manchester  South  Junction  and  Altrincham  Railway,  and  to  inform  you  that,  for  the  reasons 
therein  stated,  they  have  postponed  the  opening  of  the  portion  between  the  Liverpool  and 
Manchester  Railway,  and  the  junction  at  Castlefield,  in  Manchester^  for  one  month  from  this 
date,  but  that  they  will  appoint  an  officer  to  re-inspect  the  line  on  being  informed  that  it  is  ready 
for  re-inspection. 

The  Commissioners  do  not  object  to  the  opening  of  the  part  of  the  line  between  the  junction 
at  Casdefield  and  Altrincham,  but  they  request  an  explanation  of  the  circumstances  under 
which)  as  stated  in  the  Report,  three  unauthorized  level  crossings  of  public  roads  have  been 
made,  one  of  which,  however,  they  presume  to  be  the  same  as  that  with  respect  to  which  the 
decision  of  the  Commissioners  was  expressed  in  the  letter  from  this  office,  on  the  30th  ultimo. 

I  have,  &c.. 
The  Secretary  of  the  Manchester  South  Junction  H.  D.  Harness, 

and  Altrincham  Railway  Company^  Capt.  Royal  Enginjeers. 


Manchester  South  Junction  and  Altrincham  Railway  Offices^ 
'  Sir,  Manchester,  July  1 1,  1849. 

I  AM  instructed  to  acknowledge  the  receipt  of  your  letter  of  the  9th  instant,  enclosing 
a  copy  of  Captain  Wynne's  Report  to  the  Commissioners  of  Railways,  stating  that  they  have 
postponed,  for  the  reasons  assigned  in  the  Report,  the  opening  of  the  portion  of  the  railway 
between  the  Liverpool  and  Manchester  Railway  and  the  Junction  at  Castlefield  for  one  month, 
but  intimating  that  they  would  appoint  an  officer  to  re-inspect  the  line  on  being  informed  that 
it  was  ready  for  re-inspection.  1  nave  the  satisfaction  to  inform  you  that  the  junction  with 
the  Liverpool  and  Manchester  Railway  will  be  ready  for  inspection  on  Saturday  next,  the  14th 
instant,  and  if,  consistently  with  Captain  Wynne'e  engagements,  the  view  could  take  place  on 
that  day,  a  favour  would  be  conferred  upon  the  Company, 

Your  letter  proceeds  to  state  that  the  Commissioners  do  not  object  to  the  opening  of  that 
part  of  the  line  between  the  junction  at  CastleBeld  and  Altrincham,  but  requests  an  explana- 
tion of  the  circumstances  under  which^  as  stated,  three  unauthorized  level  crossings  have  been 
made. 

I  observe  that  the  Report  represents  the  Altrincham  branch  from  Castlefield  to  the  station  in 
Altrincham  as  perfectly  sure  for  the  conveyance  of  passengers  ;  and  the  objection  to  the  South 
Junction  line  only  extends  to  the  portion  referred  to  in  the  first  part  of  this  letter.  To  work 
the  Altrincham  branch  with  convenience  to  the  public  the  trains  should  run  from  the  Oxford- 
road  station,  which  is  on  that  part  of  the  south  line  which  is  approved  of;  and  I  would  there- 
fore respectfully  request  that  the  permission  to  open  the  Altrincham  branch  from  Castlefield  to 
Altrincham  may  be  extended  so  as  to  permit  the  use  of  the  Oxford-road  station. 

As  to  the  three  level  crossings  referred  to,  one  of  them  (the  principal  one,  crossing  a 
turnpike-road)  was  required  by  the  trustees  of  the  road  to  be  on  the  level,  and  they  obtained 
the  insertion  of  a  clause  in  the  Company's  Act  authorizing  it.  With  respect  to  the  others,  the 
circumstances  connected  with  their  formation  are  fully  reported  in  my  letter  to  you  of  the  28th 
June. 

I  have,  &c.. 


Capt.  Harness,  R.E.J 
Sir, 


James  Kirkman,  Secretary^ 


July  17, 1849. 

I  HAVE  the  honour  to  report,  that  I  have  just  re-inspected  the  South  Junction  Railway^ 
and  I  find  that  the  only  point  which  was  defective  on  my  former  inspection  has  been  com* 
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pleted,  viz.t  the*  junction  with  the  Manchester  and  Liverpool  Railway ;  I  am  therefore  of  Appendix  No.  25. 
opinion  that  the  remaining  portion  of  the  South  Junction  Railway^  viz.,  from  the  point  of 
departure  of  the  Altrincham  branch  to  its  junction  with  the  Manchester  and  Liverpool  Railway, 
may  now  be  opened  with  safety  for  the  conveyance  of  passengers* 

I  have,  &c.) 
Copt.  Harness,  R,R,  Georob  Wynne, 

^-        Src.  Copt.  Boyal  Engineers. 


Manchester  South 

Junction  and 

Altrincham 

Railway* 


Appendix  No.  26. 

YORK,  NEWCASTLE,  AND  BERWICK  RAILWAY-— (WirAttw^ani  Washington.) 

Sir,  Newcastle,  July  18,  1849. 

I  HAVE  the  honour  tx>  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
Monday  the  16th  instant,  I  inspected  the  Warkworth  and  the  Washington  branches  of  the 
York,  Newcastle,  and  Berwick  Kailway. 

The  Warkworth  branch  is  a  single  line ;  the  permanent  way  is  laid  complete,  with  the 
exception  of  a  level  crossing  over  a  private  coal  railway,  where  the  work  has  been  delayed  by 
some  dispute  with  the  owners.  TRie  bridges^  both  over  and  unde%  are  of  very  small  span, 
and  are  all  completed ;  but  there  is  no  accommodation  provided  for  passengers,  as  the  Com** 
pany  have  not  yet  made  up  their  minds  where  to  have  their  station. 

I  would  recommend  that  the  opening  of  this  branch  be  postponed  till  the  Company  have 
erected  a  platform  to  enable  the  passengers  to  get  safely  in  and  out  of  the  carriages ;  and  till 
the  level  crosidng  over  the  private  coal  railway  be  properly  laid  and  protected  by  a  signal. 
I  am  of  opinion  that  Ae  opening  of  this  branch,  in  its  present  state,  would  be  attended  with 
danger  to  the  public 

The  Washington  branch  is  not  yet  completed,  the  permanent  way  being  only  partly  laid. 
I  am  of  opinion  that  the  opening  it  would  be  attended  with  danger  to  the  public. 

I  have,  &c.| 


Capt.  Harness,  E.K^ 


R.  M.  Laffan, 

Capt.  Royal  Engineers. 


Railway  Commissioners^  Office, 
Sir,  August  21, 1849. 

I  HAVE  thd  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
the  occasion  of  my  late  visit  to  Newcastle  to  inspect  the  High-level  Bridge,  I  was  requested 
to  look  again  at  the  Washington  branch  of  the  York,  Newcastle,  and  Berwick  Railway,  which 
had  been  postponed  for  a  month  on  my  first  Report*  On  my  going  over  the  line  again^  I 
found  that  everything  which  I  had  noticed  as  deficient  on  my  first  inspection^  had  been  made 
good ;  and  that  the  Washington  branch  was  then  in  Tair  order,  and  quite  fit  to  be  opened  for 
passenger  traffic.  I  accordingly  told  the  engineer  to  the  line  that,  if  he  woidd  cause  an  official 
notice  of  opening  to  be  sent  in  to  the  Commissioners,  and  they  referred  the  subject  to  me,  I 
should  be  in  a  position  to  report  that  the  line  was  ready. 

I  have,  &c.. 


Capt  Harness,  R.E^ 

Sfc.        Sfc. 


R.  M.  Laffan, 

Capt.  Royal  Engineers. 
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MIDLAND  RAILWAY — (Leicester  and  Suxmnington  Jtmction.) 

Sir,       •  July  20,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  on  the 
16th  inst.  I  inspected  the  Leicester  and  Swannington  Railway,  from  its  junction  with  the  Mid- 
land Railway,  near  the  Leicester  station,  to  where  it  joins  the  Leicester  and  Swannington 
Railway,  in  the  parish  of  Ratby,  the  distance  being  6  miles  55  chains.  I  found  the  works 
complete,  with  the  exception  of  the  signals.  There  was  no  signal  up  at  the  junction  with  the 
Swannington  Railway,  and  from  the  extreme  sharpness  of  the  curve  at  the  Midland  Junction, 
the  radius  being  only  1 1  chains,  I  consider  that  a  distance-signal  at  the  Swannington  end  of 
the  curve  auxiliary  to  those  erected  at  the  Midland  end,  is  necessary  to  ensure  the  safety 
of  the  traffic.  I  have  waited  some  days  for  the  engineer*s  certificate  of  these  signals  having 
been  put  up,  but  not  having  yet  received  it,  though  it  was  promised  to  me  on  Thursday,  I  am 
compelled  to  state  that,  in  my  opinion,  from  the  incompleteness  of  the  signals,  the  line  cannot 
with  safety  be  opened  to  the  public  using  the  same. 

I  have,  &c., 

Capt.  Harness,  li,E,  Gbobge  Wynne, 

^c.       ^c.  Capt.  Royal  Engineers. 
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Sim  Jufy  21^  1849. 

I  HAVB  the  boHOur  to  inform  you  that  I  bare  this  day  receited  a  certificate  from  the 
(Ld^^mds!^  engineer  of  the  Leicester  and  Swanmofton  Raitway,  certifying  that  the  signals  at  either  end  of 
nmfftmJmtctum.)    the  line  have  been  erected ;  I  am,  therefore,  ww  satisfied  that  the  line  from  the  Midland  Junc- 
tion to  Ratby  may  be  opened  with  safety  for  passenger  traffic. 

I  have.  Sec, 


ApptadhL  No.  27. 
Midland  Railway. 


Appendix.  No.  26* 
Mold  Railvay. 


George  Wynne, 

Capt.  Royal  Engineers. 


Appendix  No.  28. 

MOLD  RAILWAY. 
Sib,  July  20, 1849. 

I  HA.VB  the  honour  to  report,  for  the  information  of  the  G>mmissioners,  that  I  yesterday 
inspected  the  Mold  Railway  from  its  junction  with  the  Chester  and  Holyhead  Railway  to  the 
town  of  Mold^  the  length. of  the  line  being  10  miles,  of  this  7\  miles  from  the  junction  is  a 
double  line,  the  renoainder  of  the  distance  into  the  town  is  single ;  I  found  the  line  in  good  order, 
the  works  well  constructed  aud  complete  in  every  particular,  with  the  exception  of  the  signalsi, 
which  were  incomplete  at  the  junction,  at  the  stations,  and  at  the  terminus. 

I  must  therefore  state  that,  in  my  opinion,  owing  to  the  incompleteness  of  these  works,  viz., 
the  ''  signals/'  the  line  cannot  be  opened  with  safety  to  the  public  using  the  same. 

I  have,  &c., 

Capt.Hamem^  R.E.,  GsoneB  Wynne, 


Sir,  Londam,  Aygust  1,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday 
re-inspected  the  Mold  Railway  from  its  junction  with  the  Chester  and  Holyhead 
Railway  to  die  town  of  Mold,  and  I  found  that  the  signals  which  were  not  erected  on  my 
first  inspection  are  now  completed,  and  I  am  of  opinion  that  the  line  may  be  opened  with 
safety  for  the  conveyance  of  passengers. 

I  have,  &c.. 


Capt  Hameu,  It.E., 


George  Wynne, 

Copt  Royal  Engineers. 
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Appendix  No.  29. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY.— (Jshkm  Branch.) 

ScR,  WkUehaU,  August  1, 1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  the  second  line  of  rails  of  the  Ashton  branch  of  the  Lancashire  and  York- 
shire Railway  ;  which  commences  at  Miles  Platting  station,  on  the  Manchester  and  Leeds  line, 
and  is  6j^  miles  long.  From  Miles  Platting  to  Clayton  Bridge,  a  distance  of  2  miles,  the 
branch  has  been  worked  as  a  double  line  for  about  a  year,  and  from  thence  to  the  terminus  as 
a  single  line;  it  does  not  appear,  however,  that  the  Commissioners'  sanction  was  ever  obtained 
for  the  double  portion ;  I  therefore  include  in  my  Report  the  second  line,  commencing  at  Miles 
Platting  to  where  it  joins  the  Staleybridge  station  of  the  Manchester,  SheflBeld,  and  Lincoln- 
shire Kailway,  by  means  of  a  short  junction  of  25  chains  long,  which  has  just  been  executed  by 
the  latter  Company,  and  which  I  also  include  in  thb  Report,  though  I  believe,  strictly  speaking, 
a  notice  of  opening  should  have  been  given  by  that  Company. 

All  the  works  of  the  Ashton  branch  were,  at  the  time  of  their  construction,  made  with  a  view 
of  allowing  a  double  line  of  permanent  way,  with  the  exception  of  the  arched  viaduct  120  yards 
in  length,  over  the  river  Medlock  at  Clayton  bridge,  which  was  made  only  sufficiently  wide  to 
carry  a  single  line :  it  has  now  been  doubled  in  width,  the  new  half  beuig  in  every  respect  similar 
to  the  part  first  constructed ;  the  piers  and  abutments  are  of  stone,  and  the  arches  of  brick, 
semicircular,  30  ft.  span,  turned  in  mortar,  with  the  exception  of  6  ft.  of  the  crown,  which  is  in 
cement;  the  five  farthest  arches  had,  at  the  time  of  my  inspection,  the  centres  still  in ;  they  had 
been  slightly  eased,  but  not  sufficiently  so  as  to  relieve  the  arches  at  the  haunches  of  all  support: 
on  inquiry  I  found  that  they  had  been  keyed  but  a  few  days,  and  that  they  had  been  turned 
under  unfavourable  circumstances  of  weather,  and  the  mortar  at  the  joints  was  still  quite  soft; 
as  I  did  not  see  the  arches  entirely  relieved  from  all  support,  it  is  impossible  to  pronounce 
whether  the  structure  will  remain  in  equilibrium  after  the  centres  are  removed.  I  must  there- 
fore state,  that  in  my  opinion  the  portion  of  the  second  line  of  rails  passing  over  the  Medlock 
river  near  Cla)rton  bridge  cannot,  owing  to  the  incompleteness  of  the  viaduct,  be  opened  with 
safety  to  the  public  using  the  same ;  but  all  the  other  portion  of  the  second  line  from  Miles 
Platting  to  the  Staleybridge  station  of  the  Manchester,  Sheffield,  and  Lincolnshire  Ra^way, 
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I  found  In  good  order,  and  I  am  of  opunon  it  may  be  opened  with  safety  for  the  conveyance  of    Appendix  No.  29. 
passengers;  and  I  recommend  that,  in  granting  1m  certificate  to  the  Company  for  opening  the  — 7- 

second  line,  they  should  be  restricted  to  using  the  old  siagte  line  over  4he  viaduct.  YarShire '£i*waT. 

The  signals  at  the  Staleybridge  junciion  are  sufficient  for  the  safe  working  of  the  lines  of  the     (^Asktm  Branch^* 
twO'Companies ;  and  the  charge  of  the  aignab  of  both  lines  at  this  point  is  as  it  should  be/in 
the  hands  of  the  servants  of  one  Company;  viz.^  the  Manchester,  Sheffield,  and  LinccJnshire. 
I  would  only  suggest  that  they  should  always  be  kept  at  the  stop^  which  will  give  the  signal-man 
more  complete  control  over  the  lines  of  each  Company. 

As  the  old  terminus  of  the  Ashton  branch  may  now  be  considered  as  a  siding,  I  would  re- 
commend the  switches  leading  into  it  to  be  weighted,  to  keep  open  into  the  junciion. 

I  have^  &c., 

Capt.  Harness,  B.R,  Gkoroe  Wynh e, 

^c.        ^c.  Capt.  Royal  Engineers* 


Sir,  August  17,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
have  re-inspected  the  viaduct  on  the  Ashton  branch  of  the  Lancashire  and  Yorkshire  Railway :  I 
found  the  centres  removed  (which  on  my  former  inspection  of  this  line  had  been  left  in),  and  no 
perceptible  settlement  in  the  arches :  the  whole  structure  appears  to  be  carefully  and  substan* 
tially  built;  and  I  am,  of  opinion  that  the  line  passing  over  the  new  portion  of  this  viaduct 
may  now  be  safely  opened  for  passenger  traffic. 

I  have,  &&, 

CapL  Harness,  E.K,  George  Wtknb, 

^.        ^.  C(gpt.  Bcyal  Engineers. 


Sir,  Deeendm  6, 1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  on 
the  27th  of  October  I  inspected  the  Charleston  curves  on  the  Leeds  and  Manchester  Railway; 
I  have  delayed  sending  in  my  report  until  I  was  able  to  procure  plans  and  sections  illustrative 
of  the  works  at  this  spot. 

The  Commissioners  are  no  doubt  aware  that  it  was  here  the  Company,  on  flie  first  formation 
of  the  line  endeavoured  to  construct  a  tunnel,  which  they  were  afterwards  obliged  to  abandon, 
the  nature  of  the  strata  presenting  almost  insuperable  difficulties  to  the  construction  of  such  a 
work ;  the  Une  had,  therefore,  to  be  temporarily  deviated  in  a  drcuit  round  this  spot  which 
necessitated  the  introduction  of  some  very  objectionable  curves. 

The  short  portion  of  line  which  I  inspected,  about  23  chains  in  length,  I  was  informed  was  as 
nearly  as  possible  a  return  to  the  original  Parliamentary  line,  only  substituting  an  open  cuttin|r 
for  a  tunnel.  The  formation  at  this  spot  is  a  dibris  of  clay  and  rock  lying  on  a  highly  incIiuM 
bed  of  blue  shale ;  the  clay  is  of  so  soil  a  nature,  and  so  much  penetrated  with  water,  as  to  be 
incapable  of  bearing  any  great  weight;  and  from  its  inclmed  position  it  was  most  difficult  to 
prevent  it  ftom  slipping.  The  present  level  of  the  rails  is  about  12  feet  above  the  shale ;  to 
form,  therefore,  a  hard  road,  it  was  necessary  to  remove  this  depth  of  the  upper  stratum,  aud 
to  introduce  some  kind  of  abutment  against  the  tendency  of  the  superior  mass  to  slip ;  this 
portion  of  the  upper  stratum  was  accordingly  removed,  and  the  blue  shale  underlying  was  also 
excavated  to  a  depth  of  5  or  6  feet ;  and  on  the  shale  for  a  foundation,  a  solid  a^iar  invert  was 
buih  (dry)  18  feet  deep,  and  about  36  feet  wide ;  and  on  the  top  of  this  was  laid  the  permanent 
way  ;  the  masonry  extends  for  about  220  yards  through  the  cutting,  but  it  is  not  quite  con- 
tinuous, some  portion  of  the  cuttmg  having  been  found  to  be  composed  of  a  material  sufficiently 
bard  to  support  the  road. 

This  mass  of  masonry  toothed  into  the  shale  has  been,  as  yet,  found  sufficient  to  resirt  the 
sliding  tendency  of  the  mass ;  the  slope  of  ^  cutting  on  the  superior  side  is  at  1|^  to  1,  and  on 
the  opposite  side  at  1  to  1. 

Preliminary  to  making  the  excavations  for  the  masonry,  extensive  drainage  operations  were 
undertaken ;  seven  shafts  at  neariy  equal  distances  along  240  yards  of  the  line  of  railway  were 
sunk  to  the  depth  of  45  feet  below  the  level  of  the  rails ;  and  from  these,  4  ft.  headings  were 
driven  in  the  direction  of  the  line  of  railway  till  they  met ;  and  the  heading  from  the  last  shaft 
was  turned  into  the  river ;  these  headings  as  well  as  the  shafts,  were  afterwards  filled  in  with ' 
broken  stone,  leaving  a  12-inch  drsdn  along  the  bottom  of  the  former;  besides  these,  several 
short  headings  were  driven  in  at  the  junction  of  the  two  strata,  and  connected  with  the  main 
heading  by  shafts  under  the  masonry. 

The  mass  of  masonry  under  the  permanent  wav,  it  will  be  perceived,  is  very  great;  and  so  . 
^pensive  a  mode  of  construction  would  probably  not  have  been  adopted  had  not  the  stone 
from  the  old  tunnel  been  on  the  spot 

The  curves  have  been  reduced  from  1,100  feet  radius  to  2,000  feet  radius. 

I  have,  &c., 

Copt.  Harness,  J?.J?.,  George  Wynne, 

* -^.    -    §T.  Capt.  Royal  Engineers. 
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Appendix  No*  30» 

LONDON  AND  SOUTH  WESTE^'S.—{Guildf(^d,Farnham,AUm,andGoMm^ 

SiR«  BaUuxxy  Cammii$i(mer$'  Office,  Augud  8,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners, 
that,  yesterday  the  7th  inst.,  I  inspected  the  Guildford,  Famham,  and  Alton  branch  of  the 
London  and  South  Western  Railway  from  Guildford  to  Pamham. 

'  The  line  between  Guildford  and  the  junction  with  the  Reading,  Guildford,  Dorking,  and 
Reigate  Railway  at  Ash,  is  in  a  fit  state  to  receive  passenger  traffic^  and  I  beg  to  recommend 
that  permission  be  given  to  the  Company  to  open  that  portion. 

The  remainder  of  the  Une  from  the  Ash  junction  to  Famham  is  not  in  a  fit  state  to  open  * 
the  permanent  way  is  in  bad  order,  with  numerous  shifting  rails  instead  of  switches,  and  there 
are  neither  platforms  nor  signals  at  the  stations.  I  am,  therefore,  of  opinion  that  the  opening 
the  portion  between  the  Ash  junction  and  Famham  would  be  attended  with  danger  to  the 
public  by  reason  of  the  incompleteness  of  the  works  and  of  the  permanent  way. 

I  have,  &C.9 
CapL  Hantesa,  E.E.,  R.  M.  Laffan, 

^c.        ^c.  CapL  Royal  Engineers. 


Sir,  Railway  Commissioners*  Office,  August  17,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that,  on 
Wednesday  the  15th  inst.,  I  inspected  a  portion  of  the  Guildford  and  Famham  branch  of  the 
London  and  South  Western  Railway,  extending  from  the  Ash  junction  to  the  town  of  Farnham, 
and  that  on  the  same  day,  and  again  yesterday  the  16th,  I  inspected  a  portion  of  the  GodaU 
ming  branch  of  the  same  railway  extending  from  the  Guildford  station  to  Shalford. 

The  line  from  Ash  to  Famham  is  single,  with  short  double  portions  at  either  extremity. 
The  works  are  all  calculated,  however,  so  as  to  allow  of  a  second  line  being  added  if  foqnd 
necessary.  The  works,  stations,  signals,  permanent  way,  &c.,  are  all  in  fair  order,  with  the 
exception  of  one  embankment,  the  material  of  which,  a  soft  and  treacherous  blue  clay,  is  one  of 
the  most  unfavourable ;  this  is  continually  settling  and  breaking  away  at  the  sides,  and  will  for 
some  time  to  come  demand  great  vigilance  in  the  Company's  servants  to  insure  the  safety  of 
the  trains,  I  would  recommend  that  the  Company  be  allowed  to  open  this  line,  working  it  in 
the  manner  stated  to  me,  namely,  by  allowing  only  one  engine  to  be  at  any  time  on  the  single 
line,  and  restricting  the  trains  to  a  very  moderate  speed.  I  would  suggest  that  a  man 
be  specially  appointed  to  examine  the  embankment  in  question,  previous  to  the  passage  of 
every  train. 

The  portion  of  the  Godalming  branch  now  proposed  to  be  opened  is  only  1  mile  and 
12  chains  in  length.  The  works  upon  it,  however,  are  heavy,  there  being  two  tunnels,  one 
968  yards  in  length  through  chalk,  and  the  other  132  yards  in  length  through  sand. 

In  the  chalk  tunnel  the  material  was  found  to  be  favourable,  lyinff  in  re^ar  layers,  for  one- 
third  of  the  whole  length,  but  on  the  remaining  two-thirds  the  chaflc  lay  in  irregular  detached 
masses,  and  great  difficulties  were  experienced  in  prosecuting  the  work.  The  tunnel  appears  in 
more  than  one  place  to  have  given  way  to  the  pressure,  and  to  have  been  rebuilt ;  and  the  form 
is  irregular,  the  height  of  the  crown  varying  sometimes  15  inches  within  a  very  short  distance. 
I  had  no  means  of  ascertaining  whether  this  apparent  flattening  of  the  arch  arose  from  its  giving 
way  to  the  pressure  after  it  was  built  or  whether  it  was  built  so ;  I  think  it  more  probable 
that  it  was  due  to  the  former  cause,  as  I  can  scarcely  believe  that  any  workmen  could  hkve 
built  a  tunnel  in  such  a  way.  I  must  add,  however,  that  neither  the  materials  nor  the  work- 
manship of  this  structure  appear  to  have  been  of  the  best  description.  ^ 

The  short  tunnel  through  the  sand  shows  also  a  very  rough  description  of  work,  and  in  more 
than  one  place  there  are  evident  signs  of  the  arch  having  changed  its  form  under  the  load. 
At  one  place,  for  a  length  of  40  to  50  feet,  the  side  walls  had  been  pressed  out  by  the  combined 
action  of  the  arch  and  of  the  sand  at  the  back,  to  the  extent  of  7  or  8  inches,  and  the  bricks  of 
the  facing  showed  evident  signs  that  they  were  giving  way ;  they  were  full  of  cracks,  and  one 
fell  to  pieces  altogether  on  my  striking  it  a  slight  blow  with  a  hammer.  I  at  once  informed 
the  engineer  to  the  line,  that  I  could  not  recommend  that  a  line  should  be  opened  on  which 
such  a  defective  piece  of  work  occurred ;  and  he  gave  directions  on  the  spot  to  have  the  whole 
of  that  defective  portion  removed.  This  will  require  9  or  10  days  to  effect;  and  in  the  mean 
time  I  would  propose  again  to  re-examine  the  whole  work  in  both  tunnels,  with  a  view  to 
arrive  at  a  definitive  opinion  as  to  their  stability.  TTie  engineer  to  the  line  has  promised  to 
furnish  me  with  accurate  sections  of  all  the  flat  portions  of  the  arches  so  as  to  enable  me  to 
judge  of  the  cause  of  their  present  shape. 

I  beg  to  conclude,  by  stating  that,  in  my  opinion  the  opening  of  this  portion  of  the  Godal- 
ming branch  would  now  be  attended  with  danger  to  the  public  by  reason  of  the  incompleteness 
of  the  works. 

I  have^  &c«, 

CapL  Harness,  R.E.,  B.  M.  Laffan, 

^e.       ^.  Capt.  Royal  Engineers. 
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Cfflce  of  Commissioners  of  Railways,  Whitehall^ 
Sir,  August  18,  1849. 

I  H  AVK  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  Laffan,  after  his  recent  inspection  of  a  portion  of 
the  Guildford  and  Farnham  Branch  Railway,  and  of  that  portion  of  the  Godalming  branch 
between  the  Guildford  station  and  Shalford,  and  to  inform  you  that,  for  the  reasons  therein 
stated,  the  Commissioners  have  postponed  the  opening  of  the  latter  portion  of  railway,  viz., 
between  Guild Tord  and  Shalford,  for  one  month  from  this  date ;  but  that  they  have  at  the  same 
•time  requested  Captain  LaSan  to  continue  his  examination  of  tbe  tunnels  allmled  to  in  his  report 
at  such  opportunities  as  his  other  duties  will  permit,  and  that  when  that  officer  is  satisfied  the 
line  can  be  opened  without  risk  to  the  public,  the  restriction  will  be  withdrawn. 

With  respect  to  the  part  of  the  Guildford  and  Farnham  branch  inspected,  the  Commissioners 
do  not  object  to  iis  being  opened  for  public  traffic,  but  they  have  directed  me  to  request  you  to 
call  the  attention  of  the  Directors  of  the  Company  to  the  recommendation  made  by  Captain 
Xiafran  in  tbe  second  paragraph  of  his  report,  and  to  express  a  hope  that  a  strict  watch  will  be 
maintained  upon  tbe  embankment  alluded  to  by  him^  and  very  moderate  speeds  enforced  upon 
•all  trains  passing  over  it. 

I  have,  &c., 
The  Secretary  oftJte  H.  D.  Harness, 

London  and  South  IVestern  Bailway  Company,  Capt.  Royal  Engineers. 
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Office  of  Commissioners  of  Railways,  Whitehall, 
Sib,  August  "2^,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways,  with  reference  to  your  report 
of  the  17th  instant,  to  request  you  to  continue  the  inspection  of  the  tunnels  alluded  to  therein 
at  such  opportunity  as  your  other  duties  will  allow,  and  to  report  to  the  Commissioners  when 
in  your  opinion  the  restriction  which  they  have  at  present  placed  upon  the  opening  of  the  line 
between  Guildford  and  Shalford,  by  postponing  it  for  one  month  from  the  18th  instant,  may 
be  withdrawn,  or  when  a  further  postponement  may  be  necessary. 

I  have,  &c., 
Oipt*  Laffan,  R,K,  H.  D.  Harness, 

Src.        i'c.  Copt.' Royal  Engineers. 


Raihcay  Commissioners'"  Officej 
Sir,  August  "i^^lM^. 

I  have  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
Friday  last  I  re-inspected  the  portion  of  the  Godalming  branch  of  the  London  and  South 
Western  Railway,  extending  from  the  Guildford  station  to  the  junction  of  the  Reading,  Guild- 
ford, Dorking,  and  Reigate  Railway  at  Shalford. 

There  are  only  two  bridges  on  this  portion  of  the  Godalming  branch,  and  both  are  over- 
bridges  ;  they  consist  of  brick  arches  of  an  eliptical  form,  very  flat  at  the  crown.  One  of  them 
gave  way  a  short  time  after  it  was  built,  and  a  considerable  portion  of  it  was  rebuilt  in  cement. 
I  have  no  reason  to  beUeve  from  any  appearance  in  the  work  that  the  arch  is  likely  to  give 
way  again. 

rhe  tunnels,  however,  are  the  works  which  chiefly  attract  attention.  In  my  report  to  you, 
dated  the  17th  instant,  I  described  the  appearance  of  these  tunnels,  and  the  evident  alteration 
of  form  which  the  arch  had  in  many  places  undergone.  I  also  reported  that  one  portion  of  the 
work  was  defective,  and  would  have  to  be  removed.  I  have  now  to  report  to  you,  that  on  my 
re-inspection  of  the  line  on  Friday  last,  I  found  that  the  defective  work  had  been  talcen  away, 
and  rcfbuilt  in  cement,  and  that  this  had  been  done  in  a  proper  and  workman-like  manner.  On 
going  again  carefully  over  both  tunnels,  1  could  not  find  any  other  spot  where  there  was  any 
appearance  of  the  material  giving  way. 

The  irregularities  in  the  form  of  the  arch,  however,  are  so  great  that,  till  I  receive  some 
definite  information  as  to  them  anner  in  which  they  occurred,  it  will  be  impossible  for  me 
Co  estimate  their  efiect  upon  the  stability  of  the  work.  In  forming  such  an  opinion,  I  should  be 
much  guided  by  having  before  me  a  correct  history  of  the  progress  of  these  works,  of  the  obser* 
vations  that  bad  been  made  on  the  changes  of  form  in  the  arch  while  the  mortar  was  still  soft:, 
and  of  several  accidents  which  occurred,  sometimes  bringing  down  a  considerable  length  of  the 
roof. 

I  understand  that  a  report  upon  these  tunnels,  giving  much  of  the  information  which  I  desire, 
has  been  furnished  by  the  engineer  to  this  ridlway  to  the  Directors ;  and  I  beg  to  suggest, 
that  application  be  made  to  the  Company  to  furnish  me  with  a  copy  of  that  report.  If  that 
document  affords  a  satisfactory  explanation  of  the  great  irregularities  in  the  appearance  of 
these  works,  I  shall  no  longer  have  ^ny  reason  to  believe  that  they  are  at  present  unsafe. 

I  have,  &c., 
Copt.  Harness,  R.E.,  R.  M.  Laffan, 

^.        ^c.  Copt.  Royal  Engineers. 


Railway  Commissioner^  Office^ 
Sir,  September  17,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Copimissioners,  that  I 
this  day  re-inspected  the  portion  of  the  Godalming  branch  of  the  South  Western  Railway, 
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Appendix  No.  30.    extending  from  Guildford  to  the  junction  of  the  Reading,  Guildford,  Dorking,  and  Reigate 
Railway  at  Shalford.  i_    v  .  u     _i. 

In  my  report  to  you  of  the  29th  ultimo,  I  stated  that  the  defective  portion  of  the  bnckwork 
of  the  tunnel  had  been  rebuilt,  and  that  I  could  not  find  any  other  spot  in  the  work  where  thete 
was  any  appearance  of  the  material  giving  way ;  but  that  at  the  same  tinie  the  irregularities  m 
the  form  of  the  arch  were  so  great,  that  till  I  received  some  definite  information  as  to  the 
manner  in  which  they  occurred,  it  would  be  impossible  for  me  to  estimate  their  efffect  u^n 
the  stability  of  the  work.  I  requested  also  that  application  might  be  made  to  the  Company 
for  a  copy  of  a  report,  which  Mr.  Locke,  the  chief  engineer  to  the  Company,  had  informed  vm 
he  had  himself  addressed  to  the  Directors  on  the  subject  of  these  tunnels,  and  which,  he  in* 
formed  me,  would  give  me  much  of  the  information  I  had  in  vain  endeavoured  to  extract  ftmt 
the  vague  verbal  communications  of  the  assistant-engineer  and  others  actually  employed  in 
the  construction  of  the  works. 

The  letter  you  have  forwarded  to  me,  and  which  I  herewith  return— from  the  Secretary  rf 
the  Company — if  I  understand  it  aright,  denies  the  existence  of  the  document  to  whidi  I  re- 
ferred. I  have,  therefore,  only  to  state,  that  on  examining  the  tunnel  this  morning,  I  saw  no 
symptoms  of  any  part  of  the  material  giving  way  ;  and  that,  under  such  circumstances,  though 
there  be  great  irregularities  in  the  form  of  the  arch,  I  still  cannot  report  that  the  opening 
would  be  attended  with  danger  to  the  public,  for  the  arch,  though  very  irregular,  may  still  be 
everywhere  sound. 

Being,  therefore,  unable  to  report  that  the  opening  would  be  attended  with  danger  to  the 
public,  I  presume  that  permission  will  be  given  to  the  Company  to  open.  I  would,  therefore, 
suggest  that  the  Company  be  requested  to  instruct  the  engineers  to  keep  a  careful  watch  over 
the  tunnels  on  this  portion  of  the  line,  and  to  make  accurate  periodical  inspections  for  a  certaiii 
time,  till  it  is  ascertained  that  the  whole  has  arrived  at  a  perfectly  firm  bearing ;  and  that 
there  is  no  further  movement  or  settlement  of  any  kind. 

I  have,  &c., 

R.  M.  Laffan, 


Capt.  Harness,  R.E., 


Capt.  Royal  Engineen. 


Office  of  Commissioners  of  RaUtcays,  WhitehoM^ 
Sir,  &pfeirArr  20,  1849. 

I  HAVE  been  directed  bv  the  Commissionera  of  Railways  to  inform  you  that  the  report 
made  to  them  by  Captain  Laffan,  after  his  re-inspection  on  the  17th  instant  of  that  portion  of 
the  Godalminff  Branch  Railway  between  Guildford  and  Shalford,  does  not  state  in  express  terms 
that  the  opening  of  the  line  for  traffic  would  be  attended  with  danger  to  the  public  safety,  and 
that  consequently  they  have  not  the  power  to  postpone  such  opening  under  the  provisions  of  the 
Act ;  but  the  Commissioners  are  by  no  means  satisfied  with  the  report  they  have  received  of 
the  condition  of  thb  railway,  and  must  therefore  leave  to  the  Company  we  responsibility  of 
opening  the  line  for  public  traffic,  without  expressing  on  their  part  any  approval  tnereof. 

If,  under  these  circumstances,  the  Directors  of  the  Company  should  nevertheless  decide  to 
open  the  railway,  the  Commissioners  trust  they  will  attend  to  the  following  observations 
extracted  from  Captain  Lafian*s  report : — 

'*  I  would  therefore  suggest  that  the  Company  be  requested  to  instruct  their  engineers  to 
keep  a  careful  watch  over  the  tunnels  on  this  portion  of  the  line,  and  to  make  accurate 
periodical  inspections  for  a  certain  time,  till  it  is  ascertained  that  the  whole  has  arrived  at  a 
perfectly  firm  bearing,  and  that  there  is  no  further  movement  or  settlement  of  any  kind.** 

I  have,  &c., 

H.  D.  Harness, 


Tht  Secretary  of  the 
London  and  South  JVestem  Railtcay  Company. 


Capt,  Royal  Engineers., 


Railway  Commissioners'  OffhoSf 
Sin,  October  29,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that,  in 
compliance  with  the  instructions  conveyed  to  me  in  vour  letter  of  the  24th  instant,  I  inspected, 
on  Saturday  last,  the  27th  instant,  the  Guildford  tunnel  on  the  Godalming  branch  of  tin 
London  and  South  Western  Railway. 

On  my  arrival,  I  found  that  the  partial  injury  to  the  roof  of  the  tunnel  had  already  been  re- 
paired, and  that  the  work  was  closed ;  but  I  obtained  a  history  of  what  had  occurred  from  the 
statements  of  the  Company's  resident  engineer,  and  of  the  contractor's  agents,  and  the  worionea 
they  had  employed.  Those  statements  were  so  consistent  with  one  another,  and  agreed  so 
well  with  the  appearance  of  the  new  work,  and  of  the  few  fragments  of  the  old  which  I  fimnA 
upon  the  spot,  that  I  have  no  reason  to  doubt  their  accuracy. 

From  the  information  I  thus  obtained,  it  appears  tliat  a  partial  failure  of  the  arch  of  the 
tunnel  took  place  on  Monday  the  22nd  instant. 

At  1 1  o  clock  on  the  morning  of  that  day  one  of  the  plate-layers  employed  in  the  tunnel 
reported  to  the  resident  engineer  ttiat  about  half-way  through  it  he  had  heard  the  noise  of  bricks 
cracking,  and  that,  on  going  to  the  spot,  small  fragments  of  broken  brick  had  fallen  upon  him. 

On  examination,  it  was  found  that  about  the  centre  of  the  tunnel  the  brickwork  of  the  arch 
was  giving  way.  Since  the  work  had  been  built  the  arch  had  settled  considerably,  and  How, 
for  a  length  of  27  feet,  and  a  width  varjnng  from  4  to  8  feet,  near  where  the  flattened  crown 
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to  curve  ioto  tha  hainMhes,  the  face  or  the  arch  on  the  south  side  had  been  forced 
dbfoi  by  the  load  above  to  the  extent  of  7  or  8  inches  from  the  general  outline,  and  along  the 
iiBtie  of  this  ri<^;e  the  bricks  were  cracked  and  broken,  and  some  portions  had  already  fallen 
Ml.  Had  not  the  promptest  measures  been  taken,  it  is  not  improbable  that  the  whde  arch  at 
lIMs  place  might  have  come  down.  Fortunately,  both  materials  and  workmen  were  at  hand : 
th0  traffic  through  the  tunnel  was  immediately  stopped;  and  centerings  were  put  up  imder  the 
jmxt  that  appeared  Ukely  to  fail. 

TTie  point  where  the  work  gave  way  in  this  instance  is  nearly  in  the  centre  of  a  length  of  90 
feee»  which  had  fallen  in  at  a  former  occasion,  and  had  been  rebuilt.  At  the  time  of  my 
iwqpection  of  that  portion  of  the  Godalming  branch,  prior  to  its  opening,  I  was  informed  by 
Ihe  Company *s  engineer  of  the  previous  failure  of  this  part  of  the  work,  and  of  its  having  been 
rebuilt  by  his  directions  in  cement  I  understood  him  to  say,  that  the  arch,  as  rebuilt,  was 
everywhere  composed  of  not  less  than,  seven  half-brick  rings  set  in  cement,  and  that,  as  an 
additional  security,  the  bars  (or  beams  of  wood  14  inches  square,  which,  placed  longitudinally 
14  inches  apart,  had  been  used  to  support  the  earth  while  the  brickwork  was  in  progress)  liad 
been  left  in,  serving,  perhaps,  partly  to  sustain,  and  certainly  more  equally  to  distribute  the 
load  upon  the  arch,  t  understood  him  to  say,  that  the  brickwork  had  been  carried  up  till  it 
net  the  bars,  and  that  consequently,  while  in  no  case  was  it  less  than  seven  half-bricks  in 
tfdckness,  in  some  places  it  was  more. 

It  i^pears,  however,  either  that  I  must  have  greatly  misunderstood  the  meaning  of  the 
engineer,  or  that  he  was  himself  misinformed  upon  this  point ;  for  I  now  learn  from  the  resident 
engineer  and  the  contractor's  agents  and  workmen,  that,  at  the  point  where  the  arch  gave  way, 
there  were  only  four  half-brick  rings  under  the  bars,  and  that  the  remaining  three  half  rings, 
■taking  up  the  thickness  of  the  brickwork,  had  been  built  in  between  the  beams,  wherever  the 
space  was  not  already  occupied  by  the  stretchers  or  pieces  of  scantling  8"  x  6",  which,  placed 
2'  6"  apart  between  the  bars,  had  served  to  keep  those  timbers  in  place. 

It  appears,  then,  from  the  information  I  now  obtain,  that  instead  of  lying  along  the  top  of 
an  arch  composed  of  seven  half-brick  rings  set  in  cement,  and  serving  more  equally  to  distribute 
Ae  weight  over  it,  these  bars  or  beams  of  timber  had  been  built  into,  and  made  to  form  part 
and  parcel  of  the  arch  itself.  This  appears  to  me  to  have  been  an  injudicious  arrangement^ 
fcr  an  arch  thus  composed  partly  of  brickwork  and  partly  of  timber,  cannot,  in  my  opinion, 
be  expected  to  possess  either  the  strenfi^th  or  the  durability  of  one  formed  of  brickwork  alone. 
Had  I  been  aware,  at  the  time  of  my  msnection  prior  to  the  opening,  of  the  mode  of  construc- 
tion adopted,  I  should  have  reported  mat  such  opening  would,  in  my  opinion,  have  been 
attended  with  danger  to  tfie  public,  by  reason  of  the  faulty  construction,  and  therefore  incom- 
pleteness of  this  portion  of  the  work.  As  it  was,  I  was,  as  you  will  perceive  by  referring  to  my 
Ibrmer  reports,  anything  but  satisfied  with  the  appearance  of  the  brickwork,  and  therefore 
endeavoured  to  procure  from  the  Company's  officers  some  definite  information  respecting  the 
histiHy  of  its  construction,  and  the  manner  in  which  it  was  built ;  which  definite  information, 
however,  I  was  unable,  either  by  my  personal  application,  or  by  an  official  request  through  the 
CSonmissioners,  to  procure. 

OntMonday,  as  soon  as  the  feilure  was  perceived,  centerings  were  put  in  under  the  whole  of 
die  fidUng  portion,  supported  at  either  side,  and  leaving  a  clear  space  in  the  centre  of  sufficient 
width  to  allow  a  train  to  pass.  One  line  of  rails  was  diverted  through  this  opening,  and 
lowered  sufficiently  to  afifora  the  necessary  height,  and  the  space  between  the  ribs  were  boarded 
over  so  as  to  allow  the  bricklayers  to  work,  yet  prevent  any  fragments  from  falling  upon  the 
rails.  These  preparations  having  been  completed  on  the  Tuesday  evening,  on  Wednesday 
mondng  the  traffic  through  the  tunnel  was  resumed,  a  man  being  appointed,  whose  special 
duty  it  was  to  accompany  every  train  that  passed  through ;  thus  rendering  it  impossible  for  two 
trains  to  meet. 

Meantime  the  workmen  proceeded  partially  to  cut  out  the  defective  work.  Both  bricks  and 
timber  were  cut  out  to  a  sufficient  depth  to  allow  of  five  half-brick  rings  in  cement  being 
inserted  below  them,  the  remainder  of  the  timber,  with  its  compartments  of  brickwork,  being 
left  in.  The  new  work  presents  an  irregular  appearance ;  for  the  workmen  have,  to  a  certain 
extent,  followed  the  protruding  lines  into  which  tne  old  work  had  sunk. 

I  am  informed  that  the  Company's  engineer  has  given  directions  to  the  resident  engineer,  and 
to  the  contractor's  agents,  to  build  a  new  arch  inside  this  failing  one,  and  that  this  new  arch  is 
to  be  of  the  thickness  of  two  half-bricks  at  the  crown,  and  at  the  sides,  and  considerably  more 
at  the  haunches,  to  restore  a  uniformity  of  appearance  to  the  curve.  The  new  work  is  to  be  in 
cement,  and  to  be  joined  in  as  well  as  circumstances  will  permit  with  the  old. 

I  have  said  before  that  had  I  been  aware,  at  the  time  of  my  inspection  of  this  tunnel,  prior 
to  its  opening,  of  the  mode  of  construction  adopted  in  rebuilding  this  length  of  90  feet,  I  should 
have  reported  that,  in  my  opinion,  such  opening  would  have  been  attended  with  danger  to  the 
public  :  I  am  of  opinion  that  the  passing  of  trains  through  it,  as  at  present,  is  a  source  of  danger 
to  the  public  now.  The  portion,  27  feet  in  length,  that  has  failed  may  be  sufficiently  sup- 
ported by  the  centering ;  but  I  have  no  reason  to  doubt  that  the  remainder  of  the  length  of  90 
leet  was  rebuilt  in  the  same  way,  and  if  so,  there  is  nothing,  in  my  opinion,  to  prevent  its  giving 
way  too.  Even  supposing  that  any  partial  assistance  the  brickwork  may  derive  from  the  timber 
enables  the  work  to  stand  for  a  time,  still  it  is  well  known  that  timber  built  thus  into 
brickwork  seldom  lasts  long,  and  on  its  decay,  it  appears  to  me,  that  the  whole  load  will  have 
to  be  borne  by  an  arch  only  four  half-bricks  thick. 

I  do  not  think  that  the  new  work  inserted  beneath  the  failing  portion  of  the  old  can  be 
depended  upon  as  giving  securi^  to  that  part  of  the  tunnel;  following  to  a  considerable  extent 
the  defective  lines  into  which  that  old  work  had  been  forced  by  the  downward  pressure,  this 
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new  piece  can  scarcely  be  expectetl  to  afford  an  equal  strength  with  those  portions  which  have 
retained  their  proper  curve.  Neither  do  I  think  that  entire  reliance  can  be  placed  upon  the 
additional  arch^  two  half-bricks  thick,  which  I  understand  is  to  be  built.  The  old  arch  has 
already  settled  considerably,  and  the  horizontal  thrust  increased  by  the  great  flattening  of  the 
crown  has  been  no  great,  that,  as  we  have  seen,  the  material  in  one  place  has  given  way.  It 
appears  doubtful  to  me  how  far  the  thin  new  arch  can  be  depended  upon  to  relieve  the  upper 
work  of  any  considerable  portion  of  the  strain.  To'render  it  at  all  effective,  it  will  be  niec^ssary 
that  the  new  work  be  joined  in  with  the  utmost  care  to  the  old. 

I  am  of  opinion  that  the  mode  of  construction  adopted  in  rebuilding  this  length  of  90  feet  ]» 
faulty  in  principle,  and  I  do  not  place  entire  faith  in  the  palliative  measures  proposed ;  I  think 
it  probable  that  the  safest  plan  would  be  to  cause  the  whole  length  of  90  feet  to  oe  taken  down 
and  rebuilt. 

I  have,  &c., 

Capt.  Harness,  R.E,,  R.  M.  Lafpan, 

§•(?.        Sfc.  Capt,  Royal  Engineers. 

P.S. — I  annex  to  this  report  a  section  furnished  me  by  the  Company's  engineer,  showing  the 
•form  of  the  tunnel  at  the  time  of  my  first  iuspection,  prior  to  the  opening.  This  section  appears 
from  the  letter  of  reference  (A),  and  the  corresponding  letter  upon  the  longitudinal  section^ 
which  was  furnished  with  it,  to  have  been  taken  about  the  middle  of  the  length  of  90  feet  which 
was  rebuilt,  and  may  therefore  be  assumed  to  show  the  form  of  the  arcli  at  the  place  where  it 
gave  way.  The  red  lines  show  the  arch  as  constructed,  and  the  full  blue  line,  the  setdement 
that  had  taken  place  when  the  section  was  taken  by  the  resident  engineer. 

At  the  time  of  my  second  inspection  of  this  work,  prior  to  its  being  opened,  I  levelled  myself 
a  longitudinal  section  of  the  tunnel,  from  which  it  appeared  that  the  arch  here  had  settled 
one  foot. 

On  the  occasion  of  my  late  inspection,  in  compliance  with  the  instructions  contained  in  your 
letter  of  the  24th  instant,  I  was  so  much  struck  with  the  form  of  the  arch  as  now  repaired,  that 
I  took  very  accurate  measurements  to  enable  me  to  lay  down  a  correct  cross-section  of  its 
present  form ;  and  in  order  to  compare  this  with  the  section  furnished  me  by  the  Company  s 
engineer,  I  have  assumed  that  in  the  interval  between  my  levelling  the  longitudinal  section  and 
my  late  visit,  no  further  settlement  had  taken  place  in  tne  crown  of  the  arch,  and  that  the  dis» 
turbance  of  form  had  been  confined  to  the  place  that  gave  way.  I  have  reason  to  believe  that 
this  assumption  is  correct;  for,  on  laying  down  the  new  section,  I  find  that  at  the  places  where 
the  pressure  was  lightest,  the  curve  given  by  my  late  measurements  coincides  exactly  with  the 
origmal  curve  shown  by  the  red  lines.  At  the  crown,  however,  and  particularly  at  the  place 
that  has  been  rebuilt,  it  will  be  seen  by  the  dotted  lines  that  the  present  form  of  the  arch 
departs  materially  from  the  form  as  constructed ;  and  it  will  ako  be  seen,  that  on  the  side  that 
did  not  give  way,  the  haunch  of  the  arch  has  been  thrust  slightly  back. 

I  have  appended  an  enlarged  section  of  the  arch  at  the  place  where  the  new  work  occurs,  in 
order  to  show  how  it  has  been  inserted  beneath  the  old ;  the  lower  line  showing  the  arch  is 
taken  from  measurement,  and  I  have  drawn  five  rings  of  brickwork  following  me  arch  line, 
that  being  the  number  of  courses  I  am  informed  have  been  built.  Above  I  have  shown  the  old 
timber  and  brickwork,  exacdy  as  my  informants  at  Guildford  described  it  to  have  been  left  in. 

Section  showing  the  Chalk  Tunnel  a^  actually  executed,  August,  1849. 

Mbmokavddm.— The  dark  lines  show  the  curre  as  constructed.    The  thin  line  the  settlement  in  August,  1849. 
The  dotted  line  shows  the  curre  as  repaired  in  October,  1849. 


.J. 
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Appendix  No  31. 

LONDON  AND  NORTH  WESTERN  RAILWAY. 
Sir,  August  17,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday 
inspected  the  Cooper  Bridge  Branch  of  the  Huddersfield  and  Manchester  Railway,  which 
starts  from  the  main  line  about  three  miles  north  of  Huddei-sfield,  and  forms  a  fork  to  join  the 
Lancashire  and  Yorkshire  Railway  in  the  direction  of  Manchester.  Its  length  is  1  mile  20 
chains. 

The  principal  work  on  the  line  is  a  tunnel  132  yards  long,  made  in  open  cutting,  and  afler- 
xvards  filled  in  ;  the  depth  of  earth  on  top  is  not  more  than  four  feet.  It  passes  under  a  small 
village,  and  the  junction  of  two  roads,  running  very  obliquely  to  the  railway.  The  tunnel  is 
built  of  pierre  points,  set  in  mortar,  and  has  every  appearance  of  being  well  constructed. 

There  are  four  bridges  over  the  railway,  and  one  under  it,  all  built  of  pierre  points.     The 

1  permanent  way,. which  is  laid  double,  and  in  every  respect  similar  to  the  other  parts  of  the 
ine,  I  found  in  good  order. 

No  signals  have  yet  been  put  up  at  either  end  of  the  branch ;  I  must  therefore  report  tha% 
from  the  incompleteness  of  the  branch  in  respect  to  signals,  I  am  of  opinion  that  it  cannot  be 
opened  with  safety  to  the  public  using  the  same. 

I. have  to  notice  one  deviation  beyond  the  Parliamentary  limits,  in  the  substitution  of  a  cur\e 
of  23  chains*  radius  for  a  length  of  18  chains',  for  one  of  40  chains'  radius.  It  was  stated  to 
me  to  have  been  made  in  order  to  avoid  interfering  with  a  reservoir. 

I  have,  &c„ 


Appendix  No.  ZU' 

London  and  N<drth 

Western  Railway.; 

(Cooper  JBiidge 

Branch,) 


Capt.  Harness,  E,E., 
Sir, 


George  Wynne, 

Capt,  Royal  Engineers. 


I  Huddersfield,  Sept.  27,  1849. 

•  I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  have  just 
re-inspected  the  Cooper  Bridge  Branch  of  the  London  and  North  Western  Railway  Company, 
and  I  find  that  the  point  which  I  reported  on  as  incomplete  in  my  former  inspection^  viz.,  the 
want  of  signals  at  either  end  of  the  branch,  has  now  been  remedied. 

At  the  Bradley  Junction  two  semaphore  station  signals  have  been  erected,  as  well  as  distance 
signals  up  and  down  the  main  line,  and  one  up  the  branch,  which  are  all  worked  from  the 
same  point.  These  signals,  at  the  time  of  my  inspection,  were  not  quite  completed ;  the  posts 
were  all  up,  with  the  exception  of  the  one  up  the  branch,  which  was  in  progress  of  erection, 
and  the  wires  and  apparatus  for  working  them  had  to  be  put  up.  Everything  was  on  the 
ground,  and  with  moderate  exertion  all  may  be  completed  by  an  early  hour  to-morrow. 

The  signals  at  the  Cooper  Bridge  Junction  were  quite  complete  ;  they  consist  of  distance- 
signals  up  and  down  the  main  line,  and  a  distance-signal  up  tne  branch,  all  worked,  as  well 
as  the  points,  from  the  same  point. 

An  improved  description  of  signal  lamp,  of  Mr.  Cutt's  invention,  has  been  put  up  at  the 
Bradley  Junction.  The  improvement  consists  in  substituting  coloured  glasses,  which  sUde  up 
and  down  between  the  lens  and  the  lamp  on  opposite  sides.  The  lamp,  instead  of  revolving,  is 
fixed,  and  one  lamp,  therefore,  serves  for  both  lines,  thereby  saving  tiie  first  cost  of  the  lamp, 
and  annual  cost  of  lighting  it.  The  apparatus  for  raising  the  slides  is  connected  with  that  for 
working  the  arms  of  the  semaphore,  so  tnat  the  same  operation  works  both  lamp  and  signals. 

I  am.  of  opinion  that  the  line  .may  be  safely  opened  for  the  conveyance  of  passengers  at  the: 
time  proposed  by  the  Company  in  their  notice,  viz.,  the  1st  of  October. 


I  have,  &c.. 


Capt  Harness,  R.E^ 


George  Wtnnf, 

Capt.  Royal  Engimers^^ 


Appendix  No.  32. 


DUBUN  AND  BELFAST  JUNCTION  RAILWAY. 


Appendix  No.  Z2r 

Dublin  and  Belfiist 
Junction  Railway. 


Sir,  August  24,  1849. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday 
inspected  the  Navan  Branch  Railwav  of  the  Dublin  and  Belfast  Junction  Railway,  ivhich 
branch  commences  on  the  Dublin  and  Drogheda  Railway,  about  25  chains  from  the  Drogheda 
Terminus,  and  extends  to  Navan,  where  for  the  present  it  terminates :  its  length  is  17  miles 
17  chains. 

At  the  moment  I  was  starting  from  Dublin  Xo  proceed  to  the  inspection  of  this  railway,  the 
accompanying  letter  from  the  Secretary  of  the  Dublin  and  Drogheda  Railway  Company, 
enclosmg  the  Act  of  Parliament  authorizing  the  sale  of  the  Navan  branch  to  the  Dublin  and 
'Drogheda  Railway  Company  was  placed  in  my  hands,  and  my  attention  was  particularly  called 
to  certain  clauses  of  the  Act  marked  in  ink  by  the  Secretary ;  both  of  these  documents  I  now 
forward.  The  permanent  way  is  laid  single  throughout,  but  all  the  works  are  calculated  for 
a  double  line  of  rails  ;  and  the  *'  way**  is  so  far  prepared  for  this  second  line,  that  a  stone 
pitching  of  from  8  to  9  inches  deep  ia  laid  to  receive  it,  with  the  exception  of  about  55  chains^ 
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Appends  No.  32.  which  is  through  a  rock  cutting ;  on  .this  pitching  a  coating  of  sand  or  broken  stone  is  laid,  oa 
DiAl*  mA  Riilf  t  ^^^^  ^h®  sleepers  are  bedded ;  this  coating  is  partially  laid,  but  not  to  a  great  ext^t.  The 
JimcUon  RailwaiN  ^'^^P®^  ^^  ^^®  cuttings  and  embankments  are  in  very  good  order ;  the  only  part  of  them  which 
requires  any  dressing  back  and  trimming  up  is  through  a  rock  cutting  2  miles  44  chains  from 
the  fixed  point;  the  sides  of  this  cutting  are  nearly  perpendicular,  and  in  some  parts  36  feet 
high ;  the  earth  on  the  top  of  the  rock  requires  in  some  places  to  be  dressed  back,  and  some 
trimming  off  of  stones  likely  to  become  loose  from  the  action  of  the  weather ;  there  is  nothing 
more,  however,  required  than  the  usual  trimming,  which  is  carried  on  for  some  time  after  a  new 
line  is  opened ;  there  is  likewise  sufficient  provisions  through  all  the  cuttings  for  drainage. 
There  are  44  bridges  over  and  under  the  railway,  which  are  all  substantially  built  and  com- 
pleted^ with  the  exception  of  two  or  three  wliich  had  some  small  portions  of  their  parapet 
walls  remaining  to  be  finished,  the  stones  for  which  are  ready  dressed  and  on  the  ground; 
the  post*  and  rail  fencing  of  one  over -bridge  'was  not  up,  two  of  the  under-bridges  of  the 
respective  spans  of  40  feet  and  41  feet  6  inches,  had  cast-iron  lattice  girders;  their  deflections 
with  an  engine  on  the  centre  were  three-eighths  of  an  inch  and  half  an  inch,  which,  in  my 
opinion,  is  a  sufficient  degree  of  rigidity  for  the  span. 

There  are  no  turn-tables  as  yet  put  up  at  either  end ;  at  the  Drogheda  end  a  turn-table  is 

not  required,  as  the  trains  are  all  to  work  into  the  Drogheda  Terminus,  where  there  is  one ;  but 

at  Navau  one  will  be  necessary  :  in  the  mean  time  there  is  a  siding  there  into  which  the  engine 

will  be  turned  while  the  train  proceeds  to  the  station,  and  the  engine  can  then  get  in  front  of 

the  train,  tender  foremost,  to  take  it  back  to  Drogheda :  this  may  be  permitted  as  a  temporary 

measure,  caution  and  a  nK)derate  speed  being  used.     There  are  signals  at  each  end  of  th^ 

branch  ;  the  one  at  the  Navan  end  is  on  the  ground  but  not  yet  up ;  the  signal  at  the  junction 

is  a  high  pole,  on  which  a  ball  is  hoisted  to  signify  when  the  branch  train  may  proceed,  and, 

at  the  same  time,  to  stop  the  main  line,  and  vice  versd;  the  signal  therefore  signifies  one  thing 

Thatis— baUup—  for  one  line  and  a  different  thing  for  the  other;*  this  may  lead  to  confusion,  and  I  would 

proceed  branch,        recommend  separate  signal-posts  being  erected  for  the  main  line  and  the  branch;  but  as  a 

b^d"**'^-!?"^ '    d  ^®™P^"^^  measure  it  may  he  permitted ;  and  it  would  be  proper  precaution  to  tell  off  one 

main  Hno  gfop^^     engine-driver  exclusively  for  the  branch  while  the  signal  with  a  double  meamog  is  permitted 

branch.    '  to  exist, 

I  am  of  opinion  that  the  branch  line  may  be  safely  opened  for  the  conveyance  of  pas- 
sengers. 

In  giving  this  opinion,  I  give  it  as  one  involving  only  the  safety  of  the  public  using  the 
railway,  without  entering  into  the  question  as  to  how  far  it  may  be  in  a  sufficiently  complete 
state  to  hand  over  to  another  Company,  accordmg  to  the  clauses  of  the  Act  authorizing  the 
sale;  but  I  have  stated  the  general  condition  of  the  works  on  which  the  Commissioners,  if 
necessary,  may  form  an  opinion. 

There  is  one  level  crossing  of  a  public  road  at  11  nriles  68  chains,  which  is  not  authorized  by 
the  special  Act ;  the  rates  £ut  across  the  road,  but  there  is  no  provision  made  for  the  accom- 
modation of  a  gate-keeper.  There  are  no  intermediate  stations.  The  platform  at  the 
terminus  is  sufficiently  completed  for  the  safe  ingress  and  egress  to  and  from  the  carriages. 

Since  writin^^  the  above  I  have  been  again  over  the  line,  and  find  the  signal  at  Navan  has 
been  put  up.  1  should  observe  that  there  is  no  water-tank  as  yet  erected  at  Navan ;  but  one,  I 
understand,  is  in  preparation :  there  is  a  temporary  tank  half-way  on  the  line,  and  as  the  dis- 
tance between  Drogheda  and  Navan  is  not  18  miles,  the  engine  and  tender  can  carry  a  sufficient 
charge  to  go  and  return. 

The  single  line  is  sufficiently  ballasted  throughout 

I  have,  &c., 
Capt.  Hamessj  B.R,  George  Wynne, 

5^-        5'^.  C(^.  Royal  Engineers. 

Dublin  and  Drogheda  Railway  Company ,  DtMm  TmmmiSf 
Sir,  August  23,  1849. 

Having  been  recently  informed  that  you  have  been  called  on  to  inspect  the  Navan 
branch  of  the  DubUn  and  Belfast  Junction  Railway  Company,  I  have  been  instructed 
by  the  Directors  of  the  Dublin  and  Drogheda  Eailway  Company  to  send  you  the  accompany- 
ing copy  of  the  Act  authorizing  the  sale  of  the  Navan  branch  line  of  railway ;  and  I  have 
been  requested  to  call  your  particular  attention  to  Sections  Nos.  1,  6,  9,  10,  and  14  of  said 
Act,  by  Tihich  you  will  observe  that  your  duties  as  inspector  of  said  branch  line  are  not  con- 
fined to  the  ordinary  inspection  of  the  same  as  being  fit  to  be  opened  for  public  traffic,  but  are 
also  extended  to  see  and  certify  that  the  same  is  finally  completed,  according  to  the  terms  of 
said  Act,  as  particularly  referred  to  in  the  9th  and  14th  sections  thereof. 

I  am  instructed  to  give  you  this  intimation,  not  for  the  purpose  of  in  any  way  embarrassing 
the  Dublin  and  Belfast  Junction  Railway  Company,  but  to  guard  you  against  giving  a  cer* 
tificate' (which,  as  I  have  been  instructed,  cannot  at  present  be  given  consistently  with  the  facts) 
that  may  cause  any  difference  or  litigation  between  the  respective  Companies  hereafter;  and  I 
may  therefore  call  your  particular  attention  to  the  many  unfinished  portions  of  the  works  on 
the  line,  including  the  dressing  of  slopes,  completion  of  fences,  pitching,  ballasting,  and  boxing, 
convenient  and  necessary  sidings,  platforms,  water-tables,  drainage,  roads,  accommodatioiv 
works,  &c. 

I  have,  &c.. 
Captain  tfynne,  R.R,  J.  P.  Cu^yerwell,  Secretary. 

Inspector  of  Railways, 
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Dublin  and  Droffheda  Railway  Company,  Dublin  Terminus^        Appendix  No.  32. 
Sir,  Auffust  23,  1849.  ^^    

I  AM  desired  by  the  Directors  of  this  Company  to  enclose  to  you,  for  the  information  junltton^RaUwIv^^ 
of  the  Commissioners  of  Railways,  a  copy  of  a  letter  which  I  have  this  day  handed  to  Captain 
Wynne,  and  re^ctfully  to  request  that  the  Commissioners  of  Railways  will  not  grant  a  cer- 
tificate that  the  Navan  branch  is  completed  and  fit  for  public  traffic  until  the  officer  appointed- 
to  inspect  the  line  reports  that  the  works  ^xe  finally  completed,  according  to  the  terms  of  the 
Act  authorizing  the  sale  of  the  Navan  branch  to  this  Company  (a  copy  of  which  is  enclosed), 
or  until  this  Company  is  satisfied  that  the  line  is  completed  and  fit  to  be  opened  for  public 
traffic,  as  a  certificate  given  sooner  would  prejudicially  affect  the  rights  of  this  Company. 

I  have,  &c^ 

Capt,  Harness,  R.E„  J.  P.  Culverwell,  Secretary. 

8fc.         Sj-c. 

Railway  Office^  73,  Talbot-street,  Dublin, 
Sir,  August  25,  1849. 

The  Dublin  and  Drogheda  Railway  Company  having  this  day  sent  me  a  copy  of  their 
letter  addressed  to  you  on  the  23rd  instant,  I  have  been  directed  to  request  you  will  inform 
the  Commissioners  of  Railways  that,  if  that  letter  shall  in  anyway  influence  their  opinion 
and  impede  their  certifying  that  the  Navan  Branch  Railway  is  fit  to  be  opened  for  public 
traffic,  as  reported  by  their  Inspecting  Officer,  the  Directors  request  that  they  may  be 
afforded  an  opportunity  of  forwarding  such  explanations  on  the  contents  of  that  letter  as  they 
may  consider  necessary. 

I  have,  &c., 
Capt.  Harness,  R,£.,  Robert  Orr,  Secretary  to  the 

^        ^c.  Dublin  and  Belfast  Junction  Railway  Company. 


Offke  of  Commissioners  of  Railway s^  Whitehall, 
Sir,  August  31,  1849. 

I  HATE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt 
of  your  letter  of  the  23rd  instant,  and  to  forward  to  you,  in  reply  thereto,  a  copy  of  a  letter 
addressed  this  day  to  the  Dublin  and  Belfast  Junction  Itailway  Uompany,  on  the  subject  to 
which  your  communication  refers. 

I  have,  &c., 
7%e  Secretary  to  the  H.  D.  Harkess, 

Dublin  and  Drogheda  Railway  Company.  Capt,  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
SiE,  August  31,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  25th  instant,  and  to  inform  you  that  as  Capt  Wynne,  the  officer  who 
recently  inspected  the  Navan  Branch  Railway,  has  not  reported  the  line  to  be  ''completed*' 
within  the  meaning  of  the  14th  section  of  the  Act  10  and  11  Vict.,  c.  HI ;  but  has  reported 
that  the  line  may  be  opened  with  safety  to  the  public.  The  Commissioners^  before  they  g^ve 
their  sanction  to  the  opening  of  the  line,  and  in  order  to  avoid  disputes  and  litigation  between 
the  respective  Companies^  are  desirous  to* receive  any  explanation  the  Dublin  and  Belfast 
Junction  Railway  Company  have  to  offer,  as  suggested  in  your  communication.  The  Com* 
missioners  are  aUo  desirous  to  call  the  attention  of  the  Company  to  the  provisions  of  the  48th 
section  of  the  Act  above  referred  to,  which  have  not  yet  been  complied  with. 

I  have,  &c.. 

To  the  Secretary  of  the  H.  D.  Harness, 

Dublin  and  Belfast  Junction  Railway  Company.  Capt.  Royal  Engineers. 


Railway  Office,  73,  Talbot-street^  Dublin, 
Sir,  September  1,  1849. 

Having  just  received  your  favour  of  the  3 1st  ult.,  informing  me  that  Capt.  Wynne 
has  reported  that  the  Navan  Branch  Railway  may  be  opened  with  safety  to  the  public,  but 
that  it  is  not  completed  within  the  meaning  of  the  14th  section  of  the  Act  10  and  U  Vict., 
cap.  Ill,  I  have  to  request  you  will  have  the  goodness  to  inform  me  of  the  particular  works 
which  Capt  Wynne  conaders  should  be  completed  so  as  ta  bring  the  railway  within  the 
meaning  of  the  Act  referred  to.  The  Board  wish  to  complete  it  fully,  and  with  the  least 
possible  delay ;  when,  if  it  shall  be  considered  necessary,  a  fresh  inspection  of  the  railway 
can  be  held. 

I  shall,  therefore,  feel  obliged  by  your  favouring  me  with  an  early  reply,  and  by  your 
informing  me  what  proofs  are  required  by  the  Conimiseioners,  of  the  purchasing  and  selling 
Compames  having  complied  with  tiie  provisions  of  the  48tb  section  of  the  said  Act 

I  have,  &c.^ 

Qipt.  Harness,  R.E.,  Robert  Orr,  Secretary  to  the 

Sfc.        8fc.  Dublin  and  Belfast  Junction  Railway  Company. 
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Appendix  No-  32.  Office  of  Commissioners  of  Railtcays,  Whitehall^     ' 

^       f Sir,  September  5,  1849. 

Junction  Railway.  ^  HAVE  been  directed  by  the  Comtnissioners  of  Railways  to  acknowledge  the  receipt 

of  your  letter  of  the  1st  instant,  and  to  inform  you,  in  reply  thereto,  that  Capt  Wynne,  the 
officer  who  inspected  the  Navan  Branch  Railway,  will  be  requested  to  prepare  a  report  stating 
particularly  the  portions  of  the  line  and  works  which  require  completion;  and  that  a  copy  of 
that  report  will  be  transmitted  to  the  Company. 

I  am  also  to  inform  you  that  the  first  evidence  which  the  Commissioners  will  require,  that 
the  provisions  of  the  48th  section  of  the  Act  10  and  11  Vict.,  cap.  Ill,  have  been  complied 
with,  will  be  a  statement  from  each  of  the  Companies  interested,  showing  distinctly  the 
powers  the  Company  has  received  from  Parliament  to  raise  capital,  the  shares .  created 
under  those  powers,  the  several  calls  made  upon  those  shares,  and  the  amount  received  upon 
each  call ;  and  also  under  the  several  heads  in  which  the  accounts  are  rendered  to  the  share- 
holders, the  expenditure  which  has  been  made  on  capital  account ;  the  perfect  accuracy  of 
each  statement  being  testified  by  a  formal  certificate  at  the  end  thereof,  signed  by  the  chairman^ 
secretary,  and  auditors,  and  under  the  seal  of  the  Company  to  which  it  relates. 

I  have,  &c.. 

The  Secretary  to  the  H.  D.  Harness, 

Dublin  and  Belfast  Junction  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  Whitehall  September  6,  1849. 

In  obedience  to  the  Minute  of  the  Commissioners^  directing  me  to  prepare  a  Report, 
stating  particularly  the  portion  of  the  line  and  works  of  the  Navan  branch  of  the  Belfast 
Junction  Railway  that  require  completion,  I  would  first  beg  to  repeat,  that  as  far  as  the  public 
is  concerned,  the  single  line  mi^ht  be  opened  with  safety,  the  works  yet  remaining  to  be  done 
beinff  of  a  nature  that  would  admit  of  their  being  carried  on  simultaneously  with  the  working 
of  the  line ;  but  as  the  Act  of  the  10  and  11  Vic,  c.  Ill,  authorizing  the  sale,  requires  that 
the  railway,  as  far  as  the  one  line  is  concerned,  should  be  in  a  completelv  finished  state,  I  will 
proceed  to  particularize  the  several  points  which  remained  unfinished  at  the  time  of  my 
inspection. 

The  first  unfinished  portion  occurred  at  2  miles  44  chains  from  the  fixed  point,  where  the 
line  passes  through  a  rock-cutting,  the  sides  of  which  are  nearly  pern^ndicular,  and  in^  some 
parts  36  feet  deep,  portions  of  the  top  of  the.  cutting  being  through  e^rth  required  dressing 
back,  and  a  party  of  workmen  were  engaged  at  this  operation ;  parts  of  the  face  of  the  rock 
here  and  there  appeared  of  a  character  that  might  fall  in  under  the  influence  of  weather,  and 
should  be  removed. 

About  one-half  of  the  line  only  could  be  said  to  be  fuUv  ballasted,  that  part  of  the 
ballasting  commonly  designated  as  the  ''  boxing  up*'  being  deficient  on  the  other  half.  , 

Small  portions  of  the  parapets  of  several  of  the  bridges  were  unfinished,  but  the  sloue 
required  for  their  completion  was  lying  ready  dressed  on  the  ground. 

The  post-and-rail  fencing  of  one  of  the  over-bridges  was  not  up,  and  I  should  say  that 
about  an  aggregate  of  10  chains  of  the  general  fencing  of  different  parts  of  the  line  yet 
remained  to  be  finished. 

The  platform  at  the  terminus  was  in  progress,  between  200  and  300  feet  of  it  remaining  to 
bd  completed. 

The  station-house  was  roofed  in,  but  the  interior  fittings  incomplete ;  the  terminus  was 
deficient  in  two  important  particulars,  viz.,  a  turn-table  and  a  water  crane,  with  a  tank  and 
the  necessary  machinery  for  supplying  water. 

A  siding,  200  feet  long,  had  been  completed,  and  was  in  progress  of  being  extended 
300  feet  further;  the  6th  clause  of  the  Act  requires,  that  "all  cortvenieiit  and  necessary 
sidings  shall  be  laid^"  but  without  knowing  the  probable  amount  of  traffic,  and  tlie  proposed 
arrangements  for  working  it,  it  would  not  be  possible  for  me  to  say  what  length  of  siding 
might  be  included  mider  this  head ;  but  I  have  no  hesitation  in  saying  that  a  siding  only 
200  feet  long,  and  that  not  a  through  one^  cannot  be  considered  a  convenient  one  for  even  a 
very  small  amount  of  traffic. 

The  signal  arrangements  at  the  junction  I  consider  only  as  a  temporary  expedient  requiring 
to  be  worked  under  the  restrictions  named  in  my  inspectional  Report;  the  permanent  signals 
should  be  of  the  same  description  as  those  used  on  other  parts  of  the  Drogheda  line,  one  signal- 
post  being  placed  on  the  main  line  at  the  junction,  and  another  some  way  up  the  branchy  both 
signals  to  be  under  the  charge  of  the  same  man,  the  branch  signal  being  worked  by  means  of  a 
wire. 

The  6th  clause  of  the  Act  also  requires,  that  the  Belfast  Junction  Railway  Company  shall 
'^  complete  the  construction  of  such  branch  railway  as  for  two  sets  of  rails,  and  shall  lay  down 
one  of  such  sets  of  rails.*'  The  engineering  view  of  this  clause  I  conceive  to  be,  that  the  per- 
manent way  of  a  single  line  of  raus  is  to  be  completed,  and  the  formation  level  and  bridges 
to  be  of  such  a  width  as  to  admit  a  second  line  of  rails  being  laid  whenever  it  might  be  found 
convenient  to  do  so ;  if  this  view  is  the  correct  one,  this  clause  of  the  Act  has  been  complied 
with ;  but  if  it  means  that  the  permanent  way  of  the  second  line  is  to  be  completed,  with  the 
exception  only  of  laying  down  the  rails,  then  much  remains  to  be  done,  as  of  the  permanent 
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way  for  the  second  line  only  about  one-half  can  be  said  to  be  Ailly  ballasted,  and  none  of  the    Appendix  No.  32. 

sleepers  are  laid.  -  .  ^  

I  beliere  that  I  havfe  now  stated  all  that  required  completion  at  the  time  I  inspected  tfie  line,  ^'^in "^Belfast 

1  have,  &c.,  ^  ^* 

Capt.  Hame$$^  B^.,  Gborob  WyiiNS, 

^.  ^c.  Capt.  Royal  EnginBers. 


Office  of  ComndmoMTi  of  Railway $^  Whiteliallj 
Sib,  September  8,  1849. 

I  HAVE  been  directed  by  the  CSommissioners  of  Railways^  with  reference  to  the  letter 
from  this  oflBce  of  the  5th  inst.,  to  forward  to  you  the  enclosed  copy  of  the  report  made  to  them 
by  Captain  Wynne,  as  to  the  portions  of  the  works  of  the  Navan  Branch  Railway  which  require 
completion^  and  to  inform  you»  that  when  the  works  therein  mentioned  as  incomplete  have 
been  finished,  the  Conimissioners  will  consider  whether  they  can  grant  their  certificate  before 
the  preparations  for  the  second  Une  of  rails  are  in  a  more  forward  state  than  at  present. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Dublin  and  Belfast  Junction  Railway  Company.  Capt.  Royal  Engineers. 


Railway  Office^  73,  Talbot-street^  Dublin, 
Sir,  December  8,  1849. 

I  AM  desired  to  inform  you  that  the  Navan  Branch  Railway  is  now  completed  on  the 
terms  of  the  agreement  with  the  Dublin  and  Drogheda  Railway  Company,  and  to  request 
that  the  Commissioners  of  Railways  will  order  it  to  be  inspected  by  their  officer  at  their 
earliest  convenience. 

I  have,  &c., 

Capt.  Harness,  R.E.,  Jno.  Blood, 

^.  §fc.  '  Secretary* 


Sir,  Dublin,  December  18, 1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  on 
tbe  15th  inst.  I  re-inspected  the  Navan  Branch  of  the  Belfast  Junction  Railway,  and,  in 
reference  to  my  letter  to  tbe  Commissioners,  of  the  6th  September,  in  which  I  particularized 
the  works  requiring  completion  under  the  Act  of  the  10  and  11  Vic,  c.  Ill,  authorizing  the 
sale  of  this  railway  to  the  Dublin  and  Drogheda  Railway  Company,  1  have  to  report  that, 

1st.  The  unfinish^  portion  at  2  miles  ^  chains  from  the  fixed  point  is  completed. 

2Qd.  The  ballasting  of  the  single  line  is  finished. 

3rd.  The  parapets  of  the  several  bridges  are  finished. 

4th.  The  fencing  is  complete. 

5ih.  The  platform  and  station-house  oi  the  terminus  are  completed,  and  the  siding  has  been 
extended  about  300  feet  fiirther,  and  for  all  purpose  of  passenger  traffic  the  siding  now  appears 
to  be  sufficient;  it  has  yet,  however,  to  be  connected  with  the  turn-table,  which  has  been 
erected  since  my  last  inspection,  with  which  also  the  main  line  has  to  be  connected. 

Convenient  goodsosheds  have  been  put  up ;  but  the  rails  to  them  have  not  yet  been  laid. 

The  signal  arrangements  which  I  suggested  for  the  junction  have  been  put  up  and  com- 
pleted. 

A  water-tank,  with  all  the  necessary  machinery,  has  been  put  up  at  the  terminus. 

On  my  former  inspection,  I  found  that  about  one- half  of  the  formation  level  for  the  second 
line  of  rails  required  to  be  ballasted ;  on  this  portion  has  now  been  laid  about  one  foot  in  depth 
of  stone  pitching  and  gravel,  and,  as  this  is  not  sufficient  in  quantity,  I  must  (if  the  ballasting 
of  the  second  line  is  considered  necessary  under  the  Act)  report  that  this  part  of  the  line  is  still 
incomplete.  But  whenever  the  main  line  and  siding  at  the  terminus  are  connected  with  the 
turn-table,  the  single  line,  in  my  opinion,  will  then  be  completed,  and  fit  to  be  opened  for 
pubUc  traffic. 

I  have,  &c., 

Capt.  Harness.  R.E.,  George  Wynne, 

8^.  ^c.  .  .  Capt.  Royal  Engineers. 

Office  of  Commissioners  d^  Raihoays,  Whitehall, 
Sir,  December  21,  1849. 

I  HATE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  Captain  Wynue*s  report  of  his  re-inspection  of  the  Navan  Branch  of  the  Dublin  and 
Belfast  Junction  Railway. 

I  have,  &c.. 

The  Secretary  of  tlie  H.  D.  Harness, 

Dublin  and  Belfast  Junction  Railway  Company,  Capt.  Royal  Engineers. 
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Appendix  No.  32.  DuMin  and  Dfq^heda  Saiboay  Compaay^ 

Ihiblm"llBelft»    ^^^'  December  Zl,  IBAQ. 

Jimetion  Railway.  UnE  Belfast  Junction  G>nipany  having  handed  to  us  a  copy  of  a  report  made  by  Captain 

Wynne,  to  the  Commissioners  of  Railways,  dated  the  18th  instant,  in  which  Captain  Wynne  states 
that  the  Navan  Brandi  of  the  Belfast  Junction  Company  is  ready  for  opening,  with  the  exception 
of  certain  items  therein  specified,  and  this  Company  having  made  an  arrangement  with  the 
Bel&st  Junction  Company,  to  the  effect  that  the  non-completing  of  said  items  shall  not  be 
urged  as  an  objection  to  the  granting  of  a  certificate  of  die  branch  being  completed  in  the 
terms  of  the  Act,  I  am  instructed  by  the  IXrectors  of  the  Dublin  and  l5ro^eda  Railway 
Company  to  request  that  a  final  certificate  of  the  completion  of  the  Navan  branch  may  be 
given  by  the  Commissioners  of  Railways  to  the  BelfjEist  JuDction  Company,  so  that  the  line 
may  be  opened  without  any  further  delay. 

I  have,  &C., 

Copt.  Harness^  R.E.,  J.  P.  Culverwbll, 

Sfc.        Sfc.  Secretary. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sib,  January  2,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  31st  ultimo,  and  to  inform  you,  in  reply,  that  they  have  sometime  since 
expressed  their  (pinion  that  there  was  no  objection  to  the  opening  of  the  Navan  Branch 
Railway  for  the  purposes  of  public  traffic ;  but,  that  until  all  the  works  are  fully  completed  in 
the  manner  pointed  out  by  Captain  Wynne  in  his  report,  a  certificate  of  completion  that  will 
compel  the  Dublin  and  Drogheda  Railway  Company  to  take  the  line  cannot  be  granted,  as  the 
Commissioners  are  bound  strictly  to  comply  with  the  provisions  of  the  Act. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Dublin  and  Drogheda  Railway  Company.  CapL  Royal  Engineers. 


Dublin  and  Drogheda  Railway  Company, 
Sir,  January  14,  1850. 

I  AM  instructed  by  the  Directors  of  the  Dublin  and  Drogheda  Railway  Company  to 
acquaint  you,  for  the  information  of  the  Commissioners  of  Railways,  that  the  Navan  Branch 
Line  is  now  complete,  so  far  as  the  Dublin  and  Bel&st  Junction  are  bound  to  complete  it,  and 
to  request  that  the  final  oertificate  may  be  issued  without  loss  of  time. 

I  have,  &c., 
Capt.  Harness^  R.R,  J.  P.  Culverwell, 

5^.        ^c.  Secretary. 

Railway  Office,  73,  TaOot-street,  Dublin, 
Sir,  January  14, 1850. 

I  AM  directed  by  the  Directors  of  the  Dublin  and  Belfast  Junction  Railway  Company 
to  inform  you  that  the  Navan  Branch  Line  is  now  complete,  so  far  as  this  Company  are  bound 
to  complete  it,  and  request  that  the  final  certificate  may  be  issued  without  loss  of  time. 

I  have,  &c., 

C(qjt.  Harness,  R.E.,  Jno.  Blood,  Secretary. 

8fc.        ^c. 


Office  of  Commissioners  of  Railways^  Whitehall, 
Sir,  January  16,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  14th  instant,  'stating  that  the  Navan  Branch  is  complete,  and  to  inform  you 
that  an  officer  of  this  department  will  be  appointed  to  inspect  the  Une  in  question. 

I  have,  &c., 

The  Sectary  of  the  H.  D.  Harness, 

Dublin  and  Belfast  Junction  and  Dublin  and  Capt.  Royal  Engineers. 

Drogheda  Railway  Company, 


Railway  Cffiee,  73,  Talbot-streetj  Dublin, 
Sir,  January  19,  1850. 

I  AM  instructed  by  the  Directors  of  the  Dublin  and  Belfast  Junction  Railway  Company 
to  acknowledge  the  receipt  of  your  letter  of  the  16th  instant,  informing  the  Directors  that  an 
officer  of  the  Commissioners  of  Railways  will  be  appointed  to  inspect  the  line  in  question;  smd 
I  am  further  directed  to  acquaint  you  that  Captain  Wynne  having  some  time  since  reported 
that  the  line  was  perfectly  safe  to  be  opened  for  public  traffic,  and  all  the  works  which  the 
Drogheda  Railway  Company  required  to  have  executed,  having  been  fully  done  to  the  satisfac- 
tion of  that  Company,  it  is  a  matter  of  great  importance  to  both  Companies  that  the  con- 
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veyanoe  should  be  executed  from  the  Dubliti  and  Belfttst  Junction  Codipany  with  the  least  pos-    Appendix  Ne.  Zt. 

sible  delay ;  and  with  a  view  to  affording  satisFaction  to  the  Commissioners,  Mr.  Murland,  the  

Deputy  Chdrman  of  the  Drogheda  Company,  has  undertaken  to  proceed  to  London,  where  he  ^**^  "la^!^^*^ 
hopes  to  arrive  on  Monday  next ;  and  the  Directors  of  the  Company  have  fully  apprized  him  of     ^^^  ^^"  *^* 

their  views,  which  he  will  submit  to  the  Commissioners,  and  trust  that  the  Commissioners  will 
feel  that  as  all  works  on  the  Navan  Branch  Line  are  completed  so  far  as  this  Company  is  bound 
to  complete  them,  no  further  difficulty  will  be  felt  by  the  Commissioners  in  granting  the 
required  certificate. 

I  have,  &c., 

Cajii.  Hamesg,  E.E.,  '  Jno.  Blood,  Secretary. 


Appendix  No.  33. 


SOUTH  YORKSHIRE,  DONCASTER,  AND  GOOLE  RAILWAY. 


Sir, 


Capt.  Harness^  R.E., 
ire       ^c. 


Sui, 


Geo.  Wynne, 

Capt.  Royal  Engineers. 


Normanton,  October  31,  1849. 


Appendix  No.  33. 

South  Yorkshire, 
Doncaster*  an  d 
Goole  Railway. 


September  7,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
proceeded  yesterday  to  Doncaster,  for  the  purpose  of  inspecting  the  South  Yorkshire,  Doncaster, 
and  Goole  Railway,  between  tliat  town  and  Swinlon.  The  same  evening  I  was  waited  upon  by 
Mr.  Bartholomew,  the  resident  engineer  of  the  line,  who  informed  me  that,  on  the  preceding 
day,  an  embankment,  close  to  a  bridge  over  the  Don,  had  sunk  about  8  feet,  and  had  carried 
with  it  part  of  the  wing-wall  of  one  of  the  abutments;  and  that  the  opening  of  the  line  was  in 
consequence  postponed  till  the  24th.  I  informed  him  that  it  would  be  necessary  for  me,  not- 
withstanding, to  see  what  had  occurred,  and  report  thereon ;  I  accordingly  proceeded  this  morning 
with  Mr.  Bartholomew.  The  embankment  which  has  sunk  leads  to  a  bridge  which  crosses 
the  Don  at  a  very  oblique  angle ;  the  north  side  of  the  embankment,  for  a  short  distance,  runs 
close  along  the  river,  and  the  ground  there,  from  the  action  of  the  water,  being  soft^  it  has  caused 
the  bank  to  sink  about  8  feet,  whicb  has  forced  out  the  wing-wail :  the  subsidence  of  the 
embankment  being  lateral,  and  not  endwise,  has  lefl  the  abutment,  which  is  on  a  piled  founda- 
tion, uninjured.  Mr.  Bartholomew  proposes  to  relieve  the  pressure  on  the  ground,  by  reducing 
the  height  of  the  embankment,  and  approaching  the  bridge  by  means  of  a  timber  gearing. 

The  permanent  way  in  consequence  of  this  accident  being  incomplete,  I  have  to  report  that 
from  this  cause  the  railway  cannot  be  opened  without  danger  to  the  public  using  the  same. 

I  have,  &c.. 


I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  have  this  day 
inspected  the  South  Yorkshire  Railway,  from  its  junction  with  the  Midland  near  Swinton 
Station  to  its  junction  with  the  Great  Northern  at  Doncaster,  a  length  of  7  miles  56  chains. 

I  found  all  the  works  completed,  the  permanent  way  fully  balliaisted,  the  signals  up,  and 
platforms  finished. 

There  is  one  part  of  the  line,  5  miles  15  chains  from  the  fixed  point,  in  a  deep  cuttings 
through  magnesian  limestone ;  the  cutting  commences  in  the  GaLCe  of  a  long  line  of  cliff,  formed 
of  this  rock,  which  stands  perpendicularly  about  70  feet  in  height ;  the  rock  presents  a  most 
shattered  appearance,  being  cut  up  with  innumerable  vertical  fissinnes,  presenting  somewhat  the 
appearance  of  a  very  badly-built  dry  wall;  and  it  appears  surprising  that  it  should  stand  with 
a  vertical  face,  but  which  it  nevertheless  does.  The  cutting  is  76  chains  in  length,  and  the  first 
20  chains  presents  the  shattered  appearance  I  have  described ;  after  which  the  rock  is  of  a  less 
broken  character.  The  sides  at  the  commencement  are  69  feet  high,  and  throughout  stand  nearly 
perpendicular.  It  was  stated  to  me  that  this  part  had  been  executed  a  year,  and  .that  the 
weather  had  in  no  way  affected  it,  and  the  appearance  of  the  cUffs  outside  being  exactly  the 
same,  and  weather-stained,  would  seem  to  bear  out  the  statement.  The  danger  which  appears 
to  me  to  exist  is  not  from  large  masses  coming  down,  but  detached  stones  h^e  and  there^  which, 
getting  on  the  rails,  might  throw  a  train  off;  this  danger,  I  think,  may  be  avoided  by  a  careful 
system  of  watching,  and  what  I  proposed  to  Mr.  Bartholomew,  the  engineer,  was  that  a  man, 
who  could  be  depended  upon,  should  be  put  to  watch  the  first  20  chains  of  the  cutting,  which 
is,  I  consider,  the  only  dangerous  part ;  that  he  should  have  a  box  in  the  centre  of  this  part 
from  whence  wires  should  extend  up  and  down  the  line  to  distance  signals ;  and  that  it  should 
be  his  doty  a  short  time  before  the  passage  of  every  train  to  walk  through  the  cutting,  and  if 
there  should  be  any  appearance  of  danger,  to  stop  the  line  by  means  of  his  signals :  tUs  mode 
of  watching  will,  I  think,  offer  every  security  until  time  shall  have  established  the  security  of 
the  sides. 

There  are  some  deviations  in  the  levels,  and  also  in  the  direction  of  the  line  beyond  the 
Parliamentary  limit,  which  I  shall  bring  under  notice  of  the  Commissioners  in  a  future  report, 
the  deviation  in  direction  involves  three  level  crossings  of  pubUc  roads,  which  of  course  cannot 
have  received  Parliamentary  sanction.    There  is  one  other  level  crossing  of  a  tumpike-road> 
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Appendix  No.  33.  at  2  miles  10  chains,  in  the  parish  of  Mexborough^  which  it  was  stated  to  me  was  sanctioned  hj 

—  the  Special  Act. 
South  Yorbhire,        The  rock  cutting  being  watched  as  I  propose,  I  am  of  opmion  that  the  line  may  be  opened 

GAo^fi^R^V  *"^  ^^  safety  for  the  couveyanoe  of  passengers. 

*^*  I  have,  &c., 


Appendix  No.  34. 

Leeds  and  Thirsk 
Railway. 


Copt.  Harness^  R.E., 

■  5^.     ifc. 


Sir, 


George  Wynne, 

Copt.  Royal  EngineerB. 


*  December  3,  1849.    . 

In  reference  to  the  deviations  beyond  the  Parliamentary  limits  on  the  South  Yorkshire 
Railway,  alluded  to  in  my  Report  of  the  31st  October,  I  beg  now  more  particularly  to 
specify  them : — 

At  14  miles  55  chains  from  the  fixed  point  the  direction  of  the  line  is  deviated  about  half  a 
mile  from  that  shown  on  the  Parliamentary  plan  for  a  length  of  1  mile  21  chains;  this  devia- 
tion involves  the  crossing  on  the  level  of  three  public  roads  at  the  following  points,  viz. : — 


Milcfc 

Caiaiu. 

At  15 

9 

„  15 

31 

,,  15 

70 

none  of  which  crossings  have  received  Parliamentary  sanction. 

It  also  involves  the  introduction  of  a  curve  of  15  and  24  chains'  radius,  at  its  junction  with 
the  Great  Northern.  At  10  miles  50  chains  a  gradient  of  1  m  300  has  been  substituted  for 
1  in  91 1,  extending  55  chains. 

I  have,  &c., 

Capt.  Harness,  jB.JF.,  George  Wynne, 

Sfc.        Sfv.  Capt.  Royal  Engimers. 


Appendix  No.  34. 


LEEDS  AND  THIRSK- 


SiR«  September  18,  1849. 

I  BRO  to  lay  before  the  Commissioners  a  report  more  in  detail  of  my  inspection  of  the 
LfCeds  and  Thirsk  line  between  Leeds  and  Weeton  than  the  one  which  I  had  the  honour  to 
forward  to  you  on  the  8th  of  July. 

The  line  commences  at  Leeds,  from  a  junction  with  the  Leeds  and  Dewsbury  line  of  the 
London  and  North  Western  Railway :  the  point  of  junction  is  on  the  viaduct  which  crosses  the 
River  Aire  and  the  Leeds  and  Liverpool  Canal,  29  chains  from  the  centre  of  the  Leeds  station ; 
the  line  leaves  the  Leeds  and  Dewsbury  with  a  descending  gradient  of  1  in  96  for  a  length  of 
13*84  chains,  which  is  succeeded  by  a  short  level  portion  1*36  chains  long;  it  then  ascends 
for  133-5  chains  at  gradients  of  1  in  300,  1  in  255,  1  in  232,  1  in  137,  and  1  in  104,  whea 
there  is  a  long  ascent  of  1  in  100  for  304-3  chains,  at  which  point  the  line  reaches  its  summit, 
269  feet  4  inches  above  the  point  from  whence  it  started ;  the  descent  is  then  about  as  rapid, 
viz.,  1  in  400  for  28-18  chains,  1  in  93-9  for  236*86  chains,  1  in  129-5  for  19-55  chains; 
then  a  level  portion  for  57*53  chains;  and,  lastly,  an  asc^iding  gradient  of  1  in  165  for 
81-82  chains. 

The  earthworks,  masonry,  and  tunnelling  on  the  line  are  very  heavy. 

The  cubical  content  of  the  embankments,  the  highest  of  which  are  47>  51,  60,  61,  and  70 
feet,  is  about  1,600,000  yards. 

The  cubical  content  in  the  cuttings,  the  deepest  of  which  are  47,  49,  60,  and  126  feet,  is 
about  1,600,000  yards. 

There  are  22  bridges  over  and  under  the  railway ;  5  of  these  are  iron-girder  bridges ;  the 
remainder  are  all  built  of  block  in  coarse  masonry,  with  cut-stone  arches,  and  are  all  of  a  sub- 
stantial character. 

There  are  three  viaducts,  which  are  all  built  of  solid  ashlar  up  to  the  plinths,  and  ashlar  and 
rubble  above,  and  ashlar  arches. 

The  first  viaduct  is  at  the  junction,  it  consists  of  four  segmental  arches  of  35  feet  6  inches 
span,  and  11  feet  rise ;  extreme  height  36  feet.  The  second  is  over  the  River  Aire:  it  consists 
of  22  segmental  and  1  elliptical  arch ;  the  spans  of  the  former  are  48  feet  with  15  feet  rise ;  the 
span  of  the  latter  is  41  feet  6  inches,  with  10  feet  rise ;  the  extreme  height  is  54  feet.  The 
third  is  over  the  Wharfe  river,  and  consists  of  21  segmental  arches  of  60  feet  span  each,  with  21 
feet  rise ;  the  extreme  height  is  74  feet.  The  aggregate  length  of  all  of  the  viaducts  is  982 
yards,  and  they  have  every  appearance  of  being  constructed  with  great  solidity  and  care;  the 
stone  used  is  a  hard  sand-stone,  which  is  abundant  in  the  district. 

There  are  three  tunnels. 

The  first,  called  St.  Ann*s  Tunnel,  is  70  yards  in  length ;  it  is  all  of  brick-work,  set  in  cement 

The  second,  which  is  a  work  of  great  magnitude,  is  called  the  Bramhope-tunnel,  and  is 
3,763  yards  in  len^h ;  it  is  chiefly  tbrough  shale  and  sand-stone  rock ;  the  arch  is  principally 
turned  in  pierre  pouts;  the  side  walls  block  in  coarse  masonry;  the  foundations,  when  not  on 
the  rock,  are  inverted ;  it  is  ventilated  by  four  shafts^  40  feet  by  30  feet  internal  diameter.     In 
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parts  it  is  extremely  wet^  and  whenever  this  occurs  the  tunnel  is  lined  with  corrugated  iron    Appendix  No.  S4. 
to  carry  the  water  off. 

The  third  tunnel  is  through  Wescoe-hill,  and  is  entirely  of  brick -work,  in  cement,  and  is 
100  yards  in  length ;  it  is  inverted  throughout  its  length. 

In  the  deep  cuttings,  on  the  Leeds  siae  of  the  Bramhope-tunnel,  retaining  walls  of  great 
strength  are  built  at  the  foot  of  the  slopes,  varying  from  6  feet  6  inches  to  16  feet  in  height, 
and  in  the  latter  case  stone  inverts  extend  across  the  railway. 

The  line  is  laid  double  throughout,  and  in  all  respects  similar  to  other  parts  of  the  line 
described  in  previous  Reports. 

I  have,  &c., 
Cagpt.  Hame$s,  R,E.^  George  Wynne, 

^c.        gfc.  Capt.  Roycl  Engineers. 


Appendix  No.  35, 


GLASGOW,  DUMFRIES,  AND  CARLISLE  RAILWAY.— (Dttw/nw  fo  Closehum.) 

Sir,  Dumfries,  September  24,  1849. 

I  HATB  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
have  just  inspected  the  Glasgow,  Dumfries,  and  Carlisle  Railway  from  Dumfries  to  Ciosebum, 
a  distance  of  12  miles. 

I  shall,  in  my  Report,  confine  mjrself  to  those  works  which  I  found  incomplete,  reserving  for 
another  occasi<Mi  a  general  report  on  the  works  of  the  line. 

The  signal  arrangements  throughout  the  line,  viz.,  at  Dumfries ;  at  a  level  crossing,  which 
occurs  at  3  miles  60  chains  from  the  fixed  point,  and  which  is  to  be  used  as  a  roadside  station  ; 
at  Killielung  intermediate  station  ;  and  at  Ciosebum,  the  terminal  point  are  incomplete. 

The  north  face  of  a  small  bridge,  over  a  burn  on  the  Kilpatrick  bog,  has  settled,  and  will 
reouire  to  be  taken  down  and  rebuilt. 

There  is  no  turn-table  at  Ciosebum,  which  would  necessitate  the  engines  returnine  tender 
foremost ;  neither  is  there  any  water-tank  there,  nor  on  any  other  part  of  the  line,  which  might 
be  the  cause  of  much  inconvenience ;  and  there  is  no  siding  to  tura  the  carriages  or  the  engine 
into,  and  the  fencing  about  the  station  is  incomplete. 

The  porter's  lodge  at  the  level  crossing  is  not  above  its  foundations,  and  no  temporary  accom- 
modation has  been  provided  for  the  gatekeeper,  and  the  Act  specifies  such  should  be  provided ; 
the  gates  shut  across  both  the  road  and  the  railway. 

0^  account  of  the  incompleteness  of  these  works  which  I  have  just  enumerated,  I  am  of 
opinion  that  the  line  from  Dumfries  to  Closeburn  cannot  be  opened  for  the  conveyance  of 
passengers  without  danger  to  the  public  using  the  same ;  and  I  recommend  that  the  opening 
for  the  present  may  be  deferred. 

The  postponement  of  the  opening  for  a  short  time  will  have  the  advantage  of  allowing  the 
contractor  to  iihish  off  a  number  of  small  jobs  at  which  he  b  engaged  on  different  parts  of 
the  litie,  and  allow  it  to  open  free  from  all  possible  obstruction. 

I  have,  &c., 

Capt.  Harness,  B.E.,  George  Wynne, 

§-c.        ^-c.  Capt.  Royal  Engineers. 
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Sir, 


October  10,  1849. 

I  HAVE  the  honour  to  acqusunt  you,  for  the  information  of  the  Commissioners,  that  I 
have  this  day  re-inspected  the  Glasgow,  Dumfries,  and  Carlisle  Railway  from  Dumfries  to 
Closeburn^  and  1  have  to  report  that  those  works  which  I  enumerated  in  my  former  inspec- 
tional  report  as  being  incomplete  are  now  finished,  and  in  my  opinion  the  railway  may  be 
opened  with  safety  for  the  conveyance  of  passengers. 

I  have,  &c.. 


Capt.  Harness,  R.E., 


George  Wynne, 

Capt.  Royal  Engineers. 


Appendix  No.  36. 

MIDLAND  RAILWAY.— (iSTiVAfty  Junction  to  Mansfield  and  Pinxton.) 

Sir,  Normanton,  September  25y  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that,  in 
compliance  with  their  instructions,  I  this  day  inspected  the  branch  of  the  Midland  Railway, 
extending  fix^m  Kirkby  Junction  eastward  to  Mansfield,  and  from  the  same  junction  westward 
to  Pinxton,  which  together  formed  the  Mansfield  and  Pinxton  Railway,  a  mineral  Ime  of 
old  construction  on  the  gauge  of  4  feet  4  inches  now  converted,  and  adapted  to  the  gauge  of 
4  feet  8^  inches.  The  former  portion,  eastward  from  Kirkby  Jimction  (SJ  miles  in  length), 
completes  the  railway  from  Nottingham  to  Mansfield.  It  is  a  double  line,  laid  with  old  rails 
removed  from  the  main  line  of  the  Midland  Railway,  which  have  been  replaced  by  others  of 
a  heavier  nature.    They  appear  well  adapted  for  a  trafiic  which  does  not  re()uire  the  passage 
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Appendix  No.  36.    of  heavy  engines  at  high  speeds.    There  is  one  intermediate  station  at  Sutton  in  Aslifield, 
~~^~  where  the  railway  is  crossed  by  a  high  road  upon  the  level.     At  this  station  the  signals  were 

not  erected,  but  I  was  informed  that  they  were  prepared.  As  at  this  station  the  level  crossing 
cannot  be  seen  from  an  engine  approaching  from  Kirkby  to  any  considerable  distance^  and  the 
railway  is  on  a  descending  gradient,  I  consider  it  absolutely  necessary  that  it  should  be  so 
fixed  that  it  can  be  seen  to  a  distance  of  at  least  600  yards. 

At  another  level  crossing,  called  Sheep  Ridge,  but  not  at  a  station,  about  a  mile  from 
Mansfield,  the  same  precaution  wiU,  I  conceive,  be  absolutely  necessary  for  the  safety  of  the 
public  using  the  road.  Preparations  had  not  been  made  for  the  erection  of  this  latter  signal. 
The  railway  has,  I  am  informed,  been  used  to  a  considerable  extent  as  a  thoroughfare  during 
the  many  years  upon  which  horses  have  been  used  as  the  tractive  power ;  and  near  Mansfield  I 
remarked  that  houses  had  been  built  close  adjoining  to  and  facing  the  railway,  and  having  free 
access  to  it.  It  appears  requisite  for  th%  saf^y  of  the  residents,  as  well  as  for  that  of  the 
traffic  on  the  railway,  that  the  openings  in  the  fence  walls  or  hedges  shoidd  be  permanently 
and  securely  closed,  and  all  access  to  the  railway  cut  off,  except  at  properly  appointed  level 
crossings ;  and  it  will  be  advisable  that  moderate  speeds  only  should  be  allowed,  both  on  account 
of  the  old  railway  having  been  used  as  a  thoroughfare  and  in  consequeface  of  the  number  of 
level  crossings.  I  have  therefore  to  report,  that  I  am  of  opinion  that  in  its  present  condition  the 
opening  of  this  portion  of  the  railway  from  Kirkby  to  Mansfield  will  be  attended  with  danger 
to  the  public  using  the  same.  When  the  above  precautions  shall  have  been  adopted,  I  am  not 
aware  of  anything  to  prevent  it  from  being  opened  with  safety  for  the  conveyance  of  the  public. 
On  the  other  portion  which  I  inspected,  from  Kirkby  Junction  to  Pinxton,3J  miles  in  length, 
I  found  that  part  of  one  of  the  lines  was  not  laid,  that  there  were  several  shifting  rails^  and 
incomplete  junctions  into  coal-works,  and  that  the  gates  at  the  level  crossings  were  not  erected; 
and  I  have  therefore  to  report,  that  in  my  opinion  the  opening  of  the  same  will  be  attended 
with  danger  to  the  public  using  the  said  railway,  by  reason  of  the  incompleteness  of  the 
works. 

I  have,  &c.. 


C(q>t.  Hamessy  R.E., 
Sir, 


L.  A.  Simmons, 

Capt.  Royal  Ertgineen. 


Lmdm,  October  5,  1849. 


I  HAVE  to  report  to  you  that,  in  compliance  with  the  instructions  contained  in  your 
letter  of  the  2nd  last,  I  communicated  with  the  Midland  Company,  and  yesterday  re-inspected 
the  Mansfield  and  Pinxton  Branch  between  Kirkby  and  Mansfield,  and  found  that  the  signals 
had  been  properly  erected ;  and  that  temporary  fencing  of  an  effective  character  had  been 
erected  at  those  places  where,  on  my  previous  inspection,  I  had  conadered  it  necessary,  so  as 
to  prevent  persons  from  having  fi'ee  access  to  the  railway  except  at  properly  appointed  level 
crossings ;  and  that  the  gates  or  doors  leading  from  such  houses  as  fronted  upon  the  railway 
were  either  chained  up  and  locked  or  closed  by  planking.  The  engineer  informed  me  that 
those  arrangements,  by  which  the  persons  inhabiting  the  houses  are  excluded  from  the  railway, 
had  been  assented  to  by  them,  and  would  remain  until  a  more  permanent  fence  shall  be  coih 
structed,  as  soon  as  it  is  ascertained  in  what  way  this  can  be  done,  so  as  to  produce  the  least 
inconvenience  to  the  parties  interested.  Under  these  circumstances,  I  see  no  objection  to  the 
opening  of  the  railway  for  the  convenience  of  the  public,  subject  still  to  the  remark  that  slow 

rds  and  great  care  will  always  be  requisite,  both  on  account  of  the  level  crossings,  with 
p  curves  and  steep  gradients,  and  because  the  terminal  station  is  at  the  foot  of  a  long  and 
steep  incline. 

I  have,  &c*. 


Capt.  Harness,  R.E., 


J.  L.  A.  Simmons, 

Capt,  Royal  Engineers. 
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ABEEDEEN  RAILWAY. 


Sir,  Stirling,  October  1,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that 
on  my  proceeding  this  morning  to  Montrose  to  inspect  the  Aberdeen  Railway  and  the  extension 
of  the  Montrose  branch,  I  was  informed  by  the  Superintendent  of  the  Aherdeen  line  that, 
•  owing  to  some  unexpected  delay  in  the  execution  of  the  works,  they  were  not  ready  for  my 
inspection.  I  received,  also,  at  the  same  time  a  letter  from  Mr.  Errington,  the  Company^s 
engineer,  to  the  same  purport.  I  wished,  nevertheless,  to  examine  some  portion  of  the  line, 
in  order  to  judge  of  its  state  of  forwardness,  but  I  was  unable  to  proceed  more  than  a  &w 
miles,  being  stopped  by  the  unfinished  state  of  the  North  Esk  Viaduct.  I  beg  to  recommend 
that  the  opening  of  the  main-line  and  Montrose  branch  be  postponed,  inasmuch  as  such 
opening  would  be  at  present  attended  with  danger  to  the  public,  by  reason  of  the  incompleteness 
of  the  works,  and  of  the  permanent  way. 

I  have,  &C4 

Capt  Harness,  R.E.,  R.  M.  Lapfan, 

^c.        S^c.  Capt.  Royal  Engin 
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SUy  Edinburgh,  October  14,  1849.        Appendix  No.  37. 

I  HATE  the  honour  to  acquaint  you^  for  the  informatioQ  of  the  Commissioners,  that  Aberdeen  Railway, 
on  the  12th  instant  I  inspected  the  Aberdeen  Railway  and  the  extension  of  the  Montrose 
Branch ;  the  former  commences  at  the  Dubton  Station,  and  extends  to  Limpet  Mill,  a  distance 
of  26  miles,  and  the  latter  extends  into  the  town  of  Montrose,  and  is  \\  mile  in  length. 

I  first  inspected  the  Montrose  Branch,  and  of  it  I  have  to  report  that  I  found  it  incomplete 
Id  the  following  particulars ;  two  over-bridges  were  unfinished,  the  fencing  was  incomplete,  and 
the  arrangements  for  a  terminal  station,  such  as  sheds,  platforms,  sidings,  signals,  and  turn- 
tables, were  not  even  commenced ;  I  have  therefore  to  state  that,  in  my  opinion,  owing  to 
the  incompleteness  of  the  works  I  have  enumerated,  the  extension  of  the  Montrose  Branch 
cannot  with  safety  be  opened  for  the  conveyance  of  passengers. 

I  have  now  to  report  upon  the  main  line  from  Dubton  Station  to  Limpet  Mill :  the  first  point 
to  which  I  have  to  draw  your  attention  is  the  Bervie  Water  Viaduct,  which  consists  of  tw4> 
central  laminated  timber  arches  of  60  feet  span,  with  10  feet  rise,  and  two  stone  side  arches  of 
35  feet  span,  and  10  feet  rise,  four  openings  in  all :  the  piers  and  abutments  are  of  stone,  in 
consequence  of  the  contractor  having  commenced  tipping  the  earth  against  the  northern 
abutment  whilst  the  masonry  was  in  a  green  state,  and  at  the  same  time  striking  the  centres; 
the  north  arch  sunk  3  inches  at  the  crown,  and  the  pier  was  forced  2^  inches  out  of  the  per- 
pendicular (the  height  of  the  pier  to  the  impost  being  about  15  feet),  and  many  of  the  stones 
throughout  the  inside  face  are  cracked.  As  soon  as  the  tendency  of  the  arch  to  sink  was 
observed,  the  centres  were  wedged  up  and  still  remain  so.  Mr.  Errington  proposes  to  ke^ 
in  the  centreing,  which  is  strongly  constructed,  and  to  build  interior  buttresses  and  arches.  It 
is  probable  that  the  viaduct,  with  the  centreing  left  in,  as  proposed  by  Mr.  Errington,  would 
be  unattended  with  danger ;  but  as  this  cannot  be  considered  as  the  permanent  state  of  a 
railway  structure  of  such  importance,  and  as  I  am  unable  to  form  an  opinion  as  to  its  per- 
manency when  in  an  unsupported  state,  I  must  decline  stating  that  in  its  present  state  it  is  fit 
for  public  use. 

At  the  north  end  of  the  Bervie  Water  Viaduct,  about  1,400  yards  of  the  down  line  has  yet  to 
be  laid ;  points  have  been  fixed  at  each  end  leading  into  the  up  line,  and  for  this  distance  it  is 
proposed  to  work  the  line  as  a  single  one,  the  precaution  to  be  taken  is,  to  have  a  travelling 
porter  bearing  a  distinguishing  mark,  without  whom  no  engine  is  to  pass  on  to  the  single  line ; 
this  precautionary  measure  being  properly  made  known  to  the  drivers,  appears  to  me  to  be 
sufiBcient  for  the  purpose  of  safety. 

There  are  but  two  public  road  level  crossings,  which  are  both  sanctioned  by  the  Special 
Act. 

The  signals  and  platforms  at  the  several  stations  on  the  line  and  at  the  terminus  are 
complete,  and  with  the  exception  of  the  viaduct  over  the  Bervie  Water,  the  line  is  in  good 
order ;  but  owing  to  the  incompleteness  of  that  work,  the  state  of  which  I  have  described  in 
another  portion  of  my  report,  I  must  state  that,  in  my  opinion,  the  line  cannot  be  opened 
with  safety  for  the  conveyance  of  passengers. 

I  have,  &c., 

Cept.  Harness,  B.E.,  Gsoroe  Wynne, 

^e.        Sfc.  Copt.  Royal  Engineers. 


Office  of  Commissioners  of  Baibcays,  WkUekallj 
Sjb,  October  17, 1849. 

I  HAVE  been  directed  by  the  Comnnssioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  Captain  Wynne*s  report  of  his  inspection  of  the  Ab^een  Railway,  from  Dubton  to 
Limpet  Mill,  and  to  inform  you  that,  for  the  reasons  stated  therein^  they  have  further  postponed 
the  opening  of  the  Une  in  question  for  the  purposes  of  public  traffic  for  one  month  from  this 
date. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Aberdeen  Railtoay  Company.  Capt.  Royal  Evigineers. 


MorUy^s  Hotel,  Trafalgar  Square,  London, 
Sib,  October  22,  1849. 

I  HAD  the  honour  to  receive  at  Aberdeen  vour  communication  of  the  17th  instant, 
transmitting  copy  of  Captain  Wynne's  report  of  his  mspection  of  the  Aberdeen  Railway,  from 
Dubton  to  Limpet  Mill,  and  intimating  that,  for  the  reason  stated  in  said  report,  the  Com- 
missioners had  fiirther  postponed  the  opening  of  the  line  for  the  purposes  of  public  trafiic  for 
one  month. 

Having  submitted  Captain's  Wynne's  report  to  the  Directors  of  the  Railway  Company,  I 
have  been  requested  by  tnem  to  recal  the  attention  of  the  Commissioners  to  the  terms  of  that 
report,  with  a  view  of  obtaining  their  consent  to  the  opening  of  the  line,  so  far  as  not 
objected  to. 

Captain  Wynne  states  that,  ^  the  signals  and  platforms  at  the  several  stations  on  the  line 
and  at  the  terminus  are  complete,  and  with  the  exception  of  the  viaduct  over  the  Bervie  Water, 
the  line  is  in  good  order,"  and  the  Directors  therefore  propose  to  open  the  part  of  the.  line 
reported  on,  exclusive  of  the  Bervie  Water  Viaduct,  and  to  postpone  the  opening  of  the  viaduct 
until  it  shall  be  again  examined. 
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Appendix  No,  37.        I  beg,  therefore,  to  crave  the  CommiBsioners  to  give  permission  for  the  immediate  opening  of 
AberdeenRa'l         ^^  ^*^  ^^^  ^^  purposes  of  public  traffic  with  the  exception  of  the  Bervie  Water  Viaduct  as 
^*  above  stated. 

I  have^  &c., 

Capt.  Hamesst  B.E.,  Geo.  Keith,  Secretary. 


Sir, 


Office  of  Commissioners  of  Hallways,  Whitehall, 
October  22,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  a  letter  from  the  Aberdeen  Railway  Company,  and  to  request  you  to  inform  the  Com- 
missioners if,  in  your  opinion,  the  public  safety  will  be  endangered  by  the  Company's  wishes 
being  complied  with. 

I  have,  &c., 

H.  D.  Harness, 


Capt>  Wynne,  R.K, 


Sfe.        Sfc. 


Capt.  Royal  Engineers. 


Sir, 


Birmingham,  October  24,  1849.  ' 

I  HAVE  the  honour  to  acknowledge  the  receipt  of  your  letter  of  the  22nd  instant, 
enclosing  a  copy  of  a  letter  from  the  Amrdeen  Railway  Cfompany,  and  requesting  me  to 
inform  the  Commissioners  if,  in  my  opinion,  the  public  safety  will  be  endanger^  by  the  Com-' 
pany's  request  being  complied  with  : 

I  have,  in  reply*  to  state  that,  in  my  opinion,  the  line  may  be  opened  with  safety  to  the  public 
as  proposed  in  the  letter  of  the  Aberdeen  Railway  Company,  that  is,  with  the  exception  of 
the  Bervie  Water  Viaduct. 

I  have,  &c., 

Capt.  Harness,  R.E.,  George  Wynne, 

^c.        Sfc.  Capt.  Royal  Engineers. 


Sir,  Ferthy  November  6,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  the  Bervie  Water  Viaduct  on  the  Aberdeen  Railway,  which  on  my  former 
inspection  I  was  unable  to  report  as  being  in  a  fit  state  to  open  for  the  public,  owing  to  the 
centres  of  the  two  extreme  arches  not  having  been  stryck. 

This  viaduct  has  four  openings;  the  two  middle  ones,  of  60  feet  span, have  laminated  timber 
arches,  the  two  extreme  ones,  of  35  feet  span,  are  of  brick  with  ashlar  facings;  the  rise  is  10 
feet  in  all  of  them ;  in  consequence  of  the  contractor  having  placed  a  great  load  of  ballast  on  the 
brick  arch  at  the  northern  end  of  the  \daduct,  without  any  countebalancing  load  on  the  timber 
arch,  and  in  this  state  having  removed  the  centres,  the  pier  was  thrown  2^  inches  out  of  the 
perpendicular  at  the  top,  and  the  arch  sank  3  inches  at  the  crown ;  the  centres  were  again  put 
in  and  bridged  up ;  the  timber  arches  were  found  to  have  risen  2  inches;  this  was  the  state 
in  which  I  found  the  viaduct  on  my  former  inspection.  The  centres  have  now  been  struck, 
the  ballast  entirely  removed  from  the  brick  arch,  and  the  rails  carried  across  on  a  timber 
framing,  the  load  of  ballast  on  the  timber  arch  has  been  calci^Iated  to  equilibriate  with  the 
reduced  thrust  of  the  brick  arch.  I  carefully  examined  the  soffit  of  the  arch,  and  was  unable 
to  .discern  any  crushing  of  the  bricks  or  stone  facing  ;  the  mortar  is  of  a  good  quality,  and  there 
was  no  alteration  in  the  pier  since  I  last  inspected  it,  neither  was  there  any  apparent  alteration 
in  the  form  of  the  arch.  There  appears  to  me,  therefore,  every  reason  to  believe  that  the 
structure  is  in  such  a  state  of  equilibrium  and  soundness  as  will  ensure  the  public  safety,  and 
I  am  of  opinion  the  viaduct  may  be  opened  for  the  conveyance  of  passengers  across  it. 

I  have,  &c., 

Capt.  Harness,  R.E.,  George  Wynne, 

§-c.        Sfc.  Capt.  Royal  Engineers. 
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Appendix  No.  38. 

GREAT  WESTERN  RAILWAY— (Windsor  Branch.) 

Sir,  Whitehall,  October  6,  1849. 

I  HAVE  to  report  that,  in  compliance  with  the  instructions  contained  in  your  letter  of  the 
27th  ult.,  I  inspected  the  Windsor  Branch  of  the  Great  Western  Railway  on  the  2nd  inst.,  and 
when  I  found  that  the  line  was  in  such  an  advanced  state  that  it  would  be  ready  for  opening 
before  the  expiration  of  the  ten  days'  notice,  but  there  being  a  large  wrought-iron  bridge  over 
the  river  Thames,  with  a  clear  span  of  187  feet,  constructed  in  a  somewhat  novel  manner, 
arrangements  were  made  with  Mr.  Brunei  to  enable  me  to  examine  the  drawings,  and  apply 
the  test  of  passing  weights  over  it  on  the  5th  inst.,  when  the  permanent  way  would  be  com-  - 
pleted,  and  the  wrought-iron  arches  freed  from  the  intermediate  supports  which  bad  been  placed 
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in  the  bed  of  the  river  temporarily  during  construction.  I  accordingly  re-inspected  the  En® 
yesterday^  and  made  those  examinations  and  trials  of  the  bridge  which  I  deemed  neoessary^ 
and  being  satisfied  therewith,  I  have  to  report  that  I  am  aware  of  nothing  affecting  the  safety 
of  the  public  to  prevent  the  opening  of  the  railway  as  desired  by  the  Company. 

A  deviation  has  been  made  in  the  direction  of  the  railway,  by  the  reduction  of  the  radius  of 
a  curve  from  20  to  15  chains^  which  Mr.  Brunei  informed  me  was  in  compliance  with  a 
requirement  of  the  Admiralty  as  to  the  position  of  the  bridge  over  the  river  Thames.  As  this 
bridge  is  new  in  construction  and  design,  the  following  short  account  will  appear  to  be 
necessary  to  explain  its  nature : — 

It  consists  of  three  wrought-iron  arched  ribs,  with  wrought-iron  ties  connecting  the  extremi- 
ties, and  therefore  receiving  the  thrust  of  the  arches^  beinc  of  the  form  commonly  known  under 
the  appellation  of  a  bcwitring  bridge,  having  vertical  rods  or  bars,  with  diagonal  bracing,  to 
connect  the  arch  or  bow  with  the  tie.  The  total  length  is  213i  feet,  and  rise  of  the  arch, 
which  is  in  the  form  of  a  segment  of  a  circle,  25  feet.  The  arch  is  in  the  form  of  a  nearly 
equilateral  triangle  (the  side  3^  feet),  with  the  point  downwards,  constructed  of  boiler-plate 
iron,  five-eights  inch  in  thickness,  rivetted  together,  and  having  a  vertical  plate  of  the  same 
material  extending  from  the  lower  apex  of  the  triangle  to  the  opposite  side.  The  plates  are 
brought  together,  and  so  arranged  with  covering-plates  at  the  joints  that  they  lose  no  power  of 
resistance  to  compression  by  the  joints.  The  tie  or  string  of  the  arch  is  6  feet  in  height,  in 
the  form  of  the  letter  X,  the  top  and  bottom  flanges  or  plates  being  f-inch  thick,  and  the 
middle  web  a  double  thickness  of  ^-inch  boiler-jJate.  These  strings  are  well  connected  where 
the  plates  join  by  covering  plates  and  rivets,  and  to  the  extremities  of  the  arch,  angle- iron  being 
used  where  considered  necessary  to  stiffen  and  strengthen  the  parts.  The  above  dimensions 
apply  to  the  outside  arches  or  beams,  plates  of  similar  dimensions  being  doubled,  to  form  the 
middle  arch  or  beam,  which  is,  therefore,  nearly  of  double  strength,  having  to  afford  support 
to  both  lines  of  rail,  whereas  the  outside  arches  only  yield  support  to  one. 

The  central  distance  between  these  arches  or  beams  is  14  feet,  the  roadway  bein^  carried 
on  a  wooden  flooring,  supported  on  wrought-iron  cross  girders  rivetted  to  the  upright  web  of 
the  string  or  tie,  just  above  its  bottom  flange  or  plate.  The  top  of  the  arches,  where  their 
height  is  sufficiently  great  not  to  interfere  with  the  engine  chimneys  in  passing,  are  secured  in 
Iheu*  relative  position  by  wrought-iron  diagonal  bracing,  and  the  string  or  tie  is  well  connected 
to  the  bow  or  arch  by  vertical  ties  and  diagonal  bracing,  which  effectually  prevent  any  material 
alteration  in  the  form  of  the  arch  in  consequence  of  the  position  of  the  load. 

The  superstructure  of  the  bridge  so  constructed  rests  upon  a  timber  bed,  fixed  at  one  end, 
and  free  to  move  on  rollers  at  the  other,  to  allow  for  expansion  and  contraction  by  change  of 
temperature,  which  beds  are  again  carried  on  masses  of  concrete  contained  in  cast*iron  columns 
6  feet  in  diameter,  two  at  each  end  of  each  beam  or  arch. 

These  columns,  one  inch  and  one-eighth  in  thickness,  cast  in  lengths  of  six  feet*  bolted  to- 
gether with  inside  flanges,  have  been  sunk  various  depths  into  the  ground,  and  several  feet  below 
the  level  of  the  bed  of  the  river,  by  removing  the  gravel  inside  and  allowing  them  to  sink  by 
their  own  weight,  with  additional  weights  suspended.  They  have  been  thus  sunk  in  gravel,  the 
substratum  under  which  is  clay,  care  having  been  taken  in  every  case  to  leave  a  thicKness  of  at 
least  six  feet  of  sound  ^avel  between  the  bottom  of  the  cylinder  and  the  clay.  When  thus 
placed  at  the  required  depth  they  have  been  filled  with  concrete,  so  that  each  column  may  be 
considered  as  a  solid  pile  six  feet  in  diameter.  They  appeared  to  be  very  firm  under  the  pas- 
sage of  the  engines,  and  after  passing  several  trains  in  both  ways  at  various  speeds  over  the 
bridge,  so  as  to  cross  each  other  in  the  middle,  no  settlement  was  observed,  although  in  the  last 
week  one  pair  has  sunk  to  the  extent  of  three-quarters  of  an  inch.  Mr.  Brunei  has,  however, 
since  the  nrst  construction  of  the  bridge,  taken  out  the  surface  of  the  ground  surrounding  the 
piles,  and  laid  in  a  thick  bed  of  concrete,  completely  enclosing  all  the  piles  on  either  side  of 
the  river,  and  upon  this  has  caused  a  flooring  to  be  laid,  from  which  he  has  reared  cast-iron 
supports,  so  as  to  allow  the  bridge,  in  case  of  a  further  settlement,  to  be  wedged  up,  so  that 
I  feel,  with  this  additional  precaution,  great  confidence  in  recommending  the  Commissioners  to 
authorize  the  opening  of  the  railway. 

I  have,  &c., 

Capt.  Harness,  E.E.,  J.  L.  A.  Simmons, 

^c*.        ^c.  Capt.  Jtoyal  Engineers. 
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Appendix  No.  39. 

NORTH  BRITISH  RAILWAY. 
Sib,  Edinburgh,  October  5,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
this  day  inspected  a  portion  of  the  Hawick  Branch  of  the  North  British  Railway,  extending 
from  the  St.  Boswell  Station  to  Hawick. 

The  bridges  and  viaducts  of  this  portion  of  the  Kne  are  complete,  and  the  line  is  laid 
throughout ;  but  the  permanent  way  requires  a  great  deal  of  adjustment,  and  ballasting  in 
many  places.  The  station  arrangements  are  incomplete,  there  being,  as  yet,  neither  platforms 
nor  signals,  and  at  the  Hawick  Terminus  the  lines  in  the  station,  leading  to  where  the  platforms 
are  to  be,  are  not  yet  laid. 

^  I 
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Appendix  No.  39.  I  would  reoommoid  that  the  o|)eiQfig  be  postponed,  ina»mucb  as,  at  present*  it  would  be 
attended  with  danger  to  the  public^  by  r^aeon  of  the  incompleteness  of  tl^  works  and  of  the 
permanent  way« 

I  have,  Sic, 

Copt.  HamesMy  E.R,  R.  M.  Laffak> 

^.        ^.  Capt,  Royal  Engi% 


North  British 
Railway. 


SiA, 


Octo&0r  24, 184a 


I  HATE  the  honour  to  acquaint  yon,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  the  Hawick  Brancn  of  the  North  British  Railway,  between  St  Boswell 
Station  and  Hawick,  \2\  miles  in  length,  and  which  was  inspected  hj  Captain  Laffan  on  the 
5th  inst.,  and  reported  by  him  incomplete  in  the  adjustment  and  ballasting  of  the  permanent 
ways,  in  station  arrangements  as  regarded  platforms  and  signals,  and  the  laying  of  me  rails  to 
the  terminal  platform. 

I  have  now  to  report,  that  I  found  the  rails  in  good  adjustment,  and  the  line  sufficiently  bal- 
lasted, but  owinj?  to  the  recent  construcdon  of  many  of  the  embankments,  and  the  material  of 
which  they  are  formed  being  clay,  they  are  still  in  a  state  of  subsidence,  and  will  probably, 
dnriue  the  winter,  require  considerable  additions  of  ballast,  and  the  constant  attention  of  more 
than  the  usual  number  of  plate-layers,  to  keep  the  line  in  proper  adjustment ;  this  circumstance, 
I  consider,  should  induce  the  maintenance  of  a  moderate  speed  in  travelling  over  the  line, 
eertainly  not  to  exceed  20  miles  an  hour.  The  signals  and  platforms  are  all  complete.  At 
the  Hawick  Terminus  there  is  but  one  platform  for  the  arrival  and  departure  trains ;  it  is 
proposed  that  all  trains  arriving  shall  stop  about  100  yards  from  the  platform,  for  the  purpose 
of  collecting  the  tickets;  whilst  this  is  douig,  the  engine  will  be  detached,  and  run  into  the  tqp- 
line,  and  take  on  the  train  by  means  of  a  rope.  At  a  distance  something  less  than  10  yards 
from  the  termination  of  the  platform,  the  public  road  into  Hawick  runs  in  a  direction  perpen- 
dicular to  the  line  of  railway.  No  precautions  had  been  taken  to  prevent  the  train  running 
beyond  the  rails  and  into  the  road  further  than  those  I  have  mentionect,  viz.,  of  stopping  it  lOO 
yards  before  arriving  at  the  terminus,  and  then  running  it  up  to  the  platform  widiout  bein|^ 
preceded  by  the  engine.  As  the  terminus  is  approached  by  a  long  descending  gradient  of  1  in  150, 
which  is  succeeded  by  a  short  level  length  up  to  the  platform  of  only  12  diains,  these  measures 
appeared  to  me  quite  inadequate  to  insure  the  safety  of  the  public  using  the  road;  I  therefore 
told  the  resident  engineer  that,  under  the  circumstances,  I  could  not  recommend  the  opening  of 
the  line.  He  begged  that  I  would  visit  the  terminus  again  to-day,  to  see  if  the  precautions  he 
should  have  by  that  time  adopted  might  be  considered  sufficient.  As  I  had  the  time  to  spare, 
I  went  down  early  this  moming«  and  found  that  buffer-boards,  strutted  with  whole  timbers, 
had  been  put  up  at  the  end  of  the  line  sufficiently  strong  to  prevent  any  train  running  beyond 
the  rails.  I  would  recommend  a  notice  to  the  engine-drivers  being  put  up  on  the  gradient  of 
1  in  150  at  the  point  where  the  steam  should  be  shut  off,  so  that  the  train  may  easily  be 
brought  up  at  the  ticket-platform,  even  when  the  rails  happen  to  be  in  their  worst  state. 

The  precautions  I  have  recommended  being  attended  to,  I  am  of  opinion  that  the  line  may 
with  sa^ty  be  opened  for  the  conveyance  of  passengers. 

I  have,  &c. 


CapU  Harness^  KK, 


Georob  Wynne, 

Capt.  Royal  Engineers. 
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Appendix  No.  40. 

MONMOUTHSHIRE  RAILWAY.— {Neu;port  to  Blaina.) 

Sir,  Nmq>ort,  October  18,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners  of  Railways,  that,  in  com- 
pliance with  their  appoint metit  of  the  15th  instant,  I  yesterday  inspected  the  Monmouthshire 
Railway  from  Newport  to  Blaina,  a  distance  of  20i  miles,  and  again,  to-day,  examined  that 

{)ortion  of  it  which  adjoins  the  town  of  Newport  I  find  that  it  is  a  double  line  of  tramway, 
aid  with  wrought-iron  tram-plates,  resting  on  cast-iron  chairs,  which  are  bedded  upon  wooden 
transverse  sleepers,  and  that  it  follows  the  course  of  an  old  mineral  tramway,  which  has  been 
laid  many  years,  and  worked  partly  by  horse  and  partly  by  locomotive  power.  A  few  amend- 
ments and  deviations  have  been  made,  but  generally  the  line  remains  the  same  as  before,  and 
crosses  all  high  roads,  parish,  and  private  roads  on  the  level,  and  being  cut  almost  every- 
where in  the  side  of  a  hill,  ascending  and  meandering  up  the  valley  of  the  Ebbw  river,  these 
roads  cross  it  on  hills  more  or  less  steep,  but  in  some  cases  in  a  most  objectionable  manner, 
and  the  tramway  having  been  allowed  to  become  to  a  great  extent  a  public  thoroughfare, 
houses  have  sprung  up,  amounting  in  places  almost  to  streets,  close  adjoining  the  tramway, 
which  is  in  many  cases  their  only  oudet.  A  vast  deal  has  been  done  since  I  last  inspected  tms 
tramway  to  fence  out  these  premises,  but  much  still  remains  to  be  done,  and  the  fencing 
generally  along  the  line  is  not  complete.  On  leaving  the  station  in  the  town  of  Newport,  the 
line  proceeds  on  the  level  of  the  town,  of  which  it  heretofore  formed  a  street,  for  some  distance, 
but  is  now  fenced  off  from  the  houses,  between  which  and  it  a  narrow  road  has  been  left  on  each 
side  of  the  tramway,  and,  in  its  course,  crosses  two  of  the  principal  streets  of  the  town  on  the 
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level ;  one  of  these  being  the  oommnnication  between  the  town  and  die  market^  and  the  two  Appendix  No.  40. 
together  constituting  the  only  carriage  and  cart-roads  to  the  dock  and  out-lying  part  of  the  — ' 

town  called  Pill.    These  streets,  in  addition  to  the  crosang  of  this  tramway  which  I  have     Monmouththire 


the  passenger  line  crosses  these  streets,  and,  at  my  suggestion,  signals  are  to  be  {^aced  to 
protect  these  crossings,  but  nevertheless  the  obstruction  will  always  remain,  and,  as  the  town 
increases,  the  inconvenience  arising  there&om  will  likewise  increase,  and  the  crossings  of  the 
mineral  branches  remain  unprotected.  Between  the  Commercial-road  crossing  and  the  Corty? 
bella  Junction,  as  stated  in  my  report  to  the  Commissioners  of  the  19th  April  last,  p.  22, 
'^  the  tramway  runs  along  the  side  of  the  Cardiff  turnpike-road,  from  which  it  is  fenced  by  a 

rl  wall,  with  openings  to  aconnmodate  a  row  of  good  houses  built  on  the  opposite  side,  and 
inhabitants  of  which  have  no  means  of  leaving  t&ir  premises  but  by  crossing  the  railway**' 
The  Company  propose  to  maintdn  the  tramway  in  this  position,  and  to  construct  a  road  at  the 
back  of  these  houses,  so  as  to  give  the  inhabitants  an  outlet;  but  this  road  has  not  yet  been 
commenced,  and  until  completed,  and  the  access  fix>m  the  houses  to  the  railway  cut  off,  I 
cannot  reconmiend  that  the  railway  should  be  allowed  to  open.  Close  adjoining  the  Corty- 
bella  Junction  is  another  level  crossing  of  a  parish  road,  which  also  crosses  a  mineral  brandi 
worked  by  locomotives,  and  upon  whidi  there  is  a  very  considerable  traffic.  This  road  crossing 
is  protected  by  gates  where  it  crosses  the  passenger  tramway,  but  not  in  crossing  the  mineral 
tramway.  In  reporting  upon  these  arrangements,  1  feel  it  necessary  again  to  draw  the  attention 
of  Ibe  CommJBsioiiers  to  the  UgUy  objectionable  manner  in  which  the  traffic  on  the  railway 
is  brought  into  the  town.  The  town  is  rapidly  increasing,  and  therefore  the  difficulty  of  making 
alterations  in  any  plan  which  may  now  be  adopted,  and  for  which  no  more  favourable  time 
than  the  present  can  possibly  offer,  becomes  daily  greater.  The  powers  under  which  this 
railway  is  now  sought  to  be  opened  as  a  passenger  line  are  contained  in  an  Act  (8  and  9  Vic^ 
c.  169)  for  constructing  a  railway  from  Newport  to  Pont-y-pool  by  which  they  are  required 
to  improve  their  eiusting  railways,  wherever  it  may  be  necessary,  so  as  to  adapt  them  for  the 
eopvenient  passage  of  locomotive  steam-engines,  the  opeed  being  limited  to  10  miles  per  hour. 
Numerous  branches  were  in  existence  lea<]hng  into  the  town,  and  I  cannot  ascertain  that  any 
plan  was  laid  before  Parliament  and  approved,  by  which  either  of  these  branches  was  spe- 
cially authorized  as  the  railway  to  be  adapted  for  locomotive  power;  and,  therefore,  as  me 
present  plan  appears  to  me  highly  objectionable,  and  not  conducive  to  public  safety,  on  account 
of  the  numerous  level  crossings  and  mineral  junctions,  and  therefore  inconvenient  for  the  pas* 
sage  of  locomotive  engines,  I  feel  it  necessary  to  draw  the  subject  to  the  attention  of  the  Com- 
missioners, in  order  that  diey  may  determine  whether  they  will  authorize  the  opening  of  this 
railway  nearer  to  the  town  of  Newport  than  the  Cortybella  Junction. 

In  proceeding  upwards  from  liie  Cortybella  Junction,  at  H  mile  from  the  town  of  Newport^ 
the  railway  crosses  the  turnpike  road  leading  from  Newport  to  Cardiff  on  the  level;  this*  crossing 
is  protected  by  signals,  but  it  nevertheless  would  be  conducive  to  public  safety  if  it  were  avoided^ 
as  it  ea^ly  might  be,  by  a  aUght  diversion  carrying  the  railwav  over  the  road,  and  which  would 
likewise  improve  the  line  by  avoiding  bad  curves.  About  half  a  mile  further,  or  2  miles  fron^ 
Newport,  I  found  a  gate  across  the  railway,  which  here  enters  Tredegar  Park,  and  continues 
through  it  for  about  a  mile^  throughout  which  the  railway  is  in  no  way  fenced,  the  curves  very 
sharp,  and  the  road  not  properly  maintained.  I  was  informed  that  it  was  not  the  property  of 
the  Monmouthshire  Railway  Company,  but  that  it  belonged  to  Sir  C.  Morgan,  who  bias  estar 
blished  weighing-machines  cm  the  main  lines  for  ascertaining  the  weights  of  all  loads  carried 
over  the  road.  The  Act  above  quoted  provides,  that  this  being  portion  of  an  unbroken  line  of 
oonmiunication,  shall  be  so  improved  as  effectually  to  adapt  it  for  the  convenient  passage,  at 
reasonable  rates  of  speed,  of  the  engines  and  carriages  in  use  on  the  Company's  railways.  The 
instructions  of  the  Conmiissi^mers  directed  that  I  should  inspect  the  line  of  railway  from  New- 
port to  Blaina,  and  as  this  formed  part  of  it,  although  not  the  property  of  the  Company,  I  went 
over  it,  and  have  to  report  that  it  is  not  in  a  fit  state  for  the  conveyance  of  the  public,  not 
being  fenced,  the  tramway  being  in  a  bad  state,  and  the  curves  very  sharp,  and  also  on  account 
of  the  obstruction  produced  by  the  weighing-machines  on  both  the  up  land  down  lines.  Imme- 
diately on  leaving  Tredegar  Park,  the  railway  crosses,  on  the  level,  a  high-road,  and  then  the  lines 
diverge,  passing  a  cluster  of  about  a  dozen  houses  erected  between  the  two  lines  of  rails,  having 
another  level  crossing  of  a  public  road  and  a  junction  with  a  tramway  belonging  to  another 
Company  inunediately  at  the  other  end.  The  Company  have  enclosed  the  houses  with^i 
fencing,  providing  outlets  at  each  end  to  gain  access  to  the  public  road  level  crossings ;  but  this 
spot,  called  Pye-comer,  remains  nevertheless  a  very  great  obstruction  to  the  workingof  the  traffic, 
and  the  railway  passes  it  in  a  manner  likely  to  produce  serious  accidents.  The  two  level 
crossings  might  be  avoided  by  a  slight  diversion,  which  would  also  improve  the  direction  of  the 
railway,  from  this  point  upwards  to  Sisca  the  line  is  in  fair  working  order,  but  crosses  on 
the  level  several  public  roads,  which  might  generally  be  avoided  by  unimportant  deviations. 

At  one  of  these,  near  the  Royal  Oak,  [  requested  that  a  signal  might  be  erected,  in  conse- 
quence of  the  steepness  of  the  road,  and  the  incline  of  the  railway.  At  Risca,  7  miles  from 
Newport,  a  branch  line  from  Tredegar,  the  property  of  the  Company,  unites  with  the  main 
line  of  tramway :  I  requested  that  some  alterations  might  be  made  in  this  junction  and  in 
the  signals,  as  at  present  it  is  not  a  safe  working  junction.  Proceeding  upwards,  I  had 
occasion  to  remark  on  the  incompleteness  of  the  fencing,  and  that  in  places  trees  and  other 
things  were  too  near  to  the  railway;  and  near  Chapel-bridge  Station,  water  stations  had  been 
fornned,  which,  in  order  to  reduce  the  number  of  stopping-places  on  the  line^  I  requested  migh( 
be  brought  nearer  to  each  other  and  to  the  station. 
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Appendix  No.  40.       At  or  near  New  Bridge  Station  the  railway  crosses  three  public  roads  on  the  level ;  and^  at 
— "     ;        a  distance  of  about  half  a  mile  further,  one  of  the  same  roads  twice  again.     Proper  precautions 
lUi^wav  ^*^®  heen  taken  to  secure  these  level  crossings,  but  I  should  suggest  to  the  Commissioners,  for 

{Newport to Blama,)  ^^^^^  consideration,  whether  five  level  crossings  in  a  space  of  a  mile,  on  an  incline  of  1  in  113, 
are  convenient  for  the  passage  of  locomotives  where  they  can  be  avoided  by  a  very  trifling  de- 
viation, which  would  enable  the  Company  to  carry  the  tramway  over,  or  to  avoid  these  roads. 
From  Crumlin  upwards  the  road  is  in  a  very  fair  state,  only  requiring  fencing,  being  double  to 
Aberbeeg,  and  thence  single  to  Blaina. 

I  have  to  remark  generally  that  many  signals  were  deficient,  that  several  temporary  switches  or 
shifting  plates  are  upon  the  line,  and  that  most  of  the  switches  were  of  a  nature  which,  as  long 
as  they  remain  upon  the  main  line,  I  cannot  recommend  the  Commissioners  to  allow  the  line 
to  be  opened ;  and  that  as  many  of  die  sidings  are  on  inclines,  it  will  be  advisable  to  place  stops 
upon  them,  to  prevent  waggons  from  running  on  to  the  main  line.  In  conclusion,  I  have  td 
report  that,  on  account  of  the  incompleteness  of  the  works,  the  opening  of  the  line  will  be 
attended  with  danger  to  the  public  using  the  same,  even  at  the  reduced  speed  to  which  they 
are  restricted  by  Act  of  Parliament. 

I  have,  &c., 

Capt.  Harness,  B.E„  J.  L,  A.  Simmons, 

^c.        ^c,  Capt.  Royal  Engineers^ 


Office  of  Commissioners  of  Railways^  WhitehaU, 
Sir,  October  20,  1849. 

I  H AViB  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
report  from  Captain  Simmons,  of  his  inspection  of  the  Monmouthshire  Railway  from  Newport 
to  Blaina,  and  to  inform  you  that,  for  the  reasons  therein  stated,  they  have  postponed  the 
opening  of  the  line  in  question  for  the  purposes  of  public  traffic  for  one  month  from  this  date. 

I  am  at  the  same  time  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company 
to  the  observations  made  by  Captain  Simmons  in  his  report,  as,  until  the  Commissioners  are 
satisfied  that  the  objections  made  to  the  opening  of  the  railway,  as  affecting  the  public  safety^ 
are  removed,  they  cannot  sismction  any  sudi  opening. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Monnumthshire  Railway  Company.  ,  Capt.  Royal  Engineers. 


Sir,  Monmouth^  November  17 ^  1849« 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  I 
this  day  re-inspected  the  Monmouthshire  Railway  from  Newport  to  Blaina,  concerning  whidi 
I  reported  on  the  18th  October  that  it  was  not  in  a  condition  to  be  opened  with  safety  for  the 
conveyance  of  the  public.  Before  proceeding  over  the  railway,  a  copy  of  a  resolution  of  the 
Committee  or  Board  of  Direction  of  the  Company  was  placed  in  my  hands,  requesting  that  I 
would  specifically  point  out  what  I  consider  requisite  to  be  done  with  respect  to  the  Park 
Mile,  and  was  informed  at  the  same  time  that  plans  are  being  prepared  with  the  intention  of 
obtaining  from  Parliament  powers  to  improve  those  parts  of  the  line  which  most  require  it. 

Hann^  examined  the  whole  line,  I  have  now  to  report  that  the  gates  of  the  Dock-road  level 
crossing  m  the  town  of  Newport  have  not  yet  been  fixed,  that  the  signals  at  the  same  place 
have  not  been  erected,  that  an  alteration  of  the  junction  with  the  mineral  branch  at  the  same 
place  is  to  be  made,  and  the  temporary  switches  now  there  are  to  be  removed. 

The  arrangement  of  the  points  and  crossings  at  the  Rose  and  Thistle  junction  require  altera^ 
tion,  and  the  temporary  switches  to  be  removed. 

The  Cortybella  junction  is  still  worked  with  a  temporary  switch.  On  the  Park  Mile  no 
fencing  has  as  yet  been  erected,  which  will  be  necessary,  except  in  those  places  where  stone 
avails  have  been  built,  to  support  embankments  or  sides  of  cuttings.  The  entrance  gates  will 
require  to  be  removed,  their  posts  being  inconveniently  near  to  the  rails ;  and  it  is  necessary 
that  the  weighing-machines  at  the  southern  end  should  also  be  removed,  and  not  be  allowed 
to  remain  on  the  main  lines.  A  portion  of  the  road  is  laid  on  stone  blocks,  and  the  remainder 
on  sleepers  chiefly  7  feet  long,  which  must  be  difficult  to  maintain  in  a  good  working  state. 
An  improvement  is  contemplated  by  which  the  curves,  the  radii  of  which  are  very  small,  will 
be  flattened.     At  present  they  are  so  very  sharp  that  they  are  highly  objectionable. 

At  Pye  Corner,  one  of  the  gates  of  the  level  crossing  has  not  yet  been  fixed,  and  the  fencing 
to  shut  out  the  inhabitants  of  the  cottages  from  the  railway  has  not  been  completed.  At  the 
Rymney  junction  the  signals  have  not  been  fixed,  and  the  temporary  switches  require  to  be 
removed.  A  signal  is  necessary  for  safety  at  the  Rogeston  level  crossing,  and  the  Rogeston 
junction,  leading  to  some  tin*works,  cannot,  as  it  at  present  exists,  be  worked  with  safety  to  the 
traffic  upon  the  line. 

The  signals  and  points  at  Risca  junction  require  re-arrangement.  The  junction  with  Sir 
B.  Hall's  tramroad  requires  to  be  altered  so  as  to  remove  the  &cing-points,  and  the  position  of 
the  signals  to  be  changed,  also  the  shifting  switches  to  be  taken  away.  I  am  of  opinion,  also, 
that  a  signal  for  the  down  line  will  be  advisable  to  protect  the  Pont-y-wain  level  crossing.  Sir 
B.  Hairs  tramroad  is  carried  over  the  Monmouthshire  Companv*s  road  by  a  bridge,  the  span 
of  which  IS  only  18  feet,  which  being  too  narrow  for  a  double  line  of  way,  the  Company 
have  placed  a  signal-man  to  prevent  two  trains  from  meeting  under  the  bridge.     As  two  trains 
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could  not  possibly  pass  one  another  at  this  place  without  coming  in  contact^  I  requested  that    Appendix  No.  40. 
one  line  of  rails  might  be  connected  into  the  other,  so  as  to  make  only  a  single  line  of  way  """^ 

from  a  little  below  the  bridge  to  Chappie  Bridge  Station,  and  that  this  should  be  worked  as  a  'RJ[^!JJJJ■ 

single  line,  no  train  being  allowed  to  pass  unless  accompanied  by  a  man  appointed  for  the  {Ifewpartlobama^ 
express  purpose,  whose  duty  would  be  to  travel  with  every  train  over  the  single  line ;  all 
danger  fit>m  collision  will  ihus  be  avoided.  At  Abercam  a  level  crossing  of  a  parish  road  will 
reouire  a  signaL  and  an  alteration  will  be  necessary  at  Pont  Aberbeeg  juncdon.  Besides  these 
pouits  particularly  enumerated,  I  have  to  remark  that  there  were  many  shifting  rails  or  tem- 
porary switches  which  require  removal,  and  that  the  fencing  in  many  places  was  still  incomplete, 
and  that  the  whole  line  being  on  an  inclination,  and  likewise  generally  all  the  sidings  and 
connexions  with  the  mineral  works,  I  consider  that  it  is  absolutely  necessary  for  the  safety  of 
die  traffic  that  they  should  all  be  supplied  with  stops,  to  prevent  loose  waggons  from  escaping 
on  to  the  main  line.  When  I  last  examined  this  railway,  I  remarked  to  the  officers  of  the 
Company,  that  it  appeared  to  me  absolutely  necessary  that  the  system  of  traction  by  horse* 
power  should  be  abandoned,  and  locomotives  only  used,  in  order  that  the  plate-layers  may 
nave  an  opportunity  of  properly  maintaining  the  road.  I  find  that  this  system  still  continues, 
and  that  the  road  therefore  is  in  a  very  bad  state ;  and  I  am  naturally  led  to  infer  that  the 
locomotive  stock  of  the  Company  is  not  sufficient  to  carry  all  the  traffic.  Until  the  road  shall 
have  been  repaired  and  properly  beat  up,  which  is  impossible  until  the  horse  traction  is  aban- 
doned, I  do  not  consider  that  the  road  can  be  maintained  in  a  state  for  the  safe  conveyance  of 
the  public.  Under  all  these  circumstances,  and  for  the  reasons  before  stated,  I  have  therefore 
to  report,  that  in  my  opinion  the  opening  of  this  railway  from  Newport  to  Blaina  will  be 
attended  with  danger  to  the  public  usin^  the  same  by  reason  of  the  incompleteness  of  works, 
and  permanent  way  and  insufficiency  of  the  establishment  for  working  such  railway. 

I  have,  &c., 

Copt.  Harness^  R.E.,  J.  L.  A.  Simmons, 

Sfc.        ^.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  Novmnber  20,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  Captain  Simmons'  report  of  his  re-inspection  of  the  Monmouthshire  Railway,  from 
Newport  to  Blaina,  and  to  inform  you  that,  for  the  reasons  therein  stated,  they  have  further 
postponed  the  opening  of  the  line  in  question  for.  the  purposes  of  public  traffic,  for  one  month 
from  this  date. 

I  have,  &c., 

TTie  Secretary  of  the  H.  D.  Harness, 

Monmovthshire  Railway  and  Canal  Company.  Capt  Royal  Engineers. 


Sir,  Lincoln^  December  19,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  I 

festerday  re-inspected  the  Monmouthshire  Railway,  from  Newport  to  Blaina,  concerning  which 
reported  on  the  18th  October,  and  again  on  the  17th  November,  that  it  was  not  in  a  condition 
to  be  opened  with  safety  for  the  conveyance  of  the  public.  On  my  inspection  yesterday  I  again 
found  that  much  fencing  was  deficient,  many  temporary  points  still  existed,  and  that  the 
system  of  traction  by  horse-power  being  continued,  the  roadway  was  in  a  very  bad  condition, 
and  generally,  that  but  few  of  the  points  objected  to  in  my  previous  reports  had  been  attended 
to,  either  on  the  Company's  line  or  on  that  portion  of  the  line  known  as  the  Park  Mile,  which 
passes  through  Tredegar  Park.  From  the  information  I  obtained  from  the  locomotive  Super- 
intendent, there  seems  but  little  probability  of  a  sufficiency  of  locomotive  power  being  supplied 
to  enable  the  Company  to  dispense  with  horse-traction  before  the  month  of  February,  auring 
which  time  the  road  cannot,  in  my  opinion,  be  placed  and  maintained  in  a  safe  state  for  the 
passage  of  engines  and  heavy  carriages.  In  the  mean  time  a  most  dangerous  state  of  thing^s 
subsists :  a  very  heavy  mineral  traffic,  with  a  considerable  passenger  traffic  is  carried  on,  partly 
by  horses  and  partly  by  locomotive  power;  and  in  consequence  of  the  state  of  the  road«  i 
expect  daily  to  hear  of  some  terrific  accident,  accompanied  with  loss  of  life.  The  district  is 
very  populous,  and  from  the  peculiar  manner  in  which  it  has  grown  up  in  the  vicinity  of  the 
Monmouthshire  Canal  Company's  tramroads,  which  have  been  heretofore  used  as  common 
high-roads,  upon  which  every  person  was  allowed  to  travel  either  on  foot  or  in  his  own  private 
tram-carriage  or  waggon,  the  people  have  no  other  conimunication  in  many  cases  by  which 
they  can  leave  their  homes,  and  therefore  the  Company,  not  having  fulfilled  the  engagement 
contained  in  their  Acts,  that  they  were  to  carry  passengers  on  and  after  the  1st  August  last  in 
properly  constructed  carriages,  allow  the  inhabitants  or  others  requiring  to  travel  to  get  into 
carriages,  or  on  waggons  attached  to  mineral-trains,  and  so  convey  them  toll-free  (I  believe) 
over  the  line.  The  same  danger  to  life  and  limb  therefore  exists  now,  and  even  to  a  much 
greater  extent,  than  if  the  line  were  regularly  opened  to  the  public,  who  would  then  only  travel 
in  carriages ;  I  have  therefore  considered  it  my  duty  to  bring  the  subject  under  the  consider- 
ation of  the  Commissioners,  reporting,  at  the  same  time,  that  in  my  opinion  the  opening  of  the 
Monmouthshire  Railway,  from  Newport  to  Blaina,  will  be  attended  with  danger  to  the  public 
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A^wndix  Ko.  40.  ^^°S  ^^®  same,  by  reason  of  tbs  inooaipleteneBs  bf  tlw  works  and  permaBMit  way,  and  the 
„     — —  insufficiency  of  the  establishment  .for  working  sudi  rulway. 

UoraiouthsUre  I  ha^e,  &c., 

.  Railwty* 
iW^9i9mtto£kma.)  Capt.  Hameass  R.E.,  J.  L.  A.  Simmons, 

^c.        ^c.  Capt  Rayed  JEhiffineers. 

P.S. — In  the  opinion  above  expressed,  as  to  the  danger  to  be  apprehended  from  carrying  on 
the  traffic  by  looomotive  engines  and  in  heavy  carriages,  I  am  fully  borne  out  by  an  accident 
which  happened  a  few  days  i^go  to  a  mineral-train  in  passing  over  the  Park  mile,  when  several  of 
the  waggons  ran  off  the  xram-plates,  and  were  precipitated  down  a  bank,  and  nwch  damaged, 

J.  Xa.  Am  S. 


Office  of  Commissioners  of  Railways^  WhitehdU^ 
"SiK,  December  21, 1849. 

I  HAVE  been  directed  by  the  Conmussioners  of  Bailways  to  transmit  to  jou  the  eadoaed 
copy  of  Captain  Simmons'  Report  of  his  re-inspecdon  of  the  Monmouthshire  Railway,  from 
Newport  to  Blaina,  and  to  inform  .you  that^  for  the  reasons  therein  stated,  they  have  further 
postponed  the  opening  of  the  line  in  question  for  the  purposes  of  public  traffic  for  Ihe  p^iod  of 
one  month. 

I  am  at  the  same  time  to  call  the  attention  of  the  Directors  of  the  Company  to  the  remarks 
made  by  the  Inspecting  Officer  in  his  report  upon  the  dangerous  mode  in  wUeh  the  traffic  is 
carried  on  upon  the  Monmouthshire  Railway,  die  unauthorized  manner  in  which  paaaeogecs 
are  conveyed,  and  the  non-compliance  with  tlie  provisions  of  the  Company's  Act  as  to  ihe 
completion  of  the  line  for  passenger  traffic  within  the  specified  time.*  If  this  dangerous  state  of 
things  is  allowed  to  continue,  it  will  become  the  duty  of  the  Commissioners  to  t^LC  such  legal 
proceedings  as  the  Law  Officers  of  the  Crown  may  suivise  for  restraining  the  use  of  the  line  in 
a  manner  unauthorized  by  law,  and  seriously  encmngering  the  public  safety. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Mortmouthskire  RaQway  xmd  Canal  Company.  Capt.  Royal  Engineers. 


Appendix  No.  41.  ApPBNBTX  No.  41. 

aSS^  WeSSi  WINDSOR,  STAINES,  AND  SOUTH  WESTERN  RAILWAY. 

^^^^^^'  Office  of  Commissioners  of  Railways,  WhiUMl, 

Sir,  Augud  10, 1849. 

I  SLAVS  the  honour  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday 
inspected  a  portion  of  the  Loop  line  of  the  London  and  South  Western  Railway,  extending  from 
its  junction  with  the  Richmond  Railway  at  the  Barnes  station  to  a  temporary  terminus  situated 
at  a  distance  of  4  miles  and  68  chains;  also  the  Windsor  extension  of  the  same  railway. 

The  permanent  way  of  the  portion  of  the  Loop  line  inspected  by  me  required  still  a  few 
days'  work  to  complete  the  ballasting;  there  remained  also  to  fill  up  some  of  the  platforms  to 
ilie  proper  level  whh  gravel,  and  to  complete  the  fixing  the  signals,  which  were  all  on  the 
spot.  I  am  of  opinion,  however,  that  everything  remaining  to  be  done  may  be  completed  by 
Mcmday  next,  the  19th  instant,  and  beg  to  recommend  that  permission  be  given  to  the  Com- 
pany to  open  on  that  day. 

The  Windsor  Extension  is  still  in  a  very  unfinished  state,  the  bridge  over  the  Thames  not 
hong  completed,  and  many  portions  of  the  permanent  way  not  bein^  laid.  I  am,  therefore,  of 
opinion  that  the  op^ng  the  Windsor  Extension  would,  be  attended  with  danger  to  the  public 
\yj  reason  of  the  incompleteness  of  the  works  and  of  the  permanent  way. 

I  have,  &C, 

Capt.  Harness  J  R.E.,  R.  M.  Laffan, 

Si'c.        sfe.  Capt.  Royal  Engineers. 


8nt^  Whitehall,  November  26, 1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that, 
baying  communicated  with  the  Windsor,  Staines,  and  Southwestern  Railway  Company,  I 
inspected  that  portion  of  their  line  which  lies  between  Datchet  and  Vi^ndsor,  on  Thursday,  the 
22nd  instant,  being  1}  mile  in  length.  I  found  the  line  complete  in  every  respect  as  a  double 
line,  but  liaving  been  opened  with  a  temporary  terminus  at  Datchet,  several  points  had,  for 
convenience  in  working  the  station,  been  laid  so  as  to  meet  the  traffic.  I  consider  that  it  is 
absolutely  necessary  for  the  public  safety  that  these  points  should  be  removed  or  re-arranged 
tipon  the  opening  of  the  line  to  its  present  terminus  at  Windsor. 

I  examined  the  bridge  over  the  Thames  at  Blue  Pots,  carefully.  It  is  founded  upon  masses 
of  concrete  laid  in  cast-iron  piles,  which  have  been  driven  partly  by  atmospheric  pressure  and 
partly  by  the  imposition  of  dead  wei^^ts.  Upon  the  top  of  these  columns  or  piles  a  cast-iron 
plate  has  been  fixed,  and  then  large  Yorkshire  landings  to  carry  brick-piers  and  abutments, 
the  top  of  the  cast-iron  beiDg  nearly  two  feet  below  the  surface  of  the  water.  Cast-iron  arches, 
of  ample  dimensions  to  carry  the  weights  that  may  come  upon  them,  span  the  openings,  having 
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plat6B  between  them  to  cany  ballast,  upon  which  the  roadway  is  laid  in  the  ordinary  manner   Appendix  No.  4U 

with  longitudinal  timbers  and  the  bridge  rail.     When  the  bridge  was  first  completed  and  tb«  -^-^ 

weiffhtof  the  superstructure  was  allowed  to  come  upon  the  piers,  they  began  to  settle,  and    ^'^'S^^S^^ 

rendered  the  structure  so  insecure  that  the  engmeer  was  obliged  to  remove  &e  superstrueture,  ^    R^r«r'^"* 

and,  having  loaded  with  dead  weights  exceedmg  to  a  very  considerable  amount  tho  load  that 

will  come  upon  the  bridge  in  practice,  the  piers  settled,  and  have  apparently  taken  a  firm 

bearing  by  pressure  upon  the  day  on  wMeh  they  rest.    The  greatest  loi^  having  remained  on 

for  a  week  without  producing  any  effSect,  it  was  removed  and  the  superstructure  restored  upon 

the  ardi  prineiple.    The  engineer,  has,  however,  considered  it  judicious  to  substitute  cinder  for 

gravel-ballast,  so  as  to  reduce  the  permanent  load.     From  the  depth  to  which  the  piles  are 

driven  I  do  not  imagine  that  any  injury  to  the  foundations  is  to  be  apprehended  from  the  seour 

of  the  river ;  but  as  the  foundation  has  proved  itself  treacherous,  more  especially  in  the  piers 

which  stand  in  the  river,  and  the  effect  of  vibration  from  passing  engines  has  not  yet  been  fully 

tried,  I  have  to  sufi^gest  that  a  very  careful  examination  of  the  Levels  of  the  piers  should  be  for 

some  time  maintamed,  and  that,  should  any  the  Mgihted  settlement  be  observed,  the  trains 

should  immediatefy  cease  to  run  over  it    Tins  I  consider  necessaiy  in  consequence  of  the 

adiqption  of  the  arch  principle  depending  upon  the  stability  of  the  piers  and  abutments.     As 

ev«iy  precaution  has  been  taken  to  drive  the  piles  as  far  as  they  will  go,  it  is  very  probable 

that  they  will  not  again  move ;  bnt  as  the  firmness  of  the  foundation  has  been  proved  to  be 

acted  upon  by  the  water  of  die  river,  it  k  impossible,  without  experience,  to  say  whether  passing 

eoeines  will  produce  a  further  settlement. 

1  caused  an  engine  to  be  moved  over  it  several  times  in  each  direction,  and  found  ths^  the 
vibration  of  the  brick  piers  was  very  small,  so  that^  with  the  precaution  above  recommended,  1 
conceive  that  no  risk  will  accrue,  while  the  ezpertence  is  being  obtained,  by  the  public  traffie 
being  carried  over  it. 

miile  passing  over  the  line,  I  remarked  that,  in  consequence  of  Richmond  having  been  a 
temporary  terminus  of  the  line,  which  has  been  opened  by  degrees,  several  facing  points  had 
been  introduced,  and,  upon  the  extension  of  the  line,  have  been  albwed  to  remain.  As  I  con- 
sider these  points  to  be  conducive  to  the  danger  of  the  puUic  using  the  railway,  I  have  f<^t  it 
my  duty  to  oring  the  subject  under  the  consideration  of  the  Commissioners. 

I  have,  &c, ' 

Copt.  Harness,  lt.E.,  J.  L.  A.  Simmons, 

^.        ^.  Oapt.  Royal  Engineers, 

Sir,  Landan,  November  29,  184»« 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  I 
yesterday  inspected  the  Loop  line  of  the  Windsor,  Staines,  and  South  Western  Railway,  from 
Smallberry-green  to  the  junction  with  the  Windsor  line  at  or  near  HoimsLow,  a  distance  of 
2  miles  2  ehank 

Upon  examination  of  the  works,  I  found  that  the  centres,  although  not  yielding  support  to 
the  arches  of  a  brick  bridge  over  the  Brewhouse-lane,  leading  from  Hounslow  to  Isleworth, 
bad  not  been  removed ;  and  that  the  cement  with  which  the  arches  are  built  appeared  not  to 
be  of  the  best  description :  I  cannot,  therefore,  pass  an  opinion  on  the  bridge  until  these- 
oentres  are  entirely  removed,  as  no  measurements  had  been  taken  to  a^^certain  whether  any 
settlement  had  taken  place  in  the  arches,  and  it  is  impossible  to  see  whether  they  have  main- 
tained their  form  or  not.  The  turnpike-road  from  Brentford  to  Hounslow,  upon  which  the 
traffic  is  very  great,  is  crossed  by  a  bridge  carrying  the  railway,  the  superstructure  of  which  is 
formed  of  two  wrought-iron  tubular  carders,  having  transverse  girders  between  them,  upon  which 
planking  has  been  bid,  and  longitudinal  timbers,  with  the  bridge-rail  bolted  down  to  it.  The 
noise  produced  by  a  passing  train  is  very  great,  and  unless  reduced,  will  be  likely  to  produce 
great  inconvenience,  and  much  risk  by  frightening  horses  upon  the  road.  It  appears, 
merefore,  that  it  would  be  advisable  to  lay  the  permanent  way  with  ballast  between  it  and  the 
planking,  or  to  adopt  some  other  means  so  as  to  deaden  the  sound  produced  by  passing  trains. 
At  the  Smallberry-green  station,  which  has  been  a  temporary  terminus,  a  crossing  which  has 
been  laid  to  meet  the  traffic  must  be  either  altered  or  removed,  being,  as  now  laid,  a  source 
of  danger  to  the  traffic.  Under  these  circumstances  I  have  to  report  that  I  am  of  opinion  that 
the  opening  of  this  railway  from  Smallberry-green  to  Hounslow  will  be  attended  with  danger 
to  the  public  using  the  same,  by  reason  of  the  incompleteness  of  the  works  and  permanent  way. 

I  have,  &c., 

Copt,  Harness,  R,K,  J.  L.  A.  Simmons, 

^c.        ^c.  Capt.  Royal  Engineers. 


Sir,  Whitehalh  December  15,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  I 
again  examined  the  Loop  line  of  the  Windsor,  Staines,  and  South  Western  Railway,  from 
Smallberry-green  to  Hounslow,  on  the  8th  instant,  when  I  found  that  the  centres  had  been 
removed  in  the  bridge  over  the  Brewhouse-lane,  and  the  arches  having  maintained  their  form, 
I  have  every  reason  to  believe  that  they  are  perfectly  sound  and  safe  for,  the  transit  of  trains. 
The  bridge  over  the  public  road  at  Smallberry-green  had  been  so  altered  by  the  addition  of  a 
few  inches  of  ballast  under  the  longitudinal  timbers  carrying  the  rails  as  in  a  great  measure  to 
\  ulliiy  the  sound  produced  by  passing  trains.    But  having  had  an  opportumty  of  examining 
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.l^ppenflii  No.  41.  the  drawings  of  this  bridge  since  my  inspection,  I  have  to  report  that  I  have  not  sufficient.con- 
fidence  in  the  structure  to  report  that  I  consider  it  safe  for  the  repeated  passage  of  trains  for 
an  unlimited  number  of  times,  such  as  will  ensue  after  the  opening  of  the  line  for  public  traffic. 
The  bridge  is  of  the  following  construction :  the  abutments  have  a  clear  interval  between  them 
of  99  feet  8  inches,  which  is  broken  into  three  spaces  by  two  piers  separating  the  foot-paths  on . 
•each  side  from  the  roadway,  leaving  a  clear  interval  between  the  piers  of  66  feet,  measured 
•obliquely  on  the  face  of  the  bridge  across  the  road«way.     These  spaces  are  spanned  by  two 
wrought-iron  tubular  girders  extending  over  the  three  openings,  and  bearing,  therefore,  upon 
both  abutments  and  piers,  and  which  form  the  parapets  of  the  railway  bridge.     Between  these 
girders  are  wrought-iron  double  T  girders,  carrying  a  flooring  of  3-inch  planking,  upon  which  • 
is  now  laid  ballast  of  fine  gravel,  4  inches  in  thickness  under  longitudinal  timbers^  to  which  the 
rtiils  are  fixed,  as  in  the  ordinary  permanent  way  laid  upon  the  system  of  longitudbal  bearings.  > 
These  box,  or  tubular  girders,  sections  of  which  are  annexed,  are  formed  of  wrou^t-iron 
plates,  varying  from  {ths  of  an  inch  in  thickness  in  the  centre  to  I'rths  at  the  points  of  bearings . 
and  are  strengthened  with  angle-iron  of  corresponding  diminsions ;  but,  as  they  take  bearings  on . 
the  intermediate  piers,  the  bridge  cannot  be  regarded  as  a  single  span  of  100.  feet,  in  wbidi^ 
case  the  girders  would  not,  in  my  opinion,  be  of  sufficient  strength  to  carry  the  partly. perma*; 
nent  and  partly  moving  loads  that  may  come  upon  them  in  practice,  but  must  be  considered. as j 
receiving  support  from  the  intermediate  piers,  in  which  case,  if  all  the  ordinary  conditions  of. 
e^irders  over  single  spans  subsisted,  and  they  were  considered  as  simple  beams,  having  a  clear: 
mterval  between  their  supports  of  66  feet,  their  breaking  weight  would  probably  amount  taj 
rather  more  than  four  times  the  greatest  load  that  can  be  brought  upon  them  in  practice.    But 
these  conditions  do  not,  as  far  as  I  can  learn,  subsist ;  for  although  the  extension  of  the  beams; 
beyond  the  piers  and  over  the  smaller  openings  would,  if  duly  constructed,  add  to  their  strength,  > 
I  find  that  no  provision  has  been  made  to  stiffen  and  strengthen  them  over  those  points  where 
they  receive  support  from  the  piers.     In  all  the  wrought-iron  girders  which  I  have  heretofore 
seen  it  has  been  considered  necessary  to  add  to  their  stiffness  and  strength  over  rigid  points^, 
and,  therefore,  more  particularly  as  the  vertical   angle-irons  used  in  the  construction  of  the 
beam  do  not  even  in  all  cases  happen  to  be  situated  over  these  points,  I  do  not  feel  that  I  can  >. 
take  upon  myself  to  certify  the  sufficiency  of  this  structure  to  sustain  the  repeated  passage  of 
heavy  loads,  as  in  this  particular  a  departure  has  been  made  from  the  principle  of  the  tubular 
bridge  as  heretofore  constructed.     The  thickness  of  the  wrought-iron  at  tliese  points  in  the^ 
sides  and  top  of  the  tubes  is  TT^hs  of  an  inch,  and  of  that  in  the  bottom  ^i\is  of  au  inch. 

Under  these  circumstances,  I  have  to  report  that  I  am  of  opinion  that  the  opening  of  this 
portion  of  the  Loop  line  of  the  Windsor,  Staines,  and  South  Western  Railway,  extending  from 
Smallberry-green  to  Hounslow,  will  be  attended  with  danger  to  the  public  using  the  same,  by 
reason  of  the  insufficiency  of  the  works. 

I  have,  &C., 


Capt.  Harness,  R.E., 


J.  L.  A.  Simmons, 

Capt.  Royal  Engineers. 


Sir,  WkUehdO^  December  26,  1849. 

I  HAVE  to  report  to  you  that  the  resident  engineer  of  the  Windsor,  Staines,  and  South 
Western  Railway  has  this  day  informed  me  that,  in  consequence  of  the  remarks  made  in  my 
report  of  the  15th  instant,  upon  the  bridge  at  Smallberry-green  over  the  turnpike«road,  angle- 
irons  have  been  rivetted  vertically  upon  the  sides  of  the  tubes  over  the  points  where  they  rest' 
upon  the  intermediate  piers,  and  trusting  that  these  will  be  sufficient  to  secure  the  stiffness  of 
the  structure  at  this  point,  I  have  to  rejport  that  I  am  not  aware  of  anything  to  prevent  the 
opening  of  this  line  for  the  conveyance  of^the  public. 

I  have,  &c., 

Capt.  Harness^  B.E.,  J.  L.  A.  Simmons, 

^c.        ^c.  Capt.  Royal  Engineers. 
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Appendix  No.  42. 

SHREWSBURY  AND  BIRMINGHAM  RAILWAY. 

October  25, 1849. 


Sir, 

I  HATE  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on  my  arrival 
yesterday  at  Birmingham,  I  was  waited  upon  by  Mr.  Baker,  the  engineer  of  the. 
Shrewsbury  and  Birmingham  Railway,  who  stated  to  me  that,  in  consequence  of  a  disagree- 
ment with  one  of  the  contractors,  he  had  been  unable  to  complete  a  small  portion  of  the 
permanent  way,  and  was  anxious  that  I  should  postpone  my  inspection.  I  informed  him 
that  any  postponement  must  come  from  the  Commissioners,  and  that  it  would  be  necessary  for 
me  to  see  and  report  upon  the  line ;  as,  in  anticipation  of  my  being  able  to  accede  to  his 
request  of  postponing  the  inspection,  he  had  left  some  portions  on  other  parts  of  the  line 
incomplete ;  I  arranged  with  him  to  confine  my  inspection  this  day  to  the  part  of  the  line 
where  the  permanent  way  was  imperfect,  and  I  have  now  to  report,  that  between  the  14th  and 
15th  mile  in  a  cutting  and  through  a  tunnel,  abdut  30  chains  of  the  permanent  way,  requires 
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adjustment  and  drainage,  and  without  rererence  to  the  works  on  the  other  parts  of  the  line,  the  Appendix  No.  48. 

incompleteness  of  the  permanent  way  alone  on  this  portion  of  the  railway  would  render  it  -— 

unsafe  to  open  the  line  for  the  conveyance  of  passengers.  Birnfn  Sm* 

I  have,  &c.,  R^\^\y. 

Copt.  Hameis,  B.E.^  Gborgb  Wynne, 

|v.        j*c.  Ctqjt.  Royal  Enffineers. 


Sir,  Warrinffton,  Novembers,  194Q. 

I  HAVE  to  report^  for  the  information  of  the  Commissioners,  that  I  this  day  inspected 
the  extension  of  the  Birmingham  and  Shrewsbury  Railway  from  Oaken  Gate  to  Wolver^ 
hampton.  I  found  the  permanent  way  in  good  order,  the  station  arrangements  complete,  and 
the  bridges  substantially  constructed.  At  the  Oaken  Gates  end  there  is  a  tunnel  of  about 
a  quarter  of  a  mile  long,  it  is  constructed  wholly  of  brick  without  an  invert^  the  side  wall 
standing  on  rock  which  reaches  as  high  as  the  springing  of  the  arch ;  it  is  nevertheless  lined 
throughout ;  the  brickwork  of  the  arch  is  partly  set  in  cement  and  partly  in  mortar,  made 
with  nydraulic  lime ;  the  brickwork  varies  from  3  to  4  bricks  in  thickness ;  parts  of  the  tunnel 
are  very  wet,  and  these  parts  are  lined  with  corrugated  iron ;  I  was  informed  that  the  parts 
which  were  wettest  were  constnicted  in  open  cutting.  The  parts  of  this  tunnel  exposed  to  view 
had  every  appearance  of  soundness  ;  and  for  those  parts  concealed  from  view  by  the  lining,  I 
had  the  assurance  of  Mr.  Baker  (the  engineer  m  charge  of  the  works  under  Mr.  Stephenson) 
that  they  were  perfectly  sound,  and  that  all  the  other  parts  of  the  tunnel  were  so  likewise.  I 
thought  it  my  auty  to  mquire  particularly  of  Mr.  Baker  the  cause  of  a  paragraph  I  saw  in  the 
papers,  viz.,  '*  That  Mr.  Stephenson  had  inspected  the  tunnel,  and  pronounced  it  to  be  quite 
safe,*'  and  be  informed  me  that  it  had  reference  to  old  coal-workings  under  the  tunnel,  but 
that  borings  having  been  made  in  three  different  parts  of  the  tunnel  which  w^it  a  depth  of 
60  feet  below  the  sole  of  the  tunnel  through  solid  rock,  it  was  to  be  presumed  that  no  danger 
was  to  be  apprehended  from  the  fSsdling  in  of  the  roofs  of  the  old  workings. 

From  my  own  examination  of  the  tunnel,  and  the  statements  of  Mr.  Baker,  I  have  every 
reason  to  believe  that  it  is  soundly  constructed,  and  I  am  of  opinion  that  the  line  may  he 
opened  with  safety  for  the  conveyance  of  passengers. 

I  have,  &c.> 

Cbpr.  Hamessy  JIE.^ 


George  Wynne, 

Copt.  Royal  Engxneer$. 
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Railway  Commissianers^  Office^ 
October  27,  1849. 
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St  iiden't 
Extension. 


I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
Thursday,  the  25th  instant,  I  inspected  the  extension  of  the  St.  Helen's  Railway  into  the  town 
of  St.  Helen's. 

The  length  of  this  extension  is  21  j  chains.  It  has  been  constructed  without  any  authority 
from  Parliament,  on  land  belonging  to  the  Company.  The  line  crosses  no  public  road,  but 
there  is  one  private  road  and  a  colliery  tramway,  which  it  crosses  by  level-crossings,  with  the 
consent,  as  1  am  imformed,  of  the  parties  concerned. 

The  whole  extension  is  on  an  embankment,  formed  of  ashes  and  cinders  from  neighbouring 
factories ;  the  material  appears  to  stand  very  well. 

The  line  crosses  the  Sutton  Brook  by  a  stone  arch  of  a  semicircular  form>  14  feet  in  span. 
It  also  crosses  the  Sankey  Canal,  which  belongs  to  the  Railway  Company,  by  a  swivel- 
bridge.  I  believe  both  these  bridges  to  be  sufficiently  strong;  and  I  do  not  anticipate  any 
difficulty  in  the  working  of  the  swiveUbridge,  for  both  railway  and  canal  are  under  the  same 
direction ;  and  the  Company's  regulations  are,  that  the  bridge  shall  always  be  set  for  the 
trains,  and  only  op^ied  for  boats  at  times  when  no  trains  are  expected,  and  after  signals  shall 
have  been  made  to  stop  any  unexpected  train  that  might  arrive. 

The  station  arrangements  at  the  new  terminus  are  not  yet  complete;  neither  platform  nor 
signals  being  ready.    At  the  swivel-bridge,  also,  the  signal  is  not  yet  in  place. 

The  permanent  way  is  not  properly  adjusted.  At  the  Junction  with  the  old  line,  the  plans 
sent  to  this  department  show  a  curve  of  7^  chains  ramus ;  but  on  going  over  the  bne  it 
appeared  to  me  that  a  much  sharper  curve  had  in  some  places  been  used ;  and,  on  taking 
measurements  to  ascertain  the  true  radius,  I  found  that  at  one  place  it  vvas  imder  3  chains.  I 
attribute  this^  however,  not  to  any  intention  of  laying  out  such  a  sharp  curve>  but  to  haste, 
or  a  want  of  proper  attention  to  preserve  the  uniformity  of  the  one  intended. 

The  rail  used  weighs  65  lb.  to  the  yard.  This  is  a  light  rail,  but  the  traffic  will  not  be 
heavy,  and  the  speed  vnll  necessarily  be  slow.  It  is  laid  in  16  feet  lengths,  with  cross-sleepers 
4  feet  apart — a  wide  bearing  for  such  a  light  rail. 

The  fencing  of  the  line  is  incomplete,  one  side  being  wholly  uncovered.  The  road  level- 
crossing,  also^  is  only  provided  with  a  gate  at  one  side. 
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AppeiNilx  No.  49.        i  and  of  opinion  that  before  this  ^xtonsidn  can  be  opened  With  saiety  for  piibtie  trafie  it  wil} 
be  neceMary, — 

1.  To  re-adjust  the  permanent  way. 

2.  To  complete  the* station  arrangements  at  the  new  terminus. 

3.  To  plaee  dgnak  at  the  terminus,  and  at  the  swivel-bridge. 

4.  To  complete  the  fencing ;  and 

5.  To  put  a  second  gate  to  the  private  level-crossing. 

I  would  therefore  recommend  that  the  opening  of  this  extension  be  postponed ;  as,  in  my 
opfniod,  it  would  at  present  be  attended  with  danger  to  the  public,  by  reason  of  the  income 
pieteness  of  the  works,  and  of  the  permanent  way. 

In  conclusion,  I  beg  to  inform  you  that,  in  going  over  the  old  portion  of  the  St.  Helen's 
Bailway,  from  the  junction  with  the  North  Western  Baflway  to  the  old  terminus  at  St, 
Helen*s^  I  remarked  that  the  permanent  way  was  in  very  bad  order,  and  that  some  of  the 

i 'unctions  with  the  coal-lines  were  effected  in  a  very  rough  way,  by  means  of  shifting  rails. 
[  am  of  opinion  that  a  line  for  passenger  traffic  should  not  be  allowed  to  remun  in  such  a 
state, 

I  have.  See, 


Capt.  Harmm,  RE^ 


R.  M.  Laffak, 

Ct^  Eoyal  Engvnmn. 


.Sib,  November  13, 1849. 

I  HAVE  to  report,  for  the  information  of  the  Commisskmera,  .thdt  on  the  8th  instant  I 
inspected  the  extension  branch  of  the  St;  Helen's  Railway,,  and  I  found  that  all  the  suggMions 
maide by  Capt  Laffan^in  his  inspection  Report  of  this  liae,  had  been  attended  to,  with  the 
exception  of  a  signal  at  the  termims. 

Since  my  inspection,  I  have  eommonicated  with  Capt.  Laffim  to  aseertain  his  opinion  with 
respect  to  the  signal  arrangements ;  and  I  find  that  be  considen  a.  dirtanee  sipial  should  be 
placed  at  the  swivel-bridge,  to  be  worked  by  a  wire  from  the  platform ;  and  that  the  signal 
used  at  the  bridge  should  be  likewise  a  distance  one,  placed  about  200  yards  off*  in  the  direo- 
tion  of  the  old  station,  to  be  #orked  by  the  man  who  has  charge  of  the  bridge,  or  such  other 
arrangement  of  the  signal  adopted  an  will  offer  an  equal  amount  of  security  to  the  public. 

1  concur  with  Capt.  Laffan  in  this  opinion,  and  until  they  are  carried  out  in  suoi  a  way  as 
will  meet  these  views,  I  must  report  that  the  line  cannot  be  opened  without  danger  to  the 
public  using  the  same,  owing  to  tne  ineompleteness  of  the  signals. 

Capt.  Laffati  has  drawn  my  attention  to  the  insecure  state  of  a  level-crosnng  of  a  tramway 
close  to  that  of  a  private  road.  I  qqit^  coiietir  with  him;^that  some  further  precautions  than 
those  already  adopted,  viz.,  of  bars  placed  across  the  tramway,  and  left  unlocked,  should  be 
adopted,  before  permission  is  given  for  the  opening  of  the  line, 

I  have,  &c.^ 


Ckipi.  Hameet^  RE., 


George  Wynne, 

Capt.  Royal  Engineere* 


Sir, 


Office  of  ComnditiwmTt  of  Baihoaysj 
December  19, 1849. 


I  HAVE  the  honour  to  report  to  j^u,  for  the  information  of  the  Commissioners,  that  I 
yesterday  re-inspected  the  extension  of  the  St.  Helenas  Railway,  from  the  old  temunua  to  the 
town  dl  St.  Helen's. 

The  fencing  of  the  extension  is  now  complete. 

The  new  terminus  is  protected  by  a  signal  placed  at  the  swing-bridge^  and  wofked  by  a 
wire  from  the  platform.  i   . 

Another  distant  signal  is  placed  200  yards  from  the  bridge,  in  the  direetion  of  .the  old 
terminus,  worked  by  a  wire  from  the  lodge  occupied  by  the  brulge*kfeper. 

Both  these  signals  are  to  be  fiiEed  permanently  at  the  ''danger  signal,'*  and  all  np*train 
engines  on  apprmudung  the  signal  which  extends  from  the  bridge  in  the  diredaocv  of  the  old 
terminus  are  to  whistle  loudly  to  the  bridge*keepen  and  en  no  acoount  to  pass  the  signal  till 
it  has  been  turned  to  '^ all  right ;*'  nor  is  the  bridge*keeper  to  turn  it  to  ''all  right**  till 
the  signal  from  the  station  has  been  also  turned  to  show  that  the  alation  is  dear. 

Trains  abont  to  leave  the  new  terminus  are  to  whistle  loudly  before  starting,  and  on  no 
account  to  start  till  the  bridge-keeper  shews  them  a  while  flag  or  white  l%ht  from  the  niiuliam 
end  of  the  bridge. 

No  second  engine  is  ever  to  be  allowed  to  pass  on  to  the  aiagle  lioie^ 

All  trains  aijs  to  be  restricted  to  a  speed  not  exceeding  five  milea  am  hoar  betweeo  the  old 
and  the  new  terminus. 

The  level-crossing  of  the  tranway  ii  closed  by  'moveable  bei«,  Irocing  in  die  nnbray^ 
which  bars  are  to  be  kept  alws^s  locked ;  the  keys  are  to  be  kept  by  the  bridge-keeper,,  wfe 
will  open  them  when  required.  And  as  all  up-trains  will  on  such  occasions  be  stopped  by 
•the  fixed  danger  iigmd  from  the  bridge  before  arriving  at  the  level-eressings,  «»d  as  au 
down*trains  must  l^  detained  at  the  tenmnue  tiU  the  bridge-keeper  returns  to  the  bridge  lo 
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gm  tbt  ^'i«U  rigiit'*  MgnAlf  it  appears. to  me  that  tfaeie  arrangemenU,  if  the  regulations  be    App^adlix  Nq«  it, 
strictly  ^oroed,  will  provide  sufficiently  for  the  safety  of  the  public.  -^— 

I  beg  to  recommena,  therefore,  that  permissioa  be  given  to  the  St.  Helenas  CiHnpany  to  open         ^'  H«!ea*i  . 
tUa  esleiilion  for  public  traffic.  Bxtensioa. 

I  have^  &c^ 
€^,  Httmm,  R.E.,  B.  M.  Laffan, 

|ic.        ^.  Otpt.  Boy^Ei^in$er$. 


Appendix.  No.  44. 

EDINBURGH  AND  iATHGATE  RAILWAY. 

Sir;  Glasgow,  November  3,  1849. 

I  HAYB  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  inspected  the  Bathgate.  Branch  of  the  Edinburgh  and  Glasgow  Railway,  which 
coiAmences  at  the  Batho  station  on  the  main  line,  and  extends  to  Bathgate,  a  distance  of  10} 
miles. 

And  i  hskv%  to  report,  that  the  permanent  way  is  laid  double  from  the  junefion  to  Houston 
etatton,  a  (fistanoe  of  5  miles  8  chains;  from  theuee  to  within  one  mile  of  Bathgate  it  is  single^ 
and  ll»n  doid>le  to  the  terminus.  I  found  all  the  works  complete,  with  the  exception  of  the. 
signal  at  the  junction,  and  at  that  point  it  was  proposed  to  make  one  signal  answer  ibr  both 
main  line  and  branch :  as  I  am  of  opinion  that  such  an  arrangement  of  signals  c6u)d  not  be 
worked  with  safety,  I  must  rejport  that  in  my  opinion  the  line  cannot  be  opened  with  safety  to 
die  public  using  the  same,  owing  to  the  incompleteness  of  the  signals.  As  it  was  stated  to  me 
that  sifi^als  for  both  main  line  and  branch  would  be  erected  by  the  evening,  I  propose,  on  my 
return  from- the  Aberdeen  Railway  on  Tuesday,  to  re-inspect  the  Une,  and  will  immediately 
report  the  result. 

I  have,  &c., 
Capi.  Bcammt  B^,,  Gsomk  Wtkkb, 

^c.    '    ^c.  Capt.  Royal  Engineers. 

Sir,  November  6,  1849. 

)  .1  BAVB  the  honour  to  report*  for  the  informatiou  of  the  Commissionecs,  that  I  have 
just  ioqpeded  the  iunetionof  the  Bathgate  Branch  with  the  Edinburgh  and  Glasgow  Railway, 
and  that  I  find  tne  additional  dgnal  whidi  I  considered  requisite  for  the  safe  working  of  the 
branafa,  and  to  the  want  of  which  1  had  alluded  in  my  former  report,  has  been  erected;  the 
objeetion,  therefore^  which  I  made  to  the  opening  of  the  line  is  removed,  and  I  consider  the 
Km  majr  now  be  opened  with  safety  for  the  ^onyeyance  pf  passensers.  I  should  have  re- 
marked in  my  former  report,  that  there  is  no  turn-table  at  the  Bathgate  termimis,  and  I 
WMdd  beg  the  Commissioners  to  call  the  attention  of  the  Company  to  this  circumstance,  with 
a  view  that  no  time  should  be  lost  in  putting  one  in. 

I  have,  &c., 
CJapt.  Harness,  B.Ef  Gboroe  Wynnb, 

.1^        ^c.  Capt.  Eoyal  Engineers. 
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Appendix  No.  45. 

NORTH  WESTERN  RAILWAY. 

fiiE,  Lanooiter,  Novennber  6,  1849. 

I  HAYB  tbe  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
-tiiis  day  inspected  a  portion  of  the  North  Western  Railway,  extending  from  Lancaster  to 
tVennington,  a  distance  of  10  miles  and  31  chains. 

As  I  am  of  opinion  that  the  line  cannot  yet  be  opened  with  safety  to  public  traffic,  I  shall 
not  at  present  enter  into  any  detailed  description  of  the  works. 

The  following  are  my  reasons  for  coming  to  this  conclusion : — 

1st.  The  permanent  way  wants  ballasting  in  places. 

2nd.  The  fencing  is  by  no  means  complete. 

3rd.  At  some  of  the  level-crossings  the  gates  are  not  yet  fixed 

4th.  At  the  Wray  Station  there  are  no  signals. 

5th.  The  Artlefaeck  Viaduct  is,  in  my  opinion,  unsafe  in  its  present  state.  Two  of 
the  land  openings,  12  feet  in  span,  are  crossed  by  means  of  a  single  balk 
14"  X  13"  under  each  rail,  restinfir  on  a  horizontal  cross-piece  12"  X  6",  whidi 
again  rests  upon  piles.  The  whole  of  the  14"  x  13"  balks  are  scarfed  directly 
over  the  cross-piece^  and  the  scarfe  has  been  made  in*  such  a  way  as  to  give  a 
very  slight  bearing  to  the  balks  which  cross  one  of  the  openings.  I  annex  a 
sketch  of  th^  scarfe. 
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Appendix  No.  45.  F^n*  these  reasons  I  am  of  opinion  that  the  opening  of  this  portion  of  the  North  Weatem 
Railway  in  its  present  state  woifld  be  attended  with  danger  to  the  public^  by  reason  of  the  in^ 
completeness  of  the  work  and  of  the  permanent  way. 

The  Company  have  made  two  deviations  in  the  gradients,  passing  the  limit  to  which  they 
are  restricted  by  the  Public  Acts :  first,  in  substituting  a  gradient  of  1  in  100  for  one  of  I  in 
390,  for  a  length  of  9  chains ;  and  secondly,  in  substituting  a  gradient  of  1  in  75  for  one  of 
I  in  419^  for  a  length  of  10  chains.  Both  these  deviations  occur  near  the  Lancaster  station  of 
the  Company,  I  am  of  opinion  that  the  authority  of  the  Commissioners  should  have  been 
sought  to  sanction  these  deviations  prior  to  my  inspection. 

I  have,  &c.« 
Capt  Harness,  RE.,  R,  M.  Laffan, 

ire,        ^.  Cajd.  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Raihoavs,  iVhitehattt 
Ifoveniber  7,  1849. 


I  HAVE  been  dir^ted  by  the  Commissioners  of  Railways  to  transmit  to  vou  the  encloaed 
copy  of  Captain  LaSan's  report  of  his  inspection  of  the  North  Western  Railway  from.  Lan- 
caster to  Wennington  ;  and  to  inform  you  that,  for  the  reasons  therein  stated^  they  have  post- 
poned  the  opening  of  the  line  in  question  for  the  purposes  of  public  traffic  for  one  month  from 
this  date. 

I  am  at  the  same  time  to  request  you  to  furnish  the  Commissioners  with  some  explanation 
relative  to  the  deviations  referred  to  in  Captain  Laffan*s  report,  and  to  call  your  attention  to 
the  great  inconvenience  to  the  public  service  of  notice  having  been  given  to  inspect  the  line  when 
the  works  were  not  in  a  sufficiently  advanced  state  to  Justify  sudi  notice  being  given. 

I  have,  &c.. 

To  the  Secretary  of  the  H.  D.  Harness, 

North  Western  Railway  Company.  Capt.  Royal  Engineers.    * 


Sir, 


Sdtle,  November  7,  1849. 


With  reference  to  Captain  Laffan's  mspection  of  a  portion  of  our  line  yesterday,  I  am 
instructed  to  state,  for  your  information,  that  a  gradient  near  to  the  Lancaster  station,  was 
altered  from  1  in  419  to  1  in  75  to  meet  the  requirements  of  the  Admiralty,  who  insbled  on 
the  viaduct  over  the  River  Lime  (adjoining  the  altered  gradient)  being  raise!  6  feet  above  the 
Parliamentary  level.  A  gradient  of  1  in  390  at  the  point  where  the  railway  passes  under. 
the  County  Bridge,  was  altered  to  1  in  100,  for  the  purpose  of  getting  out  of  the  reach  of  the 
tide- way. 

These  matters  were  more  fully  explained  to  Captain  Laffan,  and  I  hope  that  the  Raibvay 
Commissioners,  arter  taking  the  matter  into  their  consideration,  will  not  object  to  give  their 
usual  certificate. 

I  have,  &c.. 


Capt.  Harness,  RE., 
Sir, 


W.  Whklon,  Secretary. 


Settle,  Yorkshire^  November  10,  1849. 


I  HAVE  received  your  favour  of  the  7th  instant,  enclosing  a  copy  of  Captain  Laffan'a 
Report  on  that  portion  of  our  line  which  he  recently  inspected,  and  I  am  instructed  to  say,  in 
reply,  that  all  the  works  referred  to  as  incomplete  have  received  the  attention  of  our  engineer^ 
and  are  now  completed  in  accordance  with  Captain  Lafiaii's  suggestions. 

When  the  previous  notice  was  given,  an  engine  was  passing  over  the  line  several  times  daily, 
and  our  engineer  stated  that  everything  would  be  ready  by  the  time  the  Inspector  came,  the 
incessant  rains  of  the  two  or  three  succeeding  days  caused  great  damage  to  the  permanent 
way  in  several  places,  and  otherwise  threw  matters  into  disorder  y  I  hope  the  Commissioners 
will  believe  the  Directors  have  not  wilfully  caused  inconvenience  to  the  public  service. 

In  reference  to  the  alteration  of  gradients  near  the  Lancaster  station,  I  wrote  you  on  the 
7th  instant,  and  trust  the  reasons  assigned  have  been  considered  satisfactory. 

The  present  contract  for  mails  between  Lancaster  and  Settle  expire  on  the  18th  instant,  and 
arran|fements  are  made  for  carrying  the  mails  by,  railway,  on  and  after  the  19th  instant :  it  is 
very  desirable  that  the  trains  should  commence  running  a  day  or  two  previously,  I  have  there- 
fore respectfully  to  request  that  you  will  make  the  necessary  arrangements  for  a  further 
inspection  of  the  line,  if  possible,  not  later  than  Wednesday  or  Thursday  next. 

I  have,  &c., 

Capt.  Harness^  R.E.,  W.  Whelon,  Secretary. 


Sir,  Lancaster,  November  17, 1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that,  in 
compliance  with  the  instructions  convey^  to  me  in  your  letter  of  the  12th  instant,  I  yesterday 
re-inspected  the  portion  of  the  North  Western  Railway,  extending  from  Lancaster  to  Wen* 
niugton. 
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All  the  deficiencies  pointed  out  in  the  report  of  my  first  inspection  have  since  been  made  Appendix  No.  45. 
good ;  the  permanent  vt^ay  is  now  in  very  fair  order ;  tne  (encing  has  been  finished ;  gates  have 
been  erected  at  all  the  level  crossings ;  and  the  platform  and  sigtuds  at  the  stations  are  complete ; 
the  defects  in  the  construction  of  the  Artlebeck  viaduct  have  also  been  remedied;  and  I  am 
of  opinion  that,  as  far  as  the  works  and  the  permanent  way  of  this  portion  of  the  North  Western 
Railway  are  concerned^  the  line  is  now  in  a  fit  state  to  receive  public  traffic. 

At  the  time  of  my  first  inspection  of  this  portion  of  the  North  Western  line  I  had  requested 
to  have  shown  to  me  the  locomotive  and  rolling  stock  with  which  the  Company  proposed  to 
work  it ;  but  the  Company  not  having  anticipated  such  a  request,  it  could  not  tnen  be  collected ; 
I  informed  them  that  when  the  line  was  re-mspected  it  would  be  necessary  to  get  it  together. 

On  completing  my  re-inspectiou  of  the  works  yesterday  evening,  I  requested  that  the 
locomotive  and  rolling  stock  might  be  ready  for  inspection  this  morning  at  the  Company's 
Lancaster  station^  and  this  morning  I  proceeded  acconlingly  to  inspect  it. 

1  learn  from  the  Secretary  that  the  Company  have  entered  into  a  contract  with  a  private 
in^^viduel  at  Lancaster,  who  has  engaged  to  work  their  traffic  at  the  uniform  rate  of  1^.  \d. 
per  mile  per  train,  the  contractor  suppfying  locomotive  power  and  carriages,  and  the  Company 
furnishing  guards. 

The  rolhng  stock  at  present  consist  of  10  carriages,  which  number  I  have  no  reason  to 
believe  insufficient 

The  locomotive  stock  consists  of  two  oigines  belonging  to  the  Company,  and  one  the  pro- 
perty of  the  contractor,  who  has  engaged  to  work  the  Lne. 

Of  the  two  locomotives  belonging  to  the  Company,  one  is  a  small  four-wheeled  engine,  b 
very  bad  order,  and  ntterly  unfit  for  passenger  traffic.  The  Companv,  I  understand,  mean  to 
employ  it  as  long  as  possible  in  ballasting,  and  then  to  sell  it,  as  they  do  not  think  it  worth 
the  expense  of  a  thorough  repair;  the  second  is  a  six-wheeled  engine,  with  outside  cylinders; 
this  also  is  in  very  bad  order :  the  engine  has  been  running  a  considerable  time,  and  wants  a- 
thorough  repair.  I  understand  the  (x»mpany  mean  to  employ  this  engine  for  a  short  time 
longer  at  its  present  work,  removing  materials,  &c.,  and  then  send  it  to  have  a  thorough  repair, 
after  which  it  is  to  be  used  for  ffoo(&  trains. 

There  remains  the  engine  belonging  to  the  contractor.  This  is  a  four-wheeled  engine,  weight 
12  tons,  which  till  very  lately  had  been  running  on  the  Lancaster  and  Preston  Railway.  It  is 
the  companion  engine  (but  of  somewhat  less  power)  to  the  John  of  Gaunt,  which  drew  the 
local  train  of  the  Lancaster  and  Preston  Company,  when  it  was  overtaken  and  run  into  by  the 
Lancaster  and  Carlisle  Company's  express  train  at  the  Bay  Horse  station.  It  will  be  remem- 
bered that  the  John  of  Gaunt  was  drawing  a  light  train ;  but  being  an  engine  of  but  very 
moderate  power,  it  could  not  keep  its  time  under  the  influence  of  a  high  wind.  Its  companion, 
the  Victoria  (of  less  power),  is  now  the  only  engine  in  anything  like  an  efficient  state  of  repair, 
with  which  it  is  proposed  to  conduct  the  traffic  upon  this  portion  of  the  North  Western  Railway, 
a  traffic  which,  in  the  passenger  branch  alone,  proposes  to  start  with  14  trains  daily,  commencing 
to  run  at  half-past  6  a*m.,  and  not  concluding  till  7  p.m.,  and  presenting  a  xnileage  of  120 
miles. 

The  tender  break  of  the  Victoria  engine  is  worked  by  the  old  apparatus  of  a  lever,  upon 
which  the  breaksman  is  obliged  to  stsuid  to  cause  the  breaking  surfaces  to  press  upon  the 
wheels.  This  dangerous  contrivance  is  not  used  on  tenders  of  modern  construction,  and  it 
should  be  changed  without  delay. 

I  am  of  opimon  that  the  traffic  upon  this  portion  of  the  North  Western  Railway  cannot  be 
cmxlucted  with  less  than  three  good  and  efficient  engines ;  and,  as  I  deem  the  present  stock 
possessed  by  the  Company  and  Uieir  contractor  inadequate  to  the  work,  I  beg  to  recommend 
that  the  opening  of  this  portion  of  the  North  Western  Railway  be  further  postponed,  inasmuch 
as  such  opening  would,  in  my  opinion,  be  attended  with  danger  to  the  public,  by  reason  of  the 
insufficiency  of  the  establishment  for  working  it. 

In  conclusion,  I  beg  to  call  the  attention  of  the  Commissioners  to  the  fact,  that  the  North 
Western  Company  have  already  begun  to  run  passenger-trains  between  Lancaster  and  Wen- 
nington.  On  my  pointing  out  to  the  Secretary  the  impropriety  of  sudi  a  proceeding,  he 
informed  me  that  he  had  received  orders  from  his  Directors  to  open  the  line  on  the  17th,  and 
that  he  was  obliged  to  obey  them. 

I  have,  &C.9 


Copt.  Harness^  B.E., 


R.  M.  Laffan, 

Ccqd.  Bayal  Engineers. 


Office  of  Commissioners  of  Railioays^  JPhitehall, 
Sir,  November  20, 1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Captain  Lafian's  Report  of  his  re-inspection  of  the  North  Western  Railway 
from  Lancaster  to  Wennington ;  and  to  inform  you  that,  for  the  reasons  therein  stated,  they 
have  further  postponed  the  openixig  of  the  line  in  question  for  the  purposes  of  public  traffic  for 
one  month  from  this  date. 

I  am  at  the  same  time  to  call  your  attention  to  the  last  paragraph  of  Captain  Laffan^s 
Report,  stating  that  the  line  has  been  already  opened  for  public  tramc  notwithstanding  the 
postponement  directed  by  the  Commissioners  in  their  letter  of  the  7th  instant,  and  to  ol^rve 
to  you,  that  it  will  be  their  duty  to  consider,  after  hearing  the  Company's  explanation,  whether 
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mt^2^Ci^  *^  recovery  of  the  penalties  imposed  by  the  promions  of  tte  5  and  6  Vkt,  ohap«  65>  see.  6. 

■fSS?^  Ihafe.&e., 

RaHway* 

The  Secretary  of  the  H.  D.  Harness, 

North  fVestem  BaOway.  Copt.  Koyd  Enffhieerg. 


SlR»  Sdtk,  Nmmmber  22;  1S49, 

Your  ktter  of  the  90th  instant,  and  a  copy  of  CapCain  Laflha's  Report,  was  laid  beftra 
Our  Board  of  Directors  this  day,  and  I  ana  iRstracted  to  reply  thereto. 

Wh^n  ydur  letter  of  the  7th  insttaot  waa  laid  before  our  Boards  it  was  aceompanted  by  aa 
assurance  on  the  part  of  our  en^eer^  who  accompanied  Captain  Laffan  on  his  intpectioa^ 
that  hiJB  requirements  coold  all  be  completed  in  two  or  three  <fei^  and  Hhat,  if  the  Oomotis- 
ttoners  could  be  prevailed  upon  to  send  down  an  officer  any  time  during  the  weak  eadaag  I7tb' 
ibstaot^  no  diffienlty  esisted  in  opeijo^  the  line  on  that  day.  Desiring  to  fulfil  their  eogage- 
ments  with  the  Post-office  for  the  conveyance  of  the  mails,  and  confidently  reiyii^  on  the  feel 
tfiat  all  the  requirements  of  Captain  Laffiui,  as  set  forth  in  his  Report  dated  November  6th, 
were  complied  with,  the  Directors  ventured,  in  anticipation  of  the  approval  of  the  Commissioa# 
to  order  arrangements  to  be  made  for  opening  the  line  on  the  17th  iastaint.  The  Directors, 
however,  find  they  have  committed  an  error  in  trusting  to  tl^se  circumstanees,  and  in  not 
having  told  the  Post-office  authorities,  when  they  applied  to  the  Company  to  carry  the  nudls 
on  the  19th  instant  (the  existing  mail  contracts  temnaating  on  the  ISth),  that  they  oould  enter 
into  no  arrangenoent  until  thev  had  reeeived  the  sanction  of  the  Railway  Commissioiiers  to  the 
opening  of  the  line.  Under  these  circumstances  the  Directors  request  the  forbearance  of  1^ 
Commissioners,  assuring  you  that  arrangements  are  now  in  progress,  and  wiU  be  oompiefed  in 
a  few  days,  for  fully  carrying  out  Captain  Laffiin*s  suggestiomi,  and  that  in  the  mean  tioM 
additionsd  precautions  have  ^en  taken  to  prevent  the  possibility  of  any  injury  to  the  pubKe. 

The  Directors,  in  conclusion,  can  only  say  that  th^  are  entirely  in  the  hand^  •of  the  Com- 
missioners, and  they  will,  if  the  Commissioners  desire  it,  discontinue  the  running  of  any  <ir  all 
of  the  present  trains,  only  remaricing  that,  after  all  other  public  conveyances  have  been  taken 
off  the  road,  and  the  Company's  time-bills  have  been  extensively  circulated,  great  incoDvenienee 
to  the  public  would  be  thereby  occasioned.  ^ 

I  have,  &e., 

Capt.  Harness^  RR^  W.  Whblon,  Secretary. 

§pc.         §fC. 


Sti,  Leede,  Naoember  27, 1»49. 

I  HA.VB  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
yesterday  proceeded  to  Lancaster  to  inspect  the  North  Western  Railway  for  the  purpose  of 
ascertaining  what  additional  arrangements  had  been  made  by  that  Company  for  adequately 
working  their  line  between  Poulton  and  Wennington,  Captain  Laffan  having,  in  his  Report  of 
the  17th,  stated  that,  owing  to  the  insufficiency  of  the  then  working  arrangements,  the  opening 
•of  the  line  would  be  attended  with  danger  to  the  public. 

The  Company,  in  their  letter  to  the  Commissioners  of  the  22nd  instant,  state,  **  that  arrange-' 
tnents  are  now  in  prpfi^ess,  and  will  be  completed  in  a  few  days,  for  fully  carrying  out  Captain 
Laffiin*8  suggestions.'  These  ''suggestions  *'  I  find  stated  in  Captain  Laffiin*s  Report  to  be  his 
-**  opinion  thai  the  traffic  upon  this  portion  of  the  North  Western  Railway  cannot  be  conducted 
with  less  than  three  good  and  efficient  engines.** 

I  have,  therefore,  now  to  inform  you  wnat  the  new  arrangements  of  the  Company  consist  in: 
— ^They  have  hired  from  the  Midland  Company  a  four-wheeled  engbe,  which  they  have  put 
on  their  line  between  Ingleton  and  Skipton,  and  have  sent  a  four-wheeled  engine  from  that  une 
to  work  between  Poulton  and  Wennington.  This  engine  has  not  yet  reached  its  destination, 
but  is  en  route,  and  I  saw  it  at  Skipton,  attached  to  a  goods  train*  going  to  Preston.  Thii 
engine,  I  was  informed,  had  been  purchased  six  months  ago,  from  Messrs,  Bury.  It  was  not 
a  new  engine,  but  ever3rthing  had  been  renewed  in  it  except  the  wheels,  boiler,  and  frame  ;^aiid, 
from  the  appearance  of  the  engine,  I  have  no  reason  to  doubt  the  correctneaa  of  wh^C  was 
told  me. 

The  Company  do  not  propose  making  any  further  addition  than  this  to  their  working  stock. 
Of  the  three  engines  in  possession  of  the  Company  at  the  time  of  Captain  Laffan's  inspection, 
he  has  reported  that  only  one  of  them  was  '^  in  anjrthing  like  an  effident  state."  The  arrange- 
ments, therefore,  of  the  Company  for  working  the  line  still  remain  short  of  that  which  is  stated 
io  be  necessary  in  Captain  lAffiin's  Report ;  I  must,  therefore,  report  that  the  catise  of  danger 
to  the  public  by  reason  t>f  the  insufficiency  of  the  establishmmit  for  working  the  line,  as  reported 
by  Captain  Laffan,  has  not  been  removea. 

I  have  also  to  report,  that  the  mode  of  working  the  tender-break  of  the  Vietoiia  engini»  by 
means  of  a  lever,  on  i^hich  a  breaksman  stands,  has  not  been  altered. 

I  saw  the  four-wheeled  engine  that  had  been  hired  from  the  Midland  Company  to  work 
on  the  Ingleton  and  Skipton  portion  of  the  line ;  it  had  the  appearance  of  having  been  a  kmg 
time  in  use  without  having  undergone  any  thorough  repair ;  I  therefore  took  the  opportunity 
of  being  in  Leeds,  to  inquire  of  Mr.  Marsden,  the  locomotive  Superintendent  of  the  Midbnd 
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CoinpuiTftt  the  station,  its  character,  and  he  assured  me  that  it  had  undergone  a  thorough  Appeodix.No.  48b 
overhauling  about  four  months  since,  and  that  it  was  in  good  working  order,  and  much  more      ^    iTmL* 
powerfiil  than  any  of  the  North  Western  Company's  engines.  rSiIwSI*^ 

I  have,  &c., 

VapL  Hanmt^  RM.f  Gboma  Wthnb, 


Sni,  November  29, 1849. 

I  HATB  been  directed  by  the  Commissioners  of  Railwavs  to  transmit  to  you  the  encloseijl 
copy  of  Captain  Wynne's  Report  of  his  in8i>ection  of  the  rolling  stodc  of  the  North  Western 
Railway  Comnanj,  and  to  request  you  to  state  the  earliest  day  by  which  you  consider  the  stock 
in  ^estion  wul  be  in  a  fit  state  for  re-inspection  by  an  officer  of  this  department. 

I  have^  &c., 

Tq  the  Secretary  H.  D.  Harness, 

4lf  the  North  Watem  RaUwoM/  Company.  Copt.  Rotfol  Engineert. 


Sir,  Settle,  December  10,  1849. 

I  AM  instructed  to  inform  you  that  all  eur  arrangements  at  Lancaster  are  now  com* 
pleted,  and  the  rolling  stock  aad  juncUon  line  ready  for  the  examination  of  an  inspecfing 
officer. 

.     .  I  have,  &c.,   • 

Ckqd.  Harness,  E.E.,  W.  Whelon;  Secretary. 


Sir,  Lancaster,  December  17, 1849. 

I  HAVE  this^ay  given  to  Capt.  Laffan  the  particulars  of  the  four  locomotive  engines 
employed  in  working  the  traffic  on  the  portion  of  our  line  between  Skipton  and  Ingleton,  and 
of  the  three  engines  employed  on  the  line  betweeii  Lancast^r  and  Wennington,  inclu(Ung  the 
the  Morecombe  jSranch ;  and  I  am  instructed  by  the  Directors  of  this  Company  to  give  you 
their  assurance,  that  the  number  of  engines  above  stated  shall  be  fully  maintained  until  the 
new  arrangements  are  made  for  opening  the  line  throughout. 

I  have,  &c., 

C^  Harness f  E.E^  W.  Whblon,  Secretary* 

(fC  ^c.       '     ' 


Office  of  Commissioners  of  Eailtoays^  Whitehall^  '. 
Sir,  December  ^,  1849. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,, 
that,  in  compliance  with  the  instructions  conveyed  to  me  in  your  letter  of  the  11th 
instant,  I  inspected,  on  Monday  the  17di  instant,  the  extension  of  the  North  Western  Railway, 
from  the  Lancaster  station  of  that  line  to  Ae  junction  with  the  Lancaster  and  Carlisle  Bailway^ 
near  ^  latter  Company's  Lancaster  station ;  and  that,  on  the  same  day,  I  re-inspected  the 
rolHng^stock  with  which  the  North  Western  Company  propose  to  woik  their  line  betwee» 
Lancaster  and  Wennington^  the  branch  to  Paulton,  and  the  extension  now  proposed  to  be 
opened. 

The  length  of  the  extension  is  41  chains.  Of  this  distance,  4  chains  forming  the  junction 
with  the  North  Western,  and  2  chains  forming  that  with  the  Lancaster  and  Carlisle  Railway, 
are  horisontal.  The  intermediate  35  chains  are  on  a  gradient  of  1  in  78,  desoending  from  the 
Lancaster  and  Carlisle  to  the  North  Western  Line. 

The  extension  is  constructed  in  accordance  with  the  Parliamentary  plans  and  sections. 

The  works  are  light : — 22' feet  is  the  height  of  the  highest  embankment,  and  13  feet  the 
dej^h  of  the  deepest  cuttine.     The  psat^rial  in  both  cases — clay  intermixed  with  gravel. 

There  is  but  one  over-bndge,  a  light  wooden  one  for  foot-passensers.  There  are  two  under* 
bridges  for  roads.  The  first  is  a  skewed  bridge,  angle  62^  spans  29  and  33  feet.  Each  rail . 
18  borne  by  two  cast-iron  flat  girders,  the  united  strength  of  which  gives  a  bt^aking  weight  of 
72}  tons,  white  the  greatest  load  will  be  16^;  proportion  4*39  to  1.  The  second  is  v/Lsaei 
skewed  bridge,  an^e  62^,  spans  18  and  20*3  feet.  In  this  there  is  but  one  £irdev  to  each 
rail;  breaking  weight  49*26  tons,  greatest  load  10*15  tons,  proportion  4*85  to  1.  The^e 
bridges  are  as  strong  as  the  greater  proportion  of  cast-iron  girder  bridges  hitherto  constructed ; 
and  as  the  trains  passing  over  them  will  be  proceeding  at  slow  spe^,  I  consider  them  per- 
fecUv  safe. 

Tiiere  is  one  viaduct,  called  the  Quay  Viaduct,  consisting  of  10  segmental  arches,  30  feet  in 
span,  with  a  rise  of  8  feet.  The  foundation  abutments  and  piers  are  in  stone,  the  arches  iu 
brick.  Eight  of  the  openin^p  are  buUt  up  as  high  as  the  springing  of  the  arches,  and  two 
enly  admit  the  wash  of  the  tide.    I  believe  this  structure  to  be  sufficiently  strong. 

There  is  but  one  level  crossing — a  private  crossing  between  fields. 
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Nortk  Western 
Railway. 


'  Appendht  No.  45.        The  extension  is  completed  as  a  single  line  ;  but  the  Company  have  purchased  suflScient 
land,  and  have  made  the  works  of  sufficient  width,  to  add  hereafter  a  secomi  line. 

The  junctions  are  protected  by  distant  signals,  worked  by  wires  from  the  points  on  either 
line. 

I  recommend  that  all  trains  descending  from  the  Lancaster  and  Carlisle  Junction  should 
be- restricted  to  a  speed  of  five  miles  an  hour^  that  they  may  have  the  power  of  stopping  on  the 
steep  incline. 

With  this  precaution,  I  am  of  opinion  that  the  extension  may  be  opened  with  safety;  and  I 
beff  to  recommend  that  permission  be  given  to  the  Company  to  open  it  accordingly. 

With  reference  to  the  rolling-stock,  I  have  already  reported  that,  in  my  opinion,  the  Com^ 
pany  had  a  sufficient  number  of  passengers*  carriages.  The  stock  of  locomotives,  now  on  the 
Lancaster  portion  of  the  line,  consists  of  three— one  a  six-wheeled  engine,  and  the  remaining 
two,  four-wheeled  ones.  The  six-wheeled  engine  appears  to  be  a  good  one,  and  is  in  foir 
repair.  The  four-wheeled  ones  are  old  engines,  purchased  from  other  lines  when  a  better  class 
of  engine  was  adopted.  I  do  not  think  the  Company  are  acting  wisely  in  commencing  with  an 
old  and  practically  worn-out  stock;  but  still  with  a  light  traffic  these  engines,  with  the 
assistance  of  the  better  six-wheeled  one,  may  be  sufficient  to  work,  the  Lancaster  portion  of  the 
line  till  new  arrangements  are  made  on  the  line  being  opened  throughout;  and  I,  therefore,  see 
no  reason  to  recommend  that  the  opening  be  postponea  on  account  of  insufficiency  of  rolling- 
stock.  The  number  of  locomotives  employed  upon  the  latter  portion  of  the  line  from  Skipton 
to  Ingleton  has  also  been  increased,  and  four  engines  are  now  at  work  upon  that  portion  of 
the  line. 

I  annex  the  description  of  the  locomotives  furnished  me  by  the  Secretary. 

I  have,  &c.^ 


Copt.  Harness,  E.E., 

ire*      ^c. 


R.  M.  Laffan, 

Copt.  Royal  Engineers. 


Lancaster^  December  17»  1849. 

Locomotive  engines  engaged  in  working  the  traffic  on  the  North  Weatem  Railway. 

Ingleton  and  Skipton,  section  25  miles.  ,   - 

1.  Duchess,  4^ wheeled  engine,^ 

2.  Friar,  4       ^         do.      >  the  property  of  Mr.  Sharpe* 

3.  No.  16,  4       „         do.      J 

4.  Midland  Company's,  4       ,,  coupled  engine,  hired  by  Mr.  Sharpe. 

Lancaster  and  Wennington,  10  miles ;  and  Morecombe  branch,  4  miles. 

3.  North  Wertem,  6       „         do.,  hired  by  the  Directors. 

Copt.  Laffan^  E.E.^  .  W.  Whblon,  Seereatry. 

Office  of  Commissioners  ofRailwaySj  Whitehall^ 
Sir,  December  21,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inrorm  you  that,  on  con* 
sidering  the  report  made  to  them  by  Capt.  Laffan  on  the  extension  of  the  North  Western 
Railway,  from  the  Lancaster  station  to  the  junction  with  the  Lancaster  and  Carlisle  Railway, 
and  on  the  present  state  of  the  working  stock  of  the  Company,  and  on  considering  also  your 
letter  of  the  17th  instant,  forwarded  through  Capt.  Laffan,  they  no  longer  object  to  the  use  of 
line  between  Lancaster  and  Wennington,  the  opening  of  which  was  ordered  by  them  to  be 
po^poned  ;  and  that  they  approve  of  the  opening  of  v\e  extension  above  mentioned  for  public 
traffic.  With  reference  to  the  latter,  however,  I  am  to  request  the  attention  of  the  Company 
to  the  following  extract  from  Capt  Laffan's  Report : — 

'*  I  recommend  that  all  trains  descending  ****»♦  gteep  incline." 

I  have,  &c.. 


The  Secretary  to  the 

North  Western  Railway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 


Appendix  Na  46. 

Edinburgh,  Perth, 

and  Dundee 

Railway. 


Appendix  No.  46. 


Sir, 


EDINBURGH,  PERTH,  AND  DUNDEE  RAILWAY. 

Edinburgh,  November  14,  1849. 
I  have  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  on 
my  arrival  here  last  night,  for  the  purpose  of  inspecting  to-day  the  last  portion  of  the  Dun- 
fermline Branch  of  the  Edinburgh,  Perth,  and  Dundee  Railway,  extending  from  Crossgates  to 
Dunfermline,  I  was  informed  by  the  engineer  to  the  line  that  the  works  were  not  completed. 
As  the  date  of  the  Company's  second  notice,  however,  will  very  soon  expire,  I  thought  it 
necessary  to  proceed  with  my  inspection,  in  order  that  the  opening  might,  if  necessary,  be 
postponed. 

On  going  over  the  line  to-day,  I  found  that  the  permanent  way  was  in  very  bad  order ;  the 
station  arrangements  incomplete;  the  works  at  the  level  crossing  of  the  Halbeath  Tramway 
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still  in  progress ;  and  those  at  the  crossing  of  the  Townhill  Tramway  not  yet  begun.     I  beg.    Appendix  No.  46/ 
therefore,  to  recommend  that  the  opening  of  this  portion  of  the  Dunfermline  be  postponed ;  —7" 

inasmuch  as  such  opening,  if  it  took  place  on  the  day  named  in  the  Company's  second  notice,        and'lSiiidee* 
would,  in  my  opinion,  be  attended  with  danger  to  the  public,  by  reason  of  the  incompletenes  of  Railway, 

the  works  and  of  the  permanent  way. 

'  The  Company  have  made  some  material  deviations  in  the  gradients  and  levels  of  this  portion 
of  their  line,  more  particularly  at  the  points  where  it  crosses  the  tramways.  The  Parlia- 
mentary section  of  the  line  at  these  points  appears  to  have  been  extremely  incorrect.  I  am  of 
opinion  that  the  great  errors  in  the  levels  shown  on  the  Parliamen:ary  section,  and  the 
deriation  made  in  the  levels  and  gradients,  should  have  been  submitted  to  the  Commissioners 
prior  to  my  inspection ;  and  I  beg  to  recommend  that  the  Secretary  to  the  Company  be 
requested  to  fiirnish  detailed  information  as  to  the  amount  of  error  in  the  Parliamentary  section, 
and  as  to  the  extent  and  reasons  for  the  deviations  in  the  levels  and  gradients  prior  to  the 
second  inspection  of  the  line.  I  have  also  requested  the  engineer  to  furnish  we  with  correct 
cross  sections  showing  the  gradients  of  the  tramways  for  a  considerabliB  distance  on  each  side  of 
the  level  crossings. 

I  have  made  some  suggestions  to  the  Company's  engineer  as  regards  the  construction  of 
some  of  the  works,  and  the  number  and  position  of  the  signals  at  the  tramway  crossings,  to 
which  he  has  promised  to  attend,  and  which  can  be  described  move  fully  in  a  future  report. 

I  have,  &c., 

Capt.  Harness,  R.E.,  R.  M.  Laffan, 

Sf-c.        8fc.  Capt,  Royal  Engineers, 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  November  16,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  Captain  LaflTan's  Report  of  his  inspection  of  the  Dunfermline  Branch  of  the  Edinburgh, 
Perth,  and  Dundee  Railway,  from  Crossgates  to  Dunfermline,  and  to  inform  you  that,  for  the 
reasons  therein  stated,  they  have  postponed  the  opening  of  the  line  in  question  for  the  purposes 
of  public  traffic  for  one  month  from  this  date. 

I  am  also  to  request  the  explanation  of  the  Company  with  respect  to  the  unauthorized  dev  - 
ation  from  the  Parliamentary  plans  referred  to  in  Captain  LaflTan's  Report. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Edinburgh^  Perth,  and  Dundee  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  Edinburgh,  November  22,  1849. 

Referring  to  my  letter  to  you  of  the  20th  instant,  I  now  beg  leave  to  send  you  sub- 
joined statement  by  the  Company's  engineer,  with  respect  to  the  alterations  on  the  levels  of  part 
of  the  Dunfermline  Branch  about  to  be  opened,  I  also  send  the  plan  showing  the  sections 
referred  to  in  the  statement. 

I  have,  &c., 

Capt.  Harness,  R.E,  Henry  Lees^  Secretary. 

«v.        ^c. 

Copt  Lbttbb  from  the  Engineer  of  the  Edinburgh,  Perth,  and  Dundee  Railway  to  the  Secretary,    j 

Edinburgh^  November  22, 1849. 

Dunfermline  Branch. 
Dear  Sir, 

The  following  is  a  statement  of  the  alteration  of  levels  on  the  Dunfermline  Branch  referred  to  in 
Captain  Laflbn's  Report  to  the  Railway  Commissioners  :— 
Halbbath  Tramway,  13  miles  5*64  chains: 

Ft  In. 
Error  of  levels  in  Parliamentary  plan  (1845)  .  .20 

Vertical  deviation  caused  by  crossing  the  tramway  at  a  lower  level  .        5    4 

Total  vertical  deviation  from  Parliamentary  plan  (1845)   .  .74 

Townhill  Tramway,  13  miles  33*55  chains: 

Error  of  levels  in  Parliamentary  plan  .  •  .  .66 

Vertical  deviation  caused  by  crossing  the  tramway  at  a  lower  level  •        4     8 

Total  vertical  deviation  from  Parliamentary  plan  (1845) '•  •      11    2 

Shbbphouse-Wbll  Bribgb,  13  miles  67*82  chains: 

Error  of  levek  in  Parliamentary  plan  of  1845,  which  is  the  total  amoimt 
of  vertical  deviation    •  ••.•  •  •  .114 

Point,  14  miles  47  '30  chains : 
,    Tof^  vertical  deviation  from  Parliamentary  plan  (1847)  .  •  .56 
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BtfiabittehLPeftb        ^'^  ^^^  BC&froar  the  alwye  statement,  that  2  fttt  of  tiie  demtion  is  BUnp^nt  error  iir  the  Par- 
«ad  DaiHkt    *  URtaeotBvy  sectnn,  tb»-  remaiiiii^  5  feet  4:iiiekes.i&  caused  by  eroseing  the  tnifiM«ayat^a  lonirar  lerd'  atL 
Railwaf.  ^  pMot  51-  yaxdfr  to  ther  ao«th  of  that  altfiTf  or  upon  tke^Padiamcntary  pica.     I  nMi]rex|Mi  that*  tiam 

diversion  of  the  line  to  the  southward  was  made  with  the  inteoliov  o£  cramapovcr  both  t^ftHidhea&t 
and  TownhiH  tranw:aj8,  and.  it  was.  only  after  the  notieai^wa««erf8dy  and  the  wiwle-of  the  land  par- 
chased,  that  the  Company  found  the  proprietoci.o£the.tBaittway  would  n0i.paimit  theoa  to  oposs  jm.  th^ 
intenddU 

TaumkM  Cronmgt 

The  enror  of  6  feet  9  iariiea  in  the  Parliameutery  section  is  the-csuse  of  the  rertBcaV  deviation  at  tEor 
point  exeeeding  the  limitt  of  deviation  allowed  by  the  Railway  Clauses  Act. 

At  the  crosnn^of  the  public  read  near  Sheephonse-Well,  18  mifes  d^^'SS^cfiains  fVom  TtkiTRton; 
Junction,,  whicb  is  the  poi»t  where  the  **  Deviation  wid  Extension  lise^*'  184 TV  cemneneed;  thel^vel 
of  the  Hne  is  1 1  feet  4  inches  lower  than  tbe*lev«l  shewn  upo»  the  Parliamentary  sectioQ-of  1846f,vb«t4» 
upon  the  aame  leyel.asBiifwgupog>the-gectionof  the**  Dfeviatiwpand  ExtenawTLitv**  1M1.  This* 
discrepancy  arises  from  an  error  to  that  extent  in  the  section  of  1845  which  rendeoad  iLimpoMiUei  toi 
keep,  withi&the  vertical  limits  ia  one  case  without  exceeding  them  in.  theaither. 

At  the.  point  14  milos  4*7*30'  chains,  feom  Thornton  Junction,  the  liiae  ia  lowei0d.5  feet  ft  incbea,. 
which  was  done  to  get  material  to  fill  up  the  embankment  near  Duniermline^ 

Trusting  that  the  above  explanation  will  be  satisfactory  to  the  Commissioners* 

I  have,  &c., 

Thoiias  BonciTi  Engineer. 


Sir,  Edinburgh,  December  6,  1849. 

I  HAVE  the  honour  t^  refnort  to  you,  for  the  information  of  the  Commissioners,  that  ia 
compliaricer  with  the  instructions  conveyed  to  me  in  your  letters  of  the  22nd  and. 24th  ult,  I 
re-inspected  yesterday,  aad  a^aia  to-day»  a  portion  of  the  Danfermiine  branch  of  the  Edia- 
burgh,  Perth»  and  Dundee  Railway^  extendinor  from  the  Crossg^tea  Station  to  the  terminus  at 
Dunfermline,  a  distance  of  3  miles  and  47 '27  chains^ 

OF  this  distance  2  miles  and  10*82  chains  belong  tdthe  Act  of  184S;  but  the  plans  and 
sections. accompajiying  that  Act  are  so  incorrect,  that  this  portion  of  the  branch  can  scarcely 
be  said  to  have  been  exesuted  in  accordance  with  them.  The  remaining  1  mile  and-  3&-45 
chains  belong  to  the  Deviatien  and  Extension  Act  of  1817.  These  latter  plans  and  sections 
appear  to  have  been  correctly  taken,  and  the  section  at  the  point  of  junction  with  the  section 
accompanying^  the  •  Aet  of*  1849>  shows  the  latter  to  have  ecredin  the  levels  t^  tha^  extenl^of 
ll-4*feeti 

The  plan  accompanying  the  Act  of  1845  shows  the  distance  from  Crossgates  to  the  com- 
mencement of  the  deviation  to  be  2  miles  and  16  chains.  The  section  accompanying  the 
same  Aet  sbow^the  same  dbtanca  as  2  miles  and  23*5  chains ;  thus  presenting  a  discrepancy 
between  the  section  and  plan  of  7^  chains.  It  now  appears  that  both  were  wrong;  ibr  the 
amended  pliuis  and  sactiofts  agree  in  giving  the  same  distance  to  be  2  miles  and  10 '82~  chains. 

As  a  necessary  consequence  of  the  mcorrectness  of  the  Parliamentary  plana  and  sections,  the 
line,  as  exeented,  showa  deviation  both  in  the  levels  and  gradients^  overpassing,  the  limits 
prescribed  in  the  public  Acts;  and,  unfortunately,  these  deviations  occur,  and  materially  affect 
the  working  of  the  line^  at  the  pomts  where  it  crosses  on  the  level  the  tramways  at  Holbeath 
and  TownktU.. 

These  tramways  are  616  yards  apart  at  the  points  where  the  line  crosses,  them,  and  the 
Parliamentary  section  shows  the  gradient  to  descend  from  Crossgates  to  the  Holbeath  crossing 
at  1  in  110*3,  and  to  continue  at  the  same  descent  till  it  passes  the  Townhill  crossing. 
Instead  of  these  gradients,  the  line,  as  constructed,  descends  from  Crossgates  to  the  Holbeath 
crossing  at  the'raterof  1  in  101*' 3,  and  then  passes  on  to  the  Townhill  crossing  at  a  gradient 
of  1  in  92*  1.  This  increased  steepness  in  the  approach  to  the  Holbeath  crossing,  and  in  the 
distance  between  that  and  the  TownfatH  crossing,  appears  to  me  to  call  for  additional  pre- 
caution to  provide  for  the  security  of  the  traflSc. 

On  the  portion  included  in  the  Extension  and  Deviation  Act  of  1847,  the  plans,  and  sections 
of  which  appear  to  have  been  correctly  taken^  the  line,. as  executed,,  stilt  shows  a  deviation 
both  in  level  and  gradient,  exceeding  the  limits  prescribed.  At  14  miles  and  47*3'  chains 
from  the  junction  of  the  Dunfermline  branch  with  the  main  lii»y  or  about  midway  ia  the  length 
of  this  extension^  the  level  has  been  lowered  5*6  feet  to  procure  fvoia  thft  cutting. rendered 
necessary  by  this  alteration  the  materials  required  to  form  the  embankment  near  Dunfermline; 
and,  in  order  to  rise  from  the  level  thus  lowered^  an  aecending  gradi^it  of  1  in  130  has  been 
substituted  for  one  of  1  in  385*5  for  a  distance  of  18  chains.  I  do  not  thinks  however,  that 
this  latter  deviation  materially  affects  the  character  of  the  line. 

I  return  to  you  herewith  the  statement  of  the  engineer  to  the  line,  explaining,  the  reasons  for 
the  deviation. 

At  the  commencement  of  this  last  portion  of  tlie  DunfeitnUne  branch,  on  leaving  the 
Crossgates  Station,  the  line  passes  through  a  cutting  40  feet  deep,  of  which  20  are  throiLgh 
shale  mixed  with  sand,  and  20  through  free-stone,  which  is  tnaversed  by  a  seam  of  coaL  Tms 
cutting,  21  chains  in  length,  is  the  heaviest  on  this  portion  of  the  line.  The  greatest  embaidL- 
ment  is  57  chains  in  length  and  34  feet  high.  The  cuttings  ave  dry,  and.  the  embankments 
appear  to  stand  well. 

The  line,  as  now-  completed,  presents  a  double  line  for  a  diBtanee  of  5  furkmgB  from  Cross- 
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hthfre  stated,  the  inoreesed  uteepneas  of  the  gradients  at  these  p«inte  uaterially  affect  the 
HMmagemetit  of  the  traffic.  The  tiaoing  which  aoeompanied  the  Secretapy  to  this  Coin]paBy'B 
tetter  to  yau  of  the  5th  uh.,  sbowa  ih&  arpangeiaents  made  by  the  eBgiaaer  to  the  line  to 
diminish  as  far  as  possible  the  danger  arising  from  these  croanngs ;  but  as  the  information 
conveyed  in  that  tracing  appears  to  me  incomplete,  I  enclose,  herewith,  a  second  tracing, 
showing  the  gradients  jof  the  tramways  for  some  distance  on  either  side  of  tlie  Dunfiemolyie 
branch.  It  will  lie  seen  that  these  (gradients,  descending  towards  the  railway  on  either 
side,  form  important  elements  in  estimating  the  value  of  the  precautions  used. 

Those  precautions  are  as  follows : — Gates  are  erected  at  both  crossings,  closing  across  the 
tramways,  and  when  opened  to  allow  the  tramway  trucks  to  pass,  closing  across  and  fencing 
in  the  Dunfermline  .hBanoh.  Jlt  Hoibeath  there  are  four  gates,  and  at  Townhill  two,  and 
they  are  all  so  arraqged«  by  means  of  ropes  and  cylinders  working  under  the  ballast,  that  the 
opening  or  shutting  «ne  arm  at  each  crossing  opens  and  shuts  the  rest.  About  60  yards 
from  the  .gates  of  «ach  xrossiqg  on  the  north  side,  ^heie  the  descending  gradients  of  the  tram- 
wag^  are  steep,  .aaiety  aidiogs  ha«e  been  added  to  the  txaMmags,  Ae  switches^*  points  ^f  which 
ase  watked  byvopes  passinig  jraund  kfae4)ylinde]s  beneath  ihe^fales;  so4bat  when  the  fates  are 
dosed  across  the  traroiwa^,.any  twcks  on  those  tnmways  vMcA  )AoiikI  ha«e  ^soaped  from 
tkesontrol  of  the  ^ides  auttt  enter  the  safety  hidings, -wiMie,  if  «ot  biia^ght  up  ty  a  short 
and  ataep  amending  gradieat,  with  timber  imK&m  at  ^^  «Bd,  they  will  lat  any  i«te,  only  be 
themselves  destroyed,  and  'caonet  endanger  any  train  wfaidh  may  be  pnnog  at  the  time. 
When,  however,  the  gates  are  opened  (or  the  tramway  and  closed  across  the  branch,  the  same 
action  of  the  ijatekeepers  opens  the  switches  of  their  sidings  to  leave  the  tramways  clear. 
This  arranoement  appears  to  me  to  be  a  good  one,  if  the  mechanical  arrangements  well 
be  attended  to  to  ensure  their  always  acting  freely.  I  have  requested  the  engineer,  and  he 
has- promised  me,  to  fix  large  and  conspicuous  white  discs  by  day,  and  lamps  by  night,  to 
the  nandles  of  these  safety  switches,  that  the  gatekeepers  may  see  at  once  whether  the  open- 
ing or  shutting  the  gates  ensures  the  proper  action  of  the  points. 

On  the  south  side  of  the  crossings,  the  plan  furnished  you  by  the  Secretary  shows  no 
precautions  to  provide  for  such  a  contingency  as  the  tramway  trucks  coming  down  the  de- 
scending gradients  at  such  a  speed  as  to  endanger  the  gates,  together  vrith  any  train  that  might 
be  passing  at  the  time.    On  the  south  side,  the  descent  of  the  tramways  is  not  so  steep,  and 
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ffites.  and  ;tlwnoe  to  4he  OanfenuliBe  tenHinus  -a  mi^le  «ve,  with  -sidnigs  at  iiie  Holbeath   JtppendiY  No.'46. 
tnraiwayxcos8iiig,«t  the  Towahll  tramway  crossing,  and  ^  tbe  termmos.     The  euttnigs, 
iiahiwlMyiils,  irndgas,  and  either  wat^Es,  are-eneciftad  as  ¥orr  a  doilbic  iiiie,  aad  ibe'Oampony 
fnfioae  to  Jay  itbe  rail  cf  theafvond  line  as  soen  as  praeticaMe. 

TBtmtB  «re  tworofer*%ridges,  fcolh  «Hiptifal  arehes^^f-ivee^one  «rhiaraetinifii»e,tlwre«re 
lour  Jinder^brtdges,  taso  afwhtoh  aeeeast-iron  gtrder^bridgesof  small-span  (tt2  and  15  feet)  and 
naiph  -atreBgih ;  the  lUrd  as  also  -a  oasMron  girdep*brid^,  but  tlie  -span  is  25  feet,  and  wton 
I  first  dnspeeled  this  branch,  there  was  only  one  girder  to  ^ach  mnl,the  breflhsng  weight^f 
which,  as  calculated  by  Mr.  Hodskinsen's  rule,  was  42  tons,  while  ^^  iaad  ^•wnss  li)|.  This 
paqpartion,  thoagh  ant  ao  amall  -&8t  I  eonld  ^panonaee  ^t  vnsafe,  was  stitl  lev  than  nhe  >ex- 
perienae  lof  «Bgioaers  leads  them  to  «4apt  in  least^ivn  iiridgas  naw  xjonfltracted ;  and  an  ^tny 
Ipeintavgthissitt'taibecngMiear  tolfae  Une^iie  agreed  <iritn  ase,  that  itwe^lld  be  bMer  to 
iteei^faen  the  bridge.  As  the  line  iww  to  be  opened  over  it  is  only  a  single  aiie,^and  there 
OTeie  girders  for  '^o  lines,  be  pnspond,  and  bas  since  completed  the  tsdun^  up  the  gipders  of 
the  second  line  aad  adding  ihsin  to  those  that  bear  the  present  rails.  Each  rail,  thei^elbre,  is 
lioWiboiae  Jby  twogrvdees,  which  gives  aasple  strength,  and  when  the  second  line  eooves  to  be 
laid,  girders  of  sttaager  aection  will  be  provided  far  it.  The  fourth  ander-bridge  is  a  east-iron 
IH^  of  a  segmental  4arm,  35  feet  in  span  on  (tie  sqvai^,  and  AS!  8^'  an  the  skew ;  the  rise  is 
4'6'^  lam  of  opimon,  that  all  these  bridges  are  sufficieatly  strong ;  but  tiiere  k  one  eip* 
dMBfltetKecsHneeted-with  the  last — the  cast^ron  areb— '^hieh  I  'would  wish  to  point  out  to  the 
attention  of  the  Comanssienefs. 

Tbeform.ef  apotMn-4br  a  x^ast^inen  curved  i(ib,ivhich  I  have  feuad^tobe  generally  ^^ 
adopted  by  engineers  is  as  in  the  margin,  presenting  a  kind  of  flange  4i0tb  at  top  and 
bottwn;  bat  in  the  bndge  now  under  coaskleration,  theaeotion  of  the  rib  is'of  the  ferm 
and  dimsnaiaas  anaeaed,  showing  a  flange  at  bottom  but  vone  at  top. 

•On  trying  t^e  deflection  produced  in  this  fR)  by  the  weight  of  a  aingle  engine  and 
tender,  I  found  that  it  amounted  to  thiae-eightiis  of  «n  inch,  «ihioh  is^as  much  as  I  have       ^ 
been  able  to  obtcun  by  using  finr  heavier  loads  on  bridges  af  the  mother  form  of  rib,  with  t|^ 
spans  jof  from  90  to  120  feet.    Nor  do  I  attribute  this  to  any  want 'ofaeetional 
area  in  these  ribs,  bat  singly  to  the  distribotion  of  1  he  metal.     It  wpears  to 
nae,^hat  when  a  cin^ed  oast-iran  rib  is  deflected  by  a^weightintbe^entre, 
there  is  a  tenden^  to  rise  at  the  haundies,  and,  coasequeut^,  to  expand  the 
upper  sui&ae  of  aaofa  baonch.    This  tendenoy  to  eKpaasion  is  twined  by 
the  alpper  flange  of  the  ribs  generally  used;  the  haunches  are  thereby 
praveated  from  rising  to  the  same  extent  that  they  would  if  ao  '€aiige  iPere 
there,  and,  as  a  necessary  consequence,  the  centre  cannot  deflect  so  aaucb. 
In  the  ribs  of  this  bridge  there  is  no  upper  flange  to  resist  the  rimng  of  the 
haunches,  and  the  deflection  is  unusually  great.     I  -would  draw  from  this  the 
conclusion,  that  the  ferm  of  rib  more  usually  adopted  is  the  best. 

Four  roads  are  crossad  on  the  level  by  this  poctyMi  ef  the  Danfermliae 
branch ;  one  only,  however,  -is  a  public  road,  and  on  this  the  gates  dose  acposs  both  road 
and  rails,  .and  thue  xrrossing  is  provided  with  a  gatekeeper.    The-otbess  are  aaerely  oecupation- 

tonings. 

33ie  tramways  act  Holbeath  and  Townhill  are  also  crossed  on  the  level;  and,  as  I 
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Appendix  No.  46.  there  are  short  portions  of  ascending  gradients,  which  would  tend  still  further  to  diminish  the 
speed  with  which  such  trucks  would  reach  the  gates ;  yet  I  am  of  opinion  that  it  would  not 
be  advisable  to  dispense  with  precautions  on  the  south  side.  On  conferring  with  the  engineer 
to  the  line  yesterday  upon  this  subject,  I  informed  him  of  my  opinion,  and  he  engaged  to  place 
what  are  called  chock-blocks  upon  one  rail  of  the  tramways,  at  15  yards  from  the  gates  on  the 
south  side  of  each  crossing.  The  effect  of  these  will,  in  my  opinion,  be  to  stop,  or  if  not  to 
stop,  to  throw  off  the  line  of  the  tramway  &ny  trucks  which  should  come  against  them,  and 
thereby  prevent  them  endangering  the  trains  or  gates.  I  went  over  the  branch  again  this 
afternoon,  to  see  these  chock-blocl^  in  place,  and  they  are  now  complete. 

The  crossings,  as  far  as  the  trains  are  concerned,  are  protected  by  semaphore  signals,  distant 
400  yards  to  the  eastward  of  the  Holbeath  crossing,  and  the  same  distance  westward  of  that 
at  Townhill,  with  a  third  situated  half  way  between  them.  These  signals,  which  are  worked 
by  wires  from  the  crossings,  €0*6  always  at  the  ''  caution'*  signal ;  and  I  have  requested  the 
engineer  to  fix  a  board  to  the  two  outer  ones,  with  ^*  shut  off  steam'*  written  thereon  in  large 
letters,  and  to  make  it  a  regulation  with  the  engine-drivers  upon  this  branch,  that  they  sh^l 
always  shut  off  steam  at  these,  signals,  and  approach  the  crossings  with  great  circumspection, 
applying  the  tender-break  when  necessary,  so  as  to  have  their  trains  thoroughly  under  con»- 
mand.  When  the  semaphore  is  raised  to  the  stop  signal,  they  are,  at  once,  to  stop  their  trains, 
and  on  no  account  to  approach  the  crossings  till  the  arm  is  again  lowered  to  its  permanent 
position  of  '^  caution.'*  In  descending  from  the  Holbeath  station  to  the  Townhill  crossing, 
no  train  should  be  allowed  to  attain  a  higher  speed  than  5  miles  an  hour;  those  ascending 
need  not  be  so  restricted,  so  long  as  the  present  regulation  is  in  force,  which  enjoins  all  trains 
to  stop  at  the  Holbeath  station. 

I  have  now  described  all  the  precautions  that  are,  at  present,  provided  for  obviating  the 
risks  inseparable  from  these  crossings.  The  engineer  is  about  to  fix  chock-blocks,  similar  to 
those  on  the  south  side,  to  the  rails  of  the  tramways  on  the  north  side  also ;  this  will  be  an 
additional  security  in  the  event  of  the  points  failing  to  act. 

The  Company  proposed  originally  to  open  the  whole  of  this  new  portion  as  a  single  line; 
but  it  appeared  to  me  more  advisable  to  recommend,  that  the  first  5  furlongs  from  Cross^tes, 
along  which  the  second  Une  was  laid,  should  be  opened  and  worked  as  a  double  line,  and  that 
the  remainder  only  should  be  opened  as  a  single  one.  My  reasons  for  this  were,  that  in  those 
first  5  furlongs  the  railway  is  joined  by  three  lines  leading  from  a  neighbouring  colliery,  and 
that  if  this  pajrt  were  worked  as  a  dngle  line,  these  colliery  line?  would  present  facing-points  to 
the  trains.  By  working  it  as  a  double  line,  this  danger  is  obviated,  as  the  points  will  then  be 
with  the  traffic.  It  will  be  necessary  to  station  a  pointsman  at  the  beginning  of  the  single  line, 
and  his  orders  must  be,  never  to  allow  two  engines  to  be  together  on  the  line  westward  of  him. 
If  one  engine  has  already  passed,  he  must  detain  the  next  till  it  comes  back. 

The  switches  of  the  sidings  at  the  tramway  crossings,  which  must  necessarily  present  facing- 
points  to  the  traffic  either  going  or  coming,  are  invariably  to  be  kept  locked,  and  the  keys 
must  be  kept  by  the  men  at  the  crossings,  who  are  only  to  open  them  when  the  engine  that 
happens  to  be  on  the  single  Une  requires  to  put  in  or  take  out  trucks. 

With  these  precautions  for  the  safety  of  the  traffic,  and  with  the  understanding  that  all  the 
arrangements  and  regulations  herein  described  are  to  be  maintained,  I  am  of  opinion  that 
permission  may  be  given  to  the  Company  to  open  this  last  portion  of  the  Dunfermline  branch 
as  a  double  line  for  the  first  5  furlongs  from  Crossgates,  and  as  a  single  one  for  the  remaining 
distance,  inasmuch  as  it  appears  to  me  that  diese  steps  being  taken,  the  Company  will  have 
done  all  that  lies  in  their  power  to  diminish  the  risks  arising  from  the  working  of  a  single  line, 
and  the  two  dangerous  tramway  crossings. 

I  have,  &c.. 


Copt,  Hamessy  B.E,, 


R.  M.  Laffan, 

Capt.  Royal  Engineers, 


Edinburgh^  Perthy  and  Dundee  Railway  Office, 
Edinburgh^  December  6,  1S49. 

J,  Hbnrt  Lees,  Secretary,  and  on  behalf  of  the  Edinburgh,  Perth,  and  Dundee  Kailway  Company, 
seeing  that  Capt.  Laffan,  the  Inspecting  Engineer  appointed  by  the  Railway  Commissioners 
to  examine  and  report  on  that  part  of  the  Dunfermline  Branch  Railway  between  Crosagates 
and  Dunfermline,  having,  on  his  inspection  thereof,  suggested  to  the  engineer  of  the  Com- 
pany that,  in  order  to  guard  more  effectually  against  accidents,  a  set  of  chock-blocks  be 
placed  u|)on  the  Holbeath  and  Townhill  tramways,  immediately  to  the  south  of  their  re* 
epective  points  of  intersection  with  the  said  branch  railway,  and  this  having  been  done,  and 
Captain  Laffan  having  further  required  an  engagement  on  the  part  of  the  Company  that  the 
said  chock-blocks  should  continue,  I  hereby,  on  the  part  of  the  Company,  engage  that  the 
same  shall  be  so  continued,  on  the  understanding  that,  if  at  any  time  an  alteration  should  be 
found  necessary,  a  communication  shall  be  made  to  the  Commissioners,  stating  the  circum- 
stances, with  a  view  to  their  sanction  being  obtained. 

Henry  Lees, 

Secretary. 
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Office  of  Commissioners  of  Railways,  Whitehall^        Appendix  No.  46. 
Sir,  December  8, 1849.  HT  P    h 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  after        and  Dundee 
considering  Capt.  Laffan's  Report  of  his  inspection  of  the  Dunfermline  branch  of  the  Eklin-  Railway, 

burgh,  Perth,  and  Dundee  Railway,  from  Crossgates  to  Dunfermline,  and  the  engagement 
signed  by  yourself  in  reference  to  the  maintenance  of  the  chock-blodcs  referred  to  in  that 
Keport,  they  have  no  objection  to  the  line  in  question  being  opened  for  the  purposes  of  public 
traffic;  but  I  am,  at  the  same  time,  to  transmit  to  you  the  enclosed  extracts  from  Capt. 
Laffan's  Report,  and  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company 
thereto. 

I  have,  &C.9 

The  Secretary  of  the  H.  D.  Harness, 

Edinburgh^  Perth,  and  Dundee  Railway  Company.  Capt.  Royal  Engineers. 


Appendix  No.  47-  Appendix  No.  47. 

South  Staffordshire 
SOUTH  STAFFORDSHIRE  RAILWAY.  -  RaUway. 

Sir,  December  1,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners,  that  I  yesterday  inspected 
the  South  Staffordshire  Railway,  from  a  junction  on  its  Birmingham  branch,  1  mile  15  chains, 
from  Walsall  to  its  junction  with  the  Oxford,  Worcester,  and  Wolverhampton  Railway  at 
the  town  of  Dudley,  the  distance  being  5  miles  21*5  chains. 

The  district  through  which  this  line  runs  is  peculiarly  circumstanced,  lying  over  the  great 
30  feet  bed  of  Staffordshire  coal,  which  throughout  a  great  part  of  the  course  of  the  railway 
has  long  been  worked  out,  and  the  pillars  and  ribs  left  in  to  support  the  roof  are  now  in 
course  of  removal.  This  bed  lies  at  the  depth  of  between  40  and  90  yards ;  besides  this  great 
bed,  there  is  another  at  a  less  depth  (about  20  yards),  2  feet  6  inches  thick,  which  has  been 
likewise  nearly  worked  out ;  the  consequence  is,  that  on  each  side  of  the  railway  the  surface  of 
the  ground  presents  a  series  of  circular  hollows  or  indentations  caused  by  what  is  here  termed 
the  crowning  in  of  the  ground;  the  embankments  of  the  railway  have  all  sunk  several  feet, 
and  most  of  the  bridges  are  more  or  less  affected ;  some  exhibit  cracks  caused  by  the  settling, 
and  others  have  sunK  bodily  and  shown  no  cracks ;  this  peculiar  state  of  things  will  require 
extraordinary  care  in  watching  the  line  both  above  and  below  ground,  after  the  line  shall  be 
opened,  in  order  to  ensure  the  public  safety,  and  I  shall  be  prepared  after  another  inspection, 
which  will  be  necessary,  to  make  such  recommendations  as  the  peculiar  circumstances  of  the 
line  call  for. 

I  found  the  permanent  way  laid  throughout,  but  generally  in  a  rough  state,  and  many  parts 
insufficiently  ballasted ;  the  station  arrangements,  with  regard  to  platforms  and  signals,  were 
incomplete.  A  large  culvert,  28  feet  span,  at  the  bridge  crossing  the  London  and  North  Western 
Railway,  had  not  the  centres  removed.  And  at  2  miles  17  chains  an  under-bridge,  the  abut- 
ments of  which  were  22  feet  high,  was  in  a  dangerous  state  from  the  west  abutment  being 
thrown  out  of  the  perpendicular,  caused  by  the  pressure  of  the  embankment :  it  is  at  present 
shored  up,  but  will  have  to  be  taken  down  and  rebuilt.  I  shall  defer  entering  into  a  description 
of  the  bridges,  which  have  suffered  more  or  less  from  the  subsidence  of  the  ground,  until  my 
next  inspection  of  the  line,  when  I  shall  be  better  prepared  to  form  an  opinion  whether  the 
cause  from  which  they  have  suffered  is  still  in  action.  I  have  now  to  report  that,  owing  to 
the  unfinished  state  of  the  permanent  way,  the  dangerous  state  of  the  bridge  at  2  miles  17 
chains,  and  the  incompleteness  of  the  station  arrangements,  as  regards  platforms  and  signals, 
that  in  my  opinion  the  line  cannot  be  opened  without  danger  to  the  public  using  the  same, 
and  I  recommend  that  the  opening  of  it  may  be  postponed. 

I  have  to  report  the  following  deviations  beyond  the  Parliamentary  limits: — 

First,  in  the  gradients : 

At  3  miles  6*  65  chains,  a  gradient  of  1  in  177  and  45  chains  in  length  has  had  a  gradient 
of  1  in  100  of  9  chains  length,  and  I  in  60  of  2  chains  length  intrcduced  into  it;  in  the 
remaining  length  the  gradient  has  been  improved. 

Secondly,  in  the  cur\es : 

At  Dudley  station  a  curve  of  15  chains  radius  has  been  substituted  for  one  of  20  chains. 

And  at  Greatbridge  station  a  curve  of  20  chains  has  been  substituted  for  one  of  54  chains. 

The  direction  of  the  line  also,  at  4  miles  50  chains,  passes  a  little  beyond  the  limits  of 
deviation  for  50  chains. 

I  do  not  consider  that  any  of  the  above  deviations  are  of  an  objectionable  character* 

I  have,  &c., 

Capt.  Harness^  R.E.,  George  Wynne, 

j-c.        ^c.  Capt.  Royal  Engineers. 


Sir,  January  16,  1850.    . 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commisssoners,  that  I 
yesterday  re-inspected  the  extension  of  the  South  Staffordshire  Railway  to  Dudley,  com- 
mencing about  two  miles  from  Walsall. 
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South  Sidfordflhke 
lUliwfjr. 


Appendix  No.  47.  Commencing  from  the  bndge-whicb  cftiriestlievxtension  over  the  London  and  North  Western 
Railway,  I  found  ilie  permaMent  my  Tor  a  considerable  distance  towards  Dudley  so  broken  «p« 
that  it  was  not  safe  to  take  an  engine  over  it.  Finding  the  line  at  the  commencement  in  this 
state,  1  ditlnotfeelit  necessary  to  prosecirte  my  inspection  further;  and  Iliave  only  now  to  state 
thaft,  from  the  incompleteness  of  the  permanent  way  alone^  I  -*m  oT  opinion  that  the  line 
cannot  be  opened  without  danger  to  the  pAAic  using  the  'same,  and  I  beg  to  recommeiKi  that 
the  opening  may  be  further  postponed. 

I  have,  Slc, 

Ccgpt.  JIarmss,  M.E.,  Gsorgb  Wtnnt, 

^c.        Sfc.  Capt.  Royal  Engin 


Appendix  No.  48. 

Sheffield,  Rother- 

;    ham,  Bamsley, 

Wakefield,  Hud- 

denfield,  and 

Goole  Railwmy. 


Appendix  Na  48. 

SHEFFIELD,  ROTHERHAM,  BARNSLEY,  WAK«PIELD,   HUDDERSFIELD, 

AND  GOOLE  RAILWAY. 

Sir,  Whitehall,  December  15,  1849. 

I  HAVE  to  report  to  yoi^  for  the  iafiaMnetioQ  of  the  Commissioners  of  Railways,  that, 
having  received  their  instructions  to  inspect  that  portion  of  the  Sheffield,  Rotherham,  Barnsley, 
W^ibsfield,  Huddarsfield,  and  Goole  Railway  which  extends  from  the  station  at  Barnsley  to 
thejunction  with  tb«  Lancashire  and  Yorkshire  Railway  near  Uorbury,  and  including  the 
Silkstoiie  branch,  on  the  14th  instant,  I  accordiogly  proceeded  to  Kormantcm  with  the 
intention  of  inspecting  the  line,  but  was  tfaenemet  bytbe  Depaty-Chairman  of  the  Cbmpany 
and  the  resident  engineer,  who  informed  me  that  the  line  was  aot  m  a  fit  condition  for 
inspection,  and  who  nequested  me,  therefore,  to  postpone  the  inspection  to  k  future  day. 
They  further  informed  me  that  the  engineer  ^ad  written  to  me  on  the  iOlh  instant,  to  the 
effect  that  the  line  would  not  be  ready  for  inspection  on  the  14th,  which  letter,  by  some 
mistake,  had  not  come  into  my  hands.  I  therefore  felt  it  my  duty  to  act  «ip  to  the  ins^uctioos 
of  the  Commissioners,  and  to  inspect  the  line  on  the  day  appointed  by  thenji,  and  accordingly 
went  over  a  portion  of  it,  commencing  from  the  junction  of  the  Laincashire  and  Yorkshire 
Railway  at  Horbury, 

I  found  that  the  junction  was  in  an  imperfect  state,  and  the  permanent  way  not  completed, 
and,  generally,  a  great  deficiency  of  ballast  and  incompleteness  of  works ;  and  I  have  therefore 
to  report  that,  in  my  opinion,  the  qpeningof  the  same  will  be  athended  with  danger  to  the 
public  using  the  same  by  reason  of  the  incompleteness  of  the  works  and  permanent  way.  I 
did  not  go  over  the  whole  of  the  line,  having  seen  in  the  part  which  I  inflected  sumcieat 
ground  upon  which  to  make  the  above  report. 

I  have,  &c.. 


J.X.  A«  Simnoifi, 

<Jcqt.  Megal  Engimtrs. 


Copt  Harness,  £  JSL, 

SiA,  Whitehall  December  2€b  |849. 

I  HAVX  to  vetjpcfBt  to  you,  for  the  infiaTmaitiDn  of  the  Oammi««Diieis  of  Railways,  tbat» 
in  oompliance  with  their  lappokitmeMt,  I  ve-iMpaded,  on  the  22nd  instant,  the  line  of  the 
Sheffield,  Rotbecbam,  'Barnsley,  Wahefield,  Huddenfield,  tasl  Gode  Railway,  fi^m  the 
junction  with  the  Lanoashhie  and  Y^rkdnre  Railway  at  Horbury  to  the  town  «f  Bamsl^,  a 
dtstanee  i>f  8  miles  62  ckaiM*  The  fine  is  single  throughout,  with  the  ejiceplton  ^f  a  short 
length  •(  abovt  .200  yards  at  the  junction  with  the  Lancashire  aend  Yorkshire,  and  short 
sidings  at  the  intermediate  stations.  J  found  theiioein^very  :way  ready  to  receive  the  public 
traffic,  and  was  informed  by  the  engineer  that  k  is  to  be  worked  by  the  Lancashire  and  York- 
shire Railway  Company,  who  propose  to-osrry  on  the  traffic  so  that  tme  particular  locomotive 
engine  shall  be  with  every  train. 

I  also  inspected  the  Silkstone  branch  of  this  same  railway,  1  mile  54  chains  in  length, 
which  is  also  a  single  Iktt,  mdiaileAded  only  for  use  as  a  ^mji^ral  and  goods  line.  I  have  to 
report  that  I  am  mmre  of  nothing  to  prevent  the  opening  of  this  hne  and  branch  with  safety  to 
the  public  whenever  the  Company  may  desire  to  do<o. 

I  have,  &c.. 


Capt.  Hamess,  jR.£., 


J.  L.  A .  ^niHONs, 

Capt.  JRoydl  Enffineers. 


Appendix  No.  49. 

London  and  North 
Western  Railway 
iC^im  Branch^ 


AirmmyiK  No.  49. 


LONDON  AND  NORTH  WESTERN  RAILWAY.— {CliJtanlBranch.) 
Sir,  December  19,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  I 
this  day  inspcfcted  the  Clifton  branch  of  the  London  and  North  Western  Railway,  which  com- 
menees  at  the  Patieoroft.fllation  on  the  Liverpool  and  Manchester  Railway,  and  runs  mto  the 
East  Lancashire  Railway  at  Clifton,  its  length  being  3  miles  46  chains. 

I  found  the  line,  from  tiie  commencement  of  the  tunnel  to  where  it  jcmis  the  East  X^an- 
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cashire  Railway,  deScteni  in  ballast,  and  i\tB\  raiU  vety  nuAoh  out  of  adjuatment,     I  must    Appendix  N«i  49. 
therefore  report  that,  owing  to  the  incompleteness  of  ihe  pennuient  way,  1  am  of  opinion  that  — '  -^^. 

the  liiM  cannot  be  opened  withetttr  danger  to  the  psblie  ufifig  the.  seane^;  and  I  reconuntnd  ^^^^f^if'^^^l?^ 
that  the  opening  of  it  be  for  the  present  deferred.  (CTyhmJffNwo^j 

I  hare,  &e., 

Copt,  Harness^  R,E.,  GEORoni  Wtt«ns> 

ift:        Sfc,  Copt:  Boyvi  EngvnMTB. 


Tom. 


Su^  Jntmorff  Iv  IMO. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  diat  on 
the  29th  of  last  month,  I  re-inspected  the  Clifton  branch  of  the  London  and  North  Western 
Railway, and  I  found  the  ballasting  of  the  line  had  been  completed  since  n^  lastiBBpectioay 
and  the  rails  placed  in  proper  adjustment. 

The  principal  work  on  the  line  i^  a  tunnel  1,298  yards  in  length,  the  formation  through 
which  it  passes  is  loose  sand  and  marl,  lying  over  the  coal-measures;  the  sand  in  some  places 
appvoaehes  tha  Datnre-  of  a  quicksand,  and  in  these  parts  a  good  deal  of  difficoily  was* 
experio3ced  in  raakiog^  the  tunnel,  and  much  water  still  passes- through  the  brickw4)rk.  The 
tunnel  is  of  brick,  thcee  brick  thick,  set  in  mortan  of  blue-lias  lime,  with  the  exception  of  the 
crown  of  the  arch,  which  is  set  in  Ranoian  cement;  there  i».an  iiwert  twa  feet  thiok,  smd  the- 
tunnel  is  drained  by  a  central  dram-  laid  on  the  invert ;  the  eoiterior  appearanee  of  the  wwrk. 
gives  every  reason  to  suppose  that  it  has  been  propeity  oonstrtrctedc 

There  are  femr  bridges  under  the  railway,  which,  ace^ spanned  by  iron  girders';  one  is  25 
feet  wide,'  the  other  three  1*2 feet' wide-;  thethree latter. are  oecupatien  bridges,  awi  the  oneoT 
25  feet  span  crosses  a  public  road  known  as  Slack-lane ;  ther  are  all  oP  sofficient  strength. 

There  is  a  large  cast-iron-girder  bridge  passing  over  the  Irae,  which  carrier' the  Afanchester 
and  Bolton  Railway,  it  is  made  of  sufficient  width  for  four  lines;  the  gprders  are  placed  in 
pairs,  trough  fashion,  at  10  feet  intBTvals ;  these  intervals  are  spanned  by  G-inch. planking  resting 
on  the  flanches  of  the  girders,  and  carry  a  line  of  way ;  the  rails  are  carried  on  longitudinsd 
timbera  12  X  89  laid  on  the  plankings  and  the  whole  is.  ballasted  over.  In  the  trou^  of  the 
girders  lies- a.  balk  20  x  16,  and  the  girders  are  bolted  through  this  to  one  anodbeir;  the 
^rders  are  2  feet  6  inches  deep,  the  bottom  flanoh.  ia  18  inches'  wide^  and  the  top  flaneh  4i 
inefaes^  The  tbidLness  of  metal  tlnroughout'  is  2  inehes;  the  spanrof  the  bridge-isj40  feet; 
the  bneaking  weight  of  a  pairof  these-gmlers,  f«r  a  dUtribuML  load,  is,  by  oakulaticmt.  2SS 
tons  5  the  permanent  load  they  have  to  support,  inehiding  their  own*  weigfct,  Isuppoee'to  be 
27  tons;*  the  moving  weight,  I  take  at  35  tons.  •  Girders llitt 

The  investigations  of  the  Commission  appointed:  by  Her  Majesty^s  Government  to  inquire  Timber  5 
into  the  strength  of  iron,  having  reference  to  its  application  to  railway  structures,  have  led  Ballast  12 
them  to  the  concludon,  ''  that  cast-iron-^rder  bridges,  where  the  ultimate  strength  is  the  ^ 

only  question  for  consideration,  may  be  subjected  to  a  permanent  load  at  rest  equivalent  to^one* 
third  of  its  central  brewing  \imght ;  bat  that  eonuderiBg  the-  efi&cts  which  moving. loade*  may 
produeev  it  is  recommended  that  the  greatest  lead  in.  railway  bridges  sheaild  in^nO'Casetexoeed 
one-sixth  of  the  weight  which  would  break  the  beam  when  laid  on  it  at  rest  in  the»O0Dtra.** 
Ttev  likewise  recommend^  a  stiQ.  ftntfaev'  inenBaae^^af  stcvtiglh  far  beame  snhgeot:  ta.  loads 
moving  at  high  velocities;  but  a^the  bridge  in  qiieslio»  does-  not  fnlfii  the  fhtstAof  tbeseicoa* 
dition9>  I  have  not  thought  it  necessary- to  enter  upon  the  seeondt 

According  to  the  rule  above  laid  down,  the  breaktng"weight  of  the  pair  of  girders^  for  a 
distributed  load  should  be — 

Three  times  the  permanent  load  »-  3  x  27  ^    ^^  \xsuu 
Six  timea  moving  load  c  6  x  35  »  210  Uin»^ 

291  tons. 
Which  I  suppose  composed  of  mm  engine^  aaid  partof 

another  following,  and  which  in  a  bridge^  of  thir 

span  may  be  considered  as  a  distributed  load. 
Calculated  breaking  weight  of  a  pair  of  tlie  girders  for 

a  distributed  load =  233  tois. 

Deficient  in  strength         «.         •  •  58  tons. 

I  must  therefore  report  that,  owing  to  the  want  of  strength  in  the  bridge  which  carries  the 
Mtmchester  and  Bolton  Railway  over  the  Clifton  branch,  that  I  am  of  opinion  that  the  latler 
railway  cannot  be  opened  without  danger  to  the  public  using  the  same. 

And  the  danger  incurred  by  the  public  using  the  Man<£ester  and  Bolton  Railway  will  be 
much  greater. 

I  have,  &;c, 

Oofit.  HcoTiess^  RE,  Gborgb  Wynne, 

^.        ^.  Capt.  Boyal  Enginaeri. 

Raiheay  Office^  LimiB-dreBt  Station,  Liverpool, 
Sir,  January  9,  1850. 

I  AM  instructed  to  acknowledge  the  favour  of  your  communication  of  the  2nd  instant, 
with  copy  of  Captain  Wynne's  Report  of  his  re-inspection  of  the  Clifton  branchy  and  informing 
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.Appendix  No.  49.    me  that  the  Commissioners  of  Railways^  for  the  reasons  slated  by  Captain  Wynne,  had  farther 

w^ ,   *"■"".  Morfh   P^^P^'^^d  the  opening  of  the  line. 

Wettern^ailwav.        '^^^   Directors  immediately   forwarded  your   communication  and   its  enclosure  to   Mr. 

(Clifton  Branch.)  Edward  Woods,  the  engineer  for  the  Clifton  branch,  and  I  have  now  the  honour  to  transmit 
you  Mr.  Woods'  reply,  with  his  reasons,  in  detail,  for  considering  the  strength  of  the  bridge 
objected  to  amply  sufficient. 

As  Captain  Wynne  may  not  have  been  aware  of  the  process  of  construction  (by  the  com- 
bination of  timber  with  the  ordinary  cast-iron  girders),  as  well  as  of  some  other  points  of 
detail,  which  Mr.  Woods  explains,  the  Directors  trust  that,  on  consideration  of  all  the  cir- 
cumstances of  the  case,  the  Commissioners  will  authorize  the  transit  of  passenger  traffic  over 
the  Clifton  branch. 

I  have^  &c., 

Capt.  Harness,  RJl.,  H.  Booth,  Secretary. 


Dear  Sir,  Liverpool^  January  7, 1850. 

I  HAVE  before  me  the  official  Report  of  Captain  Wynne  of  the  result  of  his  examination  of 
the  Clifton  branch,  commenting  particularly  on  the  insufficiency  of  the  ffirder  bridge  which  carries 
the  Manchester  and  Bolton  Railway;  in  consequence  of  which  alleged  want  of  strength  Captain 
Wynne  considers  that  the  line  cannot  be  opened  without  danger  to  the  public. 

The  expression  of  this  opinion  renders  it  my  due  to  the  Directors  to  offer  some  obseryations  upon 
the  construction  of  the  bridge  with  reference  to  Captain  Wynne's  comments  thereupon,  not  merely 
because  the  delay  in  opening  the  line  will  be  productive  of  inconvenience  and  loss  to  the  Company, 
but  more  especially  because  a  considerable  amount  of  reftponsibility  has  already  been  incurred,  the 
entire  traffic  of  the  Manchester  and  Bolton  Railway  having,  for  the  last  twelve  or  thirteen  months, 
been  conducted  over  this  bridge. 

I  much  regret  that  no  reference  should  have  been  made  to  the  supposed  weakness  of  the  bridge 
either  in  Captain  Wynne's  first  Report  (which  appeared  to  give  his  entire  sanction  to  the  works  of 
the  line,  subject  to  the  completion  of  the  ballasting  and  adjustment  of  the  permanent  way),  or  at  the 
time  of  the  second  visit  of  instpection;  as  I  believe  a  comparison  of  notes  between  us,  and  perhaps  a 
close  exaniinatiou  of  the  bridge  when  under  the  influence  of  passing  trains,  might  have  led  to  the 
removal  of  any  doubts  in  Captain  Wynne's  mind  of  its  security. 

The  objection  urged  by  Captain  Wyime  is  founded  upon  a  comparison  of  the  calculated  ultimate 
strength  of  the  girders  in  relation  to  the  load  they  have  to  sustain;  with  a  recommendation  of 
the  Government  Commissioners  as  to  the  proportion  which,  in  their  opinion,  should  be  observed 
between  the  strength  of  a  railway  bridge  girder  and  its  greatest  load. 

I  believe  that  no  two  engineers  have  hitherto  been  agreed  as  to  the  exact  proportion  which  should 
be  observed ;  and,  in  the  absence  of  any  general  rule  sanctioned  by  high  authority,  each  engineer  has 
been  left  to  determine  for  himself  the  proportions  proper  for  any  given  case,  partly  from  precedent, 
and  partly  from  the  formula  of  those  who  have  devoted  their  special  attention  to  experiments  on  the 
subject. 

I  have  been  guided  in  this  manner  in  the  present  case,  and  considering  the  importance  of  the  bridge 
as  at  a  crossing  of  two  lines  of  railway,  have  given  to  it  what  I  deemed  a  more  than  ample  allowance 
of  strength. 

It  must  be  satisfactory  to  any  one  intrusted  with  the  execution  of  such  works  to  find  a  definite  rule 
laid  down  by  authority  for  his  guidance,  the  observance  of  which  must  materially  lessen  his  responsi- 
bility ;  but  it  seems  to  me  not  unreasonable  to  demur  to  the  principle  that  existing  works  shall  be 
condemned  by  a  rule  not  heretofore  made  known,  and  contained  in  a  document  to  which  I  believe  the 
public  have  not  at  present  access. 

Taking  into  account  variedes  in  the  quality  of  metal  used  in  casting  girders,  the  various  ways  of  arrang- 
ing and  combining  them,  and  that  the  mode  of  supporting  the  roadway  may  be  modified  so  as  to  qualify 
materially  the  effect  of  impact,  a  rule  like  this  can  only  be  regarded  as  an  average  or  approximate 
expression  of  the  desirable  relation  that  should  subsist  between  strength  and  load,  and  can  scarcely,  I 
apprehend,  be  considered  by  the  Commissioners  as  an  absolute  rule  applicable  retrospectively  and  in- 
discriminately to  every  case,  and  without  regard  to  the  particular  conditions  of  the  structure. 

In  designing  the  present  bridge  I  had  especial  regard  to  the  means  of  diminishing  vibration  and 
other  effects  of  ^impact,  and  of  preventing  torsion  of  the  girder  arising  from  pressure  on  the  lower 
£ange. 

The  girders  are  arranged  in  pairs,  firmly  bound  together  upon  an  intervening  balk  of  Quebec  oak  of 
Tcry  large  scantling  (20  inches  by  16  inches),  extendiAg  throughout  their  length.  This  timber  serves 
as  an  elastic  cushion  to  stop  vibration,  and  as  a  lateral  support  to  the  vertical  ribs,  rendering  the  two 
igirders  into  a  wide  compound  beam,  and  thereby  affording  security  against  accident  sboukl  one  of  the 
girders  be  fractured — a  contingency  whi^jb  I  can  scarcely  suppose  possible. 

The  weight  of  the  train  is  distributed  on  to  longitudinal  bearers  (half  balks)  of  timber,  and  thence 
on  to  cross-planking.  The  cross-planks  are  secured  at  their  ends  on  to  bngitudinal  planks  of  timber, 
3  inches  thick,  resting  continuously  upon  the  flanges  of  the  girders.  The  girders  themselves  are  bedded 
on  to  balks  of  English  oak,  18  inches  by  12  inches,  restins  on  the  brick  piers  on  either  side. 

Thus  the  train  is  received  on  to  an  elastic  platform,  which  yields  under  the  blows  of  the  wheels, 
and  acts  as  a  system  of  springs  to  diminish  the  force  of  concussion  or  impact. 

It  appears  to  me  unquestionable,  that  by  the  above-described  disposition  of  the  parts,  the  girders 
are  subjected  to  much  less  strain  by  impact  than  they  would  sustain  under  the  same  loads  were  the  rails 
placed  in  more  rigid  connexion  with  them  in  other  ways  by  no  means  uncommon ;  and  that,  con- 
sequently, the  same  rule  of  proportion  cannot  be  held  to  apply  equally  to  all  cases. 

According  to  Captain  Wynne's  computation,  the  ultimate  strength  of  one  pair  of  girders  is  equal 
to  233  tons  of  distributed  load;  an^  the  actual  distributed  load  is 
62  tons  in  an  extreme  case. 
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London  and  North 
Western  Railway. 
{Clifton  Branch^ 


The  difficreooe  (171  tons)  it,  according  to  this  compotatioD,  the  margin  allowed  to  corer  risk  of  over-    Appendix  No.  49. 
straining  the  fibre  and  for  impact ;  a  margin  which  Captain  Wynne  is  of  opinion  should  be  increased 
to  329  tons. 

Should  the  margin  be  found  in  reality  not  to  exceed  171  tons,  I  deem  it  abundantly  ample  under  all 
the  circumstances  of  this  bridge.  I  believe,  however,  that  I  shall  be  able  to  prove  that  the  margin  of 
strength  is  as  great  as  the  Commissioners  have  recommended. 

In  the  first  place,  I  beg  leave  to  correct  a  slight  error  in  one  of  the  elements  of  the  calculation. 
The  dear  bearing  of  the  girders  or  skew  span  of  the  bridge  is  38  feet,  not  40  feet,  as  Captain  Wynne 
states  it.    AH  the  other  dimensions  of  the  girders  are  correctly  given. 

Applyii^  these  several  dimensions  to  the  formula  originally  used  in  estimating  the  stren^h  of  these 
girders,  and  griven  by  Mr.  Eaton  Hodgkinson*  (perhaps  the  highest  authority  on  such  subjects,  and  a 
member  of  the  Government  Commission  whose  Report  is  referred  to),  the  breaking  weight  appliecl 
in  the  centre  of  each  comes  out  to  be  79  tons. 

The  breaking  weight  In  centre  of  the  pair  is  therefore  158  tons ;  and  the  dutrUnUed  breaking 
weight  of  the  pair  is  316  tons  as  against  291  tons. 

Whereas  Captain  Wynne  computes  it  to  be  only  233  tons  as  against  291  tons. 

By  my  coinpntation,  therefore,  each  pair  of  giiders  is  in  reality  26  tons  in  excess  of  the  assumed 
necessary  strength,  instead  of  being  58  tons  deficient. 

Captain  Wynne  does  not  give  the  formula  from  which  he  derives  his  result,  and  I  am  therefore  left 
to  suppose  that  he  may  have  been  guided  by  some  other  authority. 

Mr.  Hodgkinson  gives  another  formula  applicable  to  the  special  case  of  beams  with  very  large 
bottom  flanges  and  very  thin  vertical  ribs,  which  would  produce  the  result  stated  by  Captain  Wynne ; 
but  this  formula  is  evidently  inapplicable  in  the  present  instance,  where  the  vertical  part  between  the 
flanges  presents  a  sectional  area  nearly  one  and  a-half  times  greater  than  that  of  the  bottom  flange, 
and  where,  consequently,  the  value  of  the  central  part  in  affording  strength  to  the  beam  cannot  be 
neslected. 

In  conclusion,  I  may  state  that  the  whole  particulars  of  the  bridge  were  submitted  to  and  approved 
by  Mr.  Hawkshaw,  as  engineer  to  the  Lancashire  and  Yorkshire  .Railway  Company,  previous  to  the 
work  being  commenced ;  that  the  work  was  carried  on  under  the  joint  superintendence  of  Mr.  Hawk* 
shaw  and  myself;  that  no  complaint  has  ever  reached  me  as  to  its  insecurity ;  that  a  twelve  or  thirteen 
months*  traffic  (about  18,000  trains)  has  passed  over  it ;  that  upon  careful  measurement  of  the  deflec- 
tion of  the  girders  under  the  action  of  eipress  and  other  trains,  I  have  never  found  the  temporary 
depression  in  the  centre  of  any  of  the  girders  to  exceed  two-fifths  of  an  inch,  which  depression  may 
include  some  amount  of  compression  of  the  timb^  on  which  the  girders  rest ;  and  that  this  bridge  is 
altogether  one  of  the  stifiest  and  most  substantial  of  the  kind  that  I  have  constructed. 

I  am,  dear  Sir, 
H.  Booih^  E$q.^  Tours  truly, 

dfc.      Sfc.  EnwARo  Woods. 

P.S.  January  8. — Upon  receiving  the  copy  of  Captain  Wynne's  Report,  I  sent  to  Mr.  Hodgkinson, 
through  my  fnend  Mr.  Campbell,  of  Manchester,  a  cross  section  of  tne  compound  girder,  requesting 
Mr.  Hodgkinson*8  opinion  as  to  its  ultimate  strength. 

Since  writing  the  foregcnng  Report  the  following  letter  in  replyhas  just  been  handed  to  me : — 

(Copy.) 
Dbar  Sir,  Sose  ERU^  PendUion,  January  7,  1850. 

Tbb  falling  off  from  perfect  elasticity  in  cast-iron  being  so  great  as  to  render  almost  useless 
computations  based  upon  that  supposition  as  to  the  breaking  weight  of  beams,  we  have,  I  believe,  no 
rules  on  which  any  reliance  can  be  placed  but  those  which  I  gave  in  the  additicmal  volume  to  Tredgold. 
The  former,  from  my  '^  Paper  on  Beams,"  in  the  5th  volume  of  the  ^*  Manchester  Memoirs,"  being  most 
applicable  to  beams  of  the  best  form  of  section,  in  which  the  influence  of  the  vertical  part  between  the 
flanges  might  be  omitted ;  and  the  latter  being  formed  to  include  that  part,  where  the  thickness  was 
such  as  to  require  it* 
For  the  bresking  weight  of  ^ach  of  the  girders,  by  the  latter  formula,  we  have 


^-s4/{*'^-(*-*'>'^}= 


2 


3  X  30  X  38 
1 


{" 


X  30»  -  16  X 


-} 


1710 


(18  X  27,000  -  16  X  21,952)  =  7;3-8  tons ; 


whence  2  x  78*8  =  157*6  tons  =  strength  of  the  pair  of  girders. 


*  The  breaking  weight  of  a  girder  by  the  formula  W  = 
26  X  36  X  30 


26  X  a  X  c^ 


,  where  all  the  dimensions  are  in« 


inches  is  "^^^{g^^  =  <51»7  tons 
.♦.  2x61-7  ^  123*4  tons 


the  strength  of  the  pair. 


*  Tradgold,  **  On  StreDgth  of  Catt-iran;**  edited  by  Eatoo  Hodgkinton,  T.R3.,  vol.  3,  page  450. 


'^^^l)hd^^(h^V)d^) 


where  W  ia  in  tone     as  bMaking  weigbt. 

/  ie  in  lifet      as  dittanoe  between  aapports. 
(i  is  in  inches  a  A  C  a  whole  depth, 
ci' k  in  inohee  s  A  B  a  depth  to  bottam  flange. 
6  k  in  inches  at  D  S  a  breadth  of  ditto. 

6^  is  in  inches  s  F  O  a  thickness  of  vertioal  pair,  as  said  to  be  raqnivod 
by  the  CommissiooeiV  rule. 


M 


Digitized  by 


Google 


82  APPENDIX  to  REPORT  o/fAe  CfOMMISSIONERS  of  RAILWAYS. 

Appendix  No.  49.       Tkkin^  a  mean  between  tbe  ftrengths  from  the  two  fonnQln — ae  tbe  fbnner  would,  I  think,  gm  the 

London  and  North    result  too  high  in  this  case — ^we  have =  140  tons,  the  mean  breaking  weight  of  a  pair 

CCKfton  Branclu)     ^  girders ;  the  influence  of  the  timber  between  them  being  neglected. 

fVom  experiments  of  which  more  will  be  said  hereafter,  it  would  not  be  safe  to  expose  girders  for  a 
long  time  to  yihrations  from  loads  greater  than  ^  or  f  of  their  breaking  weight  passing  rapidly  over 
them. 

Compound  girders  of  this  strength  should  therefore  not  be  loaded  with  more  than  about  20  to  23  tons 
passing  over  them ;  perhaps  scarcely  that  much- 

If  the  depth  of  the  timber  be  made  20  inches  only,  perhaps  the  cross-bolt  should  be  somewhat  lower 
than  at  the  half  depth  of  the  beam  as  proposed. 

I  am,  dear  Sir, 

Yours  very  truly, 

jB»  Cadogan  Campbell^  Esq.  £ATOif  HooGXiNaox. 

It  will  be  seen  by  tiie  above  Ittter  that  Mr.  Hodgkiason  estimates  the  centxal  breskzng  weig^  of  the 
pair  of  girders  (neglecting  the  influence  of  the  timber  between  them)  st  140  t«ns,.«qittl  to  i80  tens 
distributed,  p««iferring  ts  ta^  a  mean  between  tbe  results  given  by  two  different  forravle ;  the  first 
being  that  on  which  my  calculation  w«s  based,  and  tbe  second  being  the  formula  in  which  the  influ- 
ence of  the  vertical  part  is  omitted. 

It  will  be  fiirther  seen  that  Mr.  Hodgkinson  considers  that  componnd  girders  of  this  streng^  ase 
fitted  for  a  bridge  over  which  die  passing  loads  do  not  exceed  20  to  28  tons  (applied  in  centre),  eqssl 
to  40  to  46  tons  distributed  pressure. 

Captain  Wynne  comrpules  that  the  girders  will  not  have  to  sustain  mos<e  than  85  tons  of .  dtstributed 
passing  load. 

I  submit,  therefore,  that  Mr.  Hodgkinson^s  opinion  is  condnstve  as  to  the  streng^  oi  this  bridge 
being  more  than  saffiicient. — E.  W. 


Si%  Jmuary  13,  1850. 

I  HAV£  the  honour  to  acquaint  you^  for  the  information  of  the  Commissioners,  that  I 
vesterday  proceeded,  in  obedience  to  their  instructions,  to  re-inspect  the  bridge  over  the  Clifton 
branch  of  the  Lgodoo  and  North  Western  Railway,  which  carries  the  Manchester  and  Boltim 
Bailwav.  I  was  accompanied  W  Mr,  Woods,  the  en^i^eer  of  the  Clifton  branch,  and  Mr. 
Hawkshaw,  the  engineer  of  the  Lanci^hire  and  Yorkshire  Bailway. 

From  Mr.  WockIs'  letter  to  the  Directors  of  his  Company,  and  which  the  Commissioners 
have  forwarded  to  me  for  perusal,  I  find  that  an  important  error  existed  in  the  returns 
previously  furnished  to  me,  which  gave  the  span  of  the  bridge  as  40  feet,  instead  of  38  feet. 

Mr.  Hodgkinson,  to  whom  tbe  bridge  has  been  submitted  for  his  opinion,  in  calculuting  the 
strength  of  ttie  girders  has  adopted  a  mean  between  tbe  breaking  weight  given  by  the  formula 
used  by  me  and  of  another  which  gives  value  to  the  vertical  web.  The  mean  thus  taken  gives 
the  strength  of  a  pair  of  the  girders  4>f  the  above  length,  for  a  distributed  load,  as  280  tons. 
As  I  have,  in  common  with  the  generality  of  engineers,  been  guided  in  my  calculations  of  the 
strength  of  cast-iron  girders  by  the  formula  deduced  by  Mr.  Hodgkinson  from  his  own  expe- 
riments, I  can  h€Mre  no  bentation  in  adopting  the  strength  which  he  assigns  to  them.  I  find, 
likewise,  that  the  permanent  load  of  tbe  bridge  is  considerablv  less  than  what  I  cak^ulated  from 
the  section  of  it  fdmished  to  me,  which  showed  it  as  covered  with  a  foot  of  ballast ;  whereas  it 
is  Mr.  Hawkfliiaw*s  practiee  to  place  no  more  ballast  on  the  bridge  than  that  which  is  juit 
sufficient  to  secure  the  wooden  parts  of  it  from  taking  fire  from  cinders  falling  on  it  I  h»ve 
ascertained  that  the  heaviest  engines  on  the  Lancashire  and  Yorkshire  Rauway  with  their 
tenders  weigh  about  32  tons  ;  and  as  dieir  length  is  just  about  equal  to  the  span  of  the  bridge, 
32  tons  may  be  taken  as  the  greatest  practical  load  (distributed).  On  considering  me 
difference  produced  by  the  diminution  in  the  length  of  the  bridge  from  that  formerly  given  to 
me,  and  the  absence  of  this  weight  of  ballast  represented  in  the  drawing  sent  to  me,  I  believe 
that  the  bridge  in  its  present  state  may  be  exposed  to  this  load.  I,  therefore,  consider  that  the 
line  maybe  safely  opened  for  the  conveyance  of  passengers.    . 

I  have,  &c., 

Capt.  Hamesfy  R.E^  Gboroe  Wynne, 

^c.        ^c.  Capt.  Royal  Engmeers. 

Dear  Sir,  Smntan,  Jaamary  9,  1850. 

I  SAW  Mr.  Hodgkinson  last  night,  and  asked  him  if  the  weight  of  the  gihler- itself 
formed  part  of  tl^e  breaking  weight?  He  said  it  did  not,  as  generally  its  weight  was  inc6n- 
siderable  when  compared  with  the  breaking  weight.  I  also  asked  him  whether  he  considered 
the  20  to  23  to^s  he  mentioned  in  his  letter  as  the  safe  weight  to  pass  over  the  bridge  was  to 
be  considered  as  a  distributed  weight,  or  not?  He  said  all  the  calculation  was  on  the  supposi- 
tion of  a  central  breaking-weight,  and  that  the  20  to  23  tons  was  so  to  be  considered.  In 
thinking  the  matter  over,  I  don't  think  it  fair  to  take  even  the  weight  of  the  oak  timber  into 
account,  because,  in  the  compound  girder,  only  one  of  the  girders  is  acted  upon  bv  a  train 
passing ;  and  if  there  is  any  deflection  in  that  one,  the  greater  part,  if  not  the  whole,  of  the 
oak,  is  thraWn  on  the  flange  of  the  other  one,  thus  relieving  the  girder  in  action  from  its  weight. 
Mr.  Hodgkinson  declined  to  make  any  charge. 

I  have,  &c., 

Edward  Woodsy  Esg.^  Liverpool.  H.  Cadogan  Campbell. 
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Appendix  No.  50. 

YORK,  NEWCASTLE,  AND  BERWICK  RAILWAY. 

Sir,  Newcastle,  August  II,  1849. 

I  HAV^  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that  I 
this  day  inspected  the  High  Level  Bridge  over  the  Tyne.at  this  place.   . 

I  shall  defer  till  my  return  to  Town  entering  into  any  detailed  description  of  this  work,  and 
shall  confine  myself  at  present  to  stating  thatalfthe  worksof  the  bridge  are  completed,  and  that 
I  believe  it  to  be  perfectly  secure  and  safe.  The  Company  have  as  yet  only  laid  one  Une  of  rails 
over  this  structure,  and  I  beg  to  recommend  that  permission  be  given  to  open  that  one  line. 

I  have,  &c., 
Copt.  Harness,  RE,,  R.  M.  Lafpan, 

Sfc.        ^c.  Capt.  Royal  Enffineers. 

Notes  upon  the  High  Level  Bridge  at  Newcastle^  to  be  (sppended  to  Captain  Laffan^s  Report^  doited 

August  11,  1849. 

Thb  Hi^  Level  Bridge  at  Newcastle  bears  the  rails  of  the  York,  Newcastle,  and  Berwick  Railway, 
over  the  River  Tyne,  at  a  height  of  1 20  feet  from  low  water,  and,  at  the  same  time,  affords  to  the  in- 
habitants of  Newcastle  and  of  Gateshead  a  convenient  channel  of  communication  between  those  two  towns 
by  means  of  a  covered  carriage-way,  with  side  footpaths  suspended  below  the  rails.  In  appearance  it 
resennbles  a  level  tube  resting  upon  lofty  piers,  the  open  sides,  composed  of  double  rows  of  square  columns, 
enclosing  within  them  the  carriage-way  and  footpaths,  while  the  railway  runs  along  the  platform  at  top. 

The  peculiar  construction  of  this  briilge  has  in  some  measure  been  dictated  by  the  nature  of  the  site. 
The  Tyne  at  Newcastle  runs  at  the  bottom  of  a  deep  ravine,  the  sides  of  which  are  occupied  by  the 
(own  of  Gateshead  on  the  south  bank,  and  the  old  town  of  Newcastle  on  the  north.  Till  the  present 
time  the  only  means  of  communication  between  those  places  had  been  an  old  stone  bridge  at  the  bottom 
of  the  ravine,  and  carriages  and  foot-passengers  had  been  compelled  to  descend  100  feet  through  narrow 
winding  streets  on  the  one  side,  and  again  to  ascend  a  similar  height,  through  equally  inconvenient  ap-r 
preaches  on  the  other. 

As  the  modem  town  of  Newcastle  spread  out  over  the  comparatively  level  ground  to  the  northward, 
the  inconvenience  attached  to  the  continued  use  of  the  old  bridge  became  every  day  more  felt,  and  when 
it  became  necessary  to  carry  the  railway  across  the  river  at  the  present  high  level,  the  engineer  who 
was  called  upon  to  design  the  intended  structure  resolved  that,  in  addition  to  meeting  all  the  require- 
ments of  a  railway  bridge,  it  should  also  afford  a  carriage  communication  between  the  two  towns,  which 
should  dispense  with  the  necessity  of  descending  the  steep  ralrine. 

In  forming  a  design  for  this  purpose  the  chief  engineerii^  difficulty  to  be  considered  was  the  nature 
of  the  foundation.  The  Tyne  at  Newcastle  is  520  feet  wide,  with  a  depth  of  water  not  exceeding  3  feet 
at  low  tide.  The  river,  however,  flows  over  a  bed  of  loose  sand,  almost  of  the  nature  of  a  quicksand, 
extending  to  a  depth  of  31  feet.  Below  this  is  a  layer  of  coarse  gravel,  4  feet  in  depth,  resting  upon 
8  feet  of  strong  yellow  clay ;  and  below  this,  and  46  feet  from  low  water,  we  at  length  reach  a  nrm 
foundation  in  a  bed  of  freestone. 

The  best  means  of  obtaining  a  firm  footing  upon  such  a  site  appeared  to  be  to  sink  piles  through  the 
quicksand,  the  gravel,  and  the  clay,  and  down  into  the  softer  upper  layers  of  the  freestone,  and  upon 
Uiose  piles  to  construct  foundations  for  the  basements  of  the  piers.  Such  a  foundation  to  so  lofty  a 
stracture  rendered  it  necessary  that  the  whole  design  should  be  as  light  as  was  consistent  with  safety, 
while,  at  the  same  time,  it  made  it  desirable  that  some  other  principle  than  that  of  the  ordinary  arch 
should  be  adopted,  lest  the  strain  of  any  portion  of  the  hodzontal  thrust  should  derange  the  tall  and 
slender  piers. 

The  principle  adppted  by  Mr.  Stevenson  was,  to  divide  the  river  into  four  openings  of  125  feet  by 
ashlar  piers  of  a  peculi(|rly  light  construction,  and  to  span  those  openings  by  bowstring  girders,  .com- 
posed of  strong  curved  .ribs  of  cast-iron  tied  ijy  wroiight-iron  di'ains;  the  rails  to  be  borne  along  an 
upper  platform,  supported  by  cast-iron  columns  from  the  ribs,  while  suspended  from  the  same  rilis  by 
wrougnt-iron  rods,  a  carriage-way,  with  its  footpaths,  should  be  formed  near  the  level  of  the  bowstring  chains. 

The  bridge,  as  now  construpted,  consists  of  six  openings  of  125  feet,  spanned  by  bowstring  girders; 
of  these  4,  as  before  described,  are  river  openings,  while  an  additional  land  opening  has  been  introduced 
at  either  end,  simply  as  an  economical  means  of  connecting  the  river-works  with  the  more  solid  por- 
tions of  the  structure*— the  ashlar  land-arches  at  the  sides  of  the  ravine — which  it  would  have  been  too 
eipensive  to  have  carried  further  down  the  deacending  slopes* 

The  land-aiches  at  each  side  of  the  ravine  consist  of  one  semicircular  arch  36  feet  3  inches  in  span, 
resting  upon  piers  of  a  considerable  height,  and  of  three  other  semicircular  arches  22  feet  9  inches  in  span, 
the  piers  of  which  diminish  in  height  as  the  works  ascend  the  bank.  The  remaining  parts  of  what  may 
be  called  the  abutments  of  this  great  bridge,  till  they  meet  the  rising  slope  of  the  ground,  are  formed 
of  retaining  walls  filled  in  with  earth.  The  arches  and  piers  are  of  ashlar,  and  are  excellent  specimena 
of  masonry ;  but  as  their  construction  presents  nothing  peculiar,  they  do  not  appear  to  call  for  a  more 
detailed  description.  They  rise  to  the  level  of  the  lower  carriage-way,  and  the  railway  above  is  still 
borne  upon  cast-iron  columns,  resting  upon  the  masonry,  as  before  they  rested  upon  the  cast-iron  ribs. 

Of  the  &st  piers  which  divide  the  wider  openings,  four  are  called  river-piers,  while  the  fifth  (the  first 
on  the  Gateshead  side)  has  been  called  a  land-pier,  as  its  foundations  rest  upon  rock. 

The  foundations  of  the  four  river-piers  have  been  obtained  by  piling.  A  caisson  was  formed  of  two 
rows  of  sheet-pihng,  driven  4  feet  apart,  between  which  the  sand  was  removed  to  a  depth  of  16  feet 
below  low- water,  and  the  intervening  space  from  that  level  to  a  few  feet  above  high-water  mark  was 
filled  with  well-rammed  clay.  The  gauge-piles  of  the  inner  row,  4  feet  apart,  were  driven  down 
into  the  freestone,  the  intermediate  ones,  together  with  the  whole  of  the  piles  of  the  outer  row,  only 
going  firom  5  to  6  feet  into  the  clay.  The  internal  dimensions  of  the  caissons  are  76  feet  6  inches  by 
29  feet,  with  the  four  comers  cut  off  in  triangles,  10  feet  by  10  feet. 

The  sand  inside  the  caisson  was  then  removed  to  a  depth  of  11  feet  6  inches  below  low  water,  and 
strong  piles  of  Memel  or  of  American  rock  elm  were  driven  down  into  the  stone;  121  piles,  standing 
4  feet  apart,  in  rows  4  feet  asunder,  being  thus  driven  in  the  interior  of  each  caisson. 
•^  The  heads  of  the  piles  were  next  cut  off  7  feet  6  inches  below  low  water,  and  each  transverse  rowjwas 
connected  by  a  sill  of  Memel,  12  feet  by  12  feet,  mortised  and  bolted  to  the  head  of  every  pile.  The 
whole  space  to  the  top  of  the  sills,  being  a  depth  of  5  feet,  was  then  filled  up  with  concrete,  formed  of 
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Appendix  No.  50.  Boman  cement,  and  above  this,  and  spiked  to  the  tills,  -weie  laid  two  courses  of  3-inch  planking,  kid 
diagonally,  and  the  courses  crossing  one  another  at  right  angles.  Above  the  planking  was  laid  a  course 
of  ashlar,  2  feet  3  inches  in  depth,  in  Roman  cement,  covering  the  whole  of  the  interior  of  the  caisson  ; 
and  a  series  of  ashlar  courses  of  the  same  depth,  but  diminishing  in  steps  of  1  foot  on  each  side,  cany 
up  the  footings  to  the  basement  of  the  pier. 

The  inner  row  of  the  piles  which  form  these  caissons  is,  I  understand,  to  remain  to  protect  the  foun- 
dations from  the  washing*  of  the  current ;  the  outer  row  is  to  be  cut  off  at  the  level  of  the  present  bed  of 
the  river,  all  below  that  level  being  aUowed  to  remain ;  and  the  interval  between  the  two  rows  being 
covered  with  boarding  or  with  flagging,  to  prevent  the'  clay  being  washed  away. 

■  llie  narrowing  the  channel  by  the  operations  here  described  has  been  attended  with  the  effect  of 
deepening  the  b^  of  the  river  in  many  places;  whereas  formerly  the  depth  of  water  at  low  tide  nowhere 
exceeded  3  feet,  it  is  now  as  much  as  10  feet  between  some  of  the  piers.    The  tide  rises  1 1  feet  6  inches. 

In  drivinn:  the  piles  for  these  foundations  a  singular  circumstance  was  observed.  The  insirumeDt 
used  to  drive  them  was  one  of  Nasmyth's  steam-hammers,  which  gave  60  blows  to  the  minute,  the  ram 
weighing  30  cwt.,  with  a  fall  of  4  feet.  The  Memel  piles  were  driven  without  difficulty,  but  those  of 
American  rock  dm  caught  fire  at  the  head,  about  1^  inch  from  the  top,  and  were  charred  to  a  depth  of 
2  to  3  inches,  and  one  of  them,  I  am  told,  broke  out  into  flames  after  half  an  hour's  drivii^. 

The  five  centre  piers  consist  each  of  two  square  hollow  shafts  or  columns,  connected  at  top  by  a  semi- 
circular arch,  and  at  bottom  by  a  common  basement  and  plinth,  the  whole  formed  of  what  may  be 
called  outer  casings  or  tubes  of  ashlar,  enclosing  voids,  of  which  two,  measuring  7  feet  by  4  feet  8  inches, 
are  carried  up  perpendicularly  from  the  footings,  through  basement,  plinth,  and  shafts,  nearly  to  the  top 
of  the  pier,  vrhile  a  third,  measuring  11  feet  by  4  feet  8  inches,  is  carried  up  from  the  footings  to  the  top 
of  the  plinth,  directly  under  the  vacant  space  which  separates  the  shafts  above. 

The  basements  rise  to  2'  6''  above  high-water  mark.  Each  basement  measures  76'  6'^  in  length  by 
19'  6"  in  width,  of  which  the  centre  portion  beneath  the  plinth,  measuring  48'  4"  by  19'  6",  is  formed  of 
block  ashlar,  enclosing  the  voids  above  described ;  the  ends  which  go  no  higher  than  the  basement  are 
simply  shells  of  ashlar,  curved  round  to  a  point  to  divide  the  current,  they  measure  2'  6"  in  thickncta 
increased  to  4'  at  the  point,  and  enclose  a  void  14'  6"  by  9'  6".  The  whole  of  the  voids  in  the  base*, 
raent  are  filled  up  with  rubble  masonry  in  Lyme  Regis  mortar,  chiefly  with  a  view  of  preventing  any 
lodgement  of  water  within  the  piers. 

Prom  the  basements  the  plinths  rise  18'  3",  as  square  masses  of  block  ashlar,  45'  10^  by  16^  6", 
enclosing  the  same  voids  as  the  centre  mass  of  the  masonry  below.  Those  voids  also  are  filled  with 
rubble  masonry  to  the  height  of  6  feet  from  high  water ;  above  that,  however,  they  are  left  vacant,  aa 
they  are  then  beyond  the  reach  of  the  tide. 

From  the  plipth  each  pier  is  formed  of  two  square  shafts  or  columns  of  ashlar  17'  by  14',  endosii^ 
the  end  voids  7'  by  4'  8"  and  separated  from  one  another  by  a  sp«ce  of  11'  10",  corresponding  to  the 
centre  void  below.  The  shafts  are  48  feet  tn  height,  but  at  two  points  in  that  height  a  couple  of  coursea 
of  ashlar  have  been  carried  throueh  the  whole  thickness  of  each  shaft,  filling  up  the  voids  at  those 
points,  and  binding  together  the  ashlar  sides. 

At  top,  80'  3"  from  low  water,  the  shafts  are  again  connected  into  one  pier  by  a  semicircular  arch  of 
ashlar,  and  thence  to  the  top  of  the  pier,  94'  4^"  from  low  water,  the  whole  is  built  as  a  solid  mass ;  the 
voids  in  the  shafts  being  made  to  disappear  by  causing  the  courses  of  ashlar  to  encroach  upon  them  in 
successive  steps  till  at  length  the  courses  meet 

This  completes  the  masonry  of  the  High  Level  Bridge.  The  land  arches,  with  their  piers,  &c.,  con- 
tain 395,657  cubic  feet  of  ashlar  and  5,969  cubic  yards  of  rubble  masonry:  the  five  centre  pien 
contain  317,505  cubic  feet  of  ashlar  and  964^  cubic  yards  of  rubble. 

The  estimated  cost  of  these  works  was  as  follows  :-— 

£.  s.  d. 
Cost  of  piling,  planking,  damming,  and  preparing  sites  for  four  river  piers  25,954  17  4 
Cost  of  clearing  sites  for  remaining  works,  and  removing  materials    •         •  500    0    0 

Cost  of  five  middle  piers.         • 30,524  17    8 

Cost  of  land  arches 30,780    3    5 

Coat  of  piling,  and  concrete  for  ditto  • 2,'7l4    76 

£90,474    5  11 
Contingencies 3,525  14    1 

Total  esthnated  cost    .         •         .         .  £94,000    0    0 

This  estimate  has  been  exceeded,  chiefly  in  consequence  of  the  difficulties  experienced  in  forming  the 
foundations  of  the  river  piers,  and  of  its  having  been  found  necessary  to  add  largely  to  the  quantities  of 
ashlar  and  rubble  masonry  in  those  foundations  and  in  those  of  the  land  portions  of  the  work.  The 
sums  paid  to  the  contractor  who  executed  the  whole  of  the  masonry,  amount  to  127,000/. ;  from  which» 
if  we  deduct  9,380/.,  the  cost  to  the  Company  of  a  temporarv  viaduct  which  the  contractor  erected  for 
them  while  the  nermanent  works  were  in  progress,  we  have  left  117,620/.  as  tlie  actual  cost  of  the 
masonry  of  the  High  Level  Bridge. 

The  rails,  together  with  the  lower  carriage-way  and  footpaths,  are  borne  over  each  of  the  wider  open- 
ings by  strong  bowstring  girders  formed  of  cumd  ribs  of  cast-iron  strung  by  wrought-iron  chains. 
The  girders  are  connected  together  in  pairs,  of  which  one  pair  cornea  directly  over  each  of  the  shafts 
into  which  the  pier  is  divided  lower  down.  Each  pair  encloses  a  footpath  6'  4"  in  width,  formed  at  the 
level  of  the  horizontal  chains,  while  the  carriage-way,  formed  at  the  same  level,  occupies  the  centre 
space  measuring  20'  4"  in  clear  width.  If  to  these  dimensions  we  add  4'  8",  the  width  of  the  four 
girders  and  their  columns,  we  have  37'  8"  for  the  whole  width  of  the  iron-^ork  of  the  bridge. 

The  ribs  have  been  cast  in  five  pieces;  the  rise  is  17'  6",  the  depth  increases  from  3'  6"  at  the 
crown  to  3'  9"  at  the  haunches,  each  having  an  upper  and  a  lower  flange  12"  wide.  The  thickness  of 
metal  of  the  two  inner  ribs  is  3'',  that  of  the  outer  two  only  2".  The  heels  are  cast  into  square  hollow 
boxes  to  receive  the  ends  of  the  tie-chains,  and  the  kwer  surface  of  these  boxes  have  projecting  fillets 
of  hardened  steel  sliding  upon  corresponding  fillets  on  the  fixed  bearing  plates  to  diminish  the  friction 
surface.  The  boxes  of  the  inner  ribs  are  2'  4V  in  width,  having  four  filleto4"wide;  those  of  the 
outer  ribs  are  1'  9"  in  width  having  three  fillets  3"  wide. 

The  tie  chains  are  formed  of  wrought-iron  bars  7"  by  1",  of  which  there  are  8  to  each  of  the  chains 
of  the  inner  ribs,  while  those  of  the  outer  ribs  have  only  4.    The  ends  are  inserted  into  the  hollow 
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boxcB  above  described,  and  connected  witjilbe  caet-iron  rib  by  double  ^etsof  wrougbt-iron  keys  pawing    Appendix  No.  ^^ 

tbrougb  the  sides  of  the  boxes  and  throii^b  the  bars  within,  and  to  allow  of  this  the  ends  of  the  bars  

are  increased  in  size  to  8"  by  H".    The  chains  are  kept  to  a  horizontal  line  by  being  suspended  «t  fire.    York,  Newcastle^ 
points  in  their  length  from  the  longitudinal  bearers  of  the  lower  road.  *"^  Berwick 

Upon  each  of  the  ribs,  and  cast  with  them,  are  12  square  vertical  hollow  shafts  14"  by  14",  the  Railway, 

centre  of  each  shaft  coinciding  with  the  centre  of  the  rihs,  and  being  cast  hollow  to  allow  a 
pas^ge  through  the  direct  line  of  the  rib  to  the  wrought-iron  rods  which  support  the  lower  road* 
From  these  shafts  rise  square  columns  of  cast-iron,  of  tl^  same  dimensions  as  the  shafts  themselvesy 
connected  at  top  by  cast-iron  longitudinal  trough  girders  12"  wide  by  14i"deep;  the  thickness  of 
metal  being  1^^  at  bottom  and  i'^  at  the  sides.  These  longitudinal  girders  are  cast  with  square  boxes 
16"  by  16"  to  fit  on  to  the  heads  of  the  columns,  and  directly  over  each  transverse  row  of  four  columns 
oomes  a  transverse  trough  girder  also  of  cast-iron,  fitting  on  to  the  top  of  the  longitudinal  girder  so  as 
to  connect  together  the  four  systems  of  columns,  while  at  the  same  time  it  supports  the  longitudinal 
timbers  of  the  upper  platform.  The  transverse  girders  are  15"  wide  and  21  deep  at  the  centre, 
diminishing  to  18"  at  the  ends ;  the  thickness  of  metal  is  2"  at  bottom  and  H"  at  the  sides;  on  the 
sides  are  cast  six  square  shoulders  or  boxes  projecting  6"  to  receive  the  ends  of  the  six  longitudinal 
timbers,  one  of  which  Comes  directly  under  each  rail  of  the  triple  line  above.  The  platform  is  formed 
of  a  double  flooring  of  3"  plank,  laid  diagonally ;  and  upon  this  rest  the  longitudmal  sleepers  12"  by  6" 
cf  the  triple  line  of  rail&i 

The  carriageway  and  footpaths  are  suspended  from  the  square  caps  of  the  longitudinal  trough 
girders  of  the  upper  platform  by  strong  wrought-iron  rods  descending  through  the  hollow  columns,  and 
the  columns  themselves  are  continued  down  from  the  ribs  to  the  level  of  the  upper  surface  of  the  bow- ' 
string  chains,  partly  to  give  a  uniform  appearance  to  the  structure,  partly  to  afford  additional  stiffness  ' 
tp  the  lower  road.  These  descending  portions  of  the  columns  are  supported  by  the  wrought-imn  rods 
vrhich  pass  through  and  are  firmly  secured  to  their  bottom  plates.  The  columns  again  have  projecting 
shoulders  at  their  lower  extremity,  upon  which  rest  cast-iron  longitudinal  girders  of  the  ordinary  form 
18"  deep  with  a  lower  flange  14"  by  H".  These  connect  together  the  feet  of  the  columns ;  the  ends 
of  the  girders  being  keyed  into  square  boxes  which  rise  from  the  projecting  shoulders  upon  which  they 
rest.  The  columns  are  9'  11"  apart  from  centre  to  centre,  and  deducting  from  this  the  width  of  the 
column,  14",  we  have  8'  9"  as  the  clear  span  of  the  longitudinal  girders  of  the  lower  road. 

The  carriage-way  is  borne  upon  transverse  timbers  12"  by  14  in  the  middle  and  12"  by  12"  at  the 
eikls,  where  they  fit  into  square  shoulders  or  boxes  cast  upon  the  longitudinal  girders.  Tliree  timberst 
3'  4!^  from  centre  to  centre,  come  between  each  pair  of  pillar  columns.  Above  them  is  laid  a  double 
flooring  of  3"  plank,  laid  diagonally,  and  above  this  comes  the  wood-paving  of  the  road.  The  footpaths 
are  borne  by  timbers  12"  by  6",  with  packing  pieces  6"  by  6",  to  give  additional  height.  Three  also 
are  placed  3'  4"  apart  from  centre  to  centre,  and  above  them  h  laid  a  double  flooring  of  2"  plank.'  The 
whole  of  the  timbers  of  the  carriage-way  and  footpaths  rest  U|K)n  the  lower  flanges  of  the  longitudinal 
girders,  and  are  secured  to  them  by  wrought-iron  straps.  The  girders  and  columns  have  no  other 
transverse  connexion  at  the  lower  level. 

Above  the  footpaths  the  two  girders  forming  each  side  pair  are  firmly  connected  together  by  a  strong 
system  of  horizontal  and  vertical  diagonal  bracing  frames  of  cast-iron  secured  by  wrought-iron  bolts,  o£ 
which  one  between  each  pair  of  pillars  passes  through  a  hollow  shaft  in  the  horizontal  framing,  and 
cfattps  together  the  outer  and  the  inner  rib.  This,  diagonal  bracing,  however,  is  discontinued  near  the, 
haunches  to  allow  a  sufficient  headway  to  the  footpaths.  It  is  then  replaced  by  a  centre  flange  cast 
upon  the  ribs  of  the  same  width  as  the  flanges  at  top  and  bottom,  and  2"  thick. 

The  four  girders  and  framing  of  each  of  the  125  feet  openings  contain  517  tons  of  cast  and  50  tons  oC' 
irr  ought-iron. 

The  estimated  cost  for  spanning  the  whole  of  the  six  openings  was  112,000/,,  the  actual  cost  was. 
113,000/. 

The  sectional  area  of  the  cast-iron  in  the  four  ribs  is  644  square  inches ;  that  of  the  four  wroughtr 
iron  chains  is  168  square  inches. 

The  permanent  load  upon  each  span,  arising  from  the  weight  of  the  structure  itself,  is  700  tons. 

This  will  cause  the  cast-iron  ribs  to  be  compressed  with  a  force  equal  to  1  *062  tons  to  the  square 
inch,  and  the  wrought-iron  chains  to  be  subjected  to  a  tensile  strain  equal  to  8*72  tons  to  the 
square  inch. 

For  the  variable  load,  let  us  suppose  that  a  train  composed  of  three  coupled  engines,  weighing  with 
their  tenders  altogether  100  tons,  comes  over  each  of  the  three  lines  of  raiU,  and  that  at  the  same  time 
the  lower  robd  and  footpaths  have  a  load  made  up  of  carriages  and  foot-passengers  amounting  to  120  lbs. 
to  the  square  foot,  or  220  tons. 

Then  the  total  load  upon  the  structure  will  be : — 


Permanent  load  •  .         •  < 

1  hree  trains     •  .  •         •         « 

Carriages  and  passengers  on  lower  road 

Total 


Tont 

700 
300 
220 

1,220 


This  load  would  cause  the  cast-iron  ribs  to  be  compressed  with  a  force  equal  to  1*83  tons  to  <the 
sqiiaieiiich,and  the  wrought-iron  chains  to  be  subjected  to  a  tensile  strain  equal  to  6*48  tons  to  the 
square  inch.  . 

The  load  upon  the  piles  which  support  the  piers  is  very  great ;  for  the  loose  sand  through  which  they 
are  driven  can  scarcely  be  depended  upon  to  support  any  portion  of  it.  Each  of  the  piers  with  its 
foundations  and  footings  contain  64,000  cubic  feet  of  ashlar,  964  cubic  yards  of  rubble  masonry, 
and  216  cubic  yards  of  concrete  in  Roman  cement.  The  whole  weight  may  be  assumed  to  be 
5,300  tons,  and  if  to  this  we  add  700  tons,  the  pemianent  load  on  one  span;  and  71  tons,  the 
freight  of  that  part  of  the  roadway  which  comes  directly  over  the  pier,  we  have  6,071  tons  as  the 
permanent  load  to  be  borne  bv  121  piles,  or  51}  tons  to  each  pile.  I  am  informed  that  a  weight 
of  103  tons  was  placed  upon  the  head  of  one  pile  and  allowed  to  remain  for  four  days,  and  that  at 
the  end  of  that  time  no  settlement  whatever  had  taken  place. 

I  have,  &c., 
Capt.  Hames9j  R.E^  R.  M.  Lapfan, 

^c.        Sfc.  Capt.  Roycd  Engineeti. 
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Appendix  No.  51. 

MANCHESTER,   SHEFFIELD,    AND  LINCOLNSHIRE    RAILWAY— (iVi^rtA 

Leverton  to  Saxelby). 
SiR>  December  24,  1849^ 

I  flAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that 
in  compliance  with  their  appointment,  I  inspected  on  the  21st  instant  the  line  oif  the 
%|anchester,  She£Seld,  and  Lincolnshire  Railway,  extending  from  a  innction  with  the  main 
line  of  that  railway  at  North  Leverton  to  the  pomt  of  junction  with  the  branch  of  the  Great 
I^,orthem  Railway  extending  from  Lincoln  to  Gainsborough,  at  Saxelby,  being  a  distance  of 
8  miles  16  chains.  The  engineering  works  are  generally  light,  the  only  one  of  any  magni- 
tmde  being  a  viaduct  by  wli^h  the  railway  is  carried  across  the  River  Trent :  this  is  near 
490  yards  in  length,  and  consists  of  a  number  of  timber-bays  with  wooden  piles  iox  su]^rts, 
alftd  two  openings  of  130  feet  each,  spanned  by  wrou^t-iron  tubular  girders  resting  on 
masonry  piers.  The  roadway  ovet  these  openings  is  carried  upon  wrought-ison  cross 
bearers  rivetted  to  two  outside  principal  giraers,  which  form  the  parapets  of  the  bridge, 
and  are  thus  made  to  carry  both  lines  of  way.  I  tested  these  girders  by  bringing  on  one 
opening  four  engines  in  steam  with  their  tenders  (two  to  each  line),  together  amounting  to 
about  80  tons,  and  found  the  deflections  of  each  beam  to  be  nearly  \\  inch.  The  beams 
or  tubes  themselves  appear  to  have  sufficient  strength  to  support  the  weights  that  may ; 
come  upon  them  in  practice,  but  are  not  buUt  in  a  very  accurate  line,  nor  v^y  r^ular 
in  form,  and  being  painted,  I  was  not  able  to  examine  closely  the  rivetting ;  but  I 
nevertheless  remarked  several  rivets  that  appeared  not  to  be  very  perfect ;  the  deflection 
abo  is  more  than  mi^ht,  I  think,  have  been  anticipated  from  the  effect  of  the  load,  and 
considering  the  very  light  construction  of  this  bridge,  the  superstructure  over  each  span 
being  only  about  18lO  tons,  whereas  the  load  that  may  come  upon  it  in  the  event  of  two . 
trains  passing  each  otiier  on  one  bay  bears  a  large  proportion  to  this  the  permanent  load 
or  weight  of  the  bridge,  and  considering  also  the  amount  of  deflection  under  the  test 
applied,  I  do  not  feel  sufficient  confidence  in  the  construction  to  recommend  the  Commis- 
sioners to  authorize  the  opening  of  this  Une  for  the  conveyance  of  the  public  unlc^is  some 
means-be  contrived  for  stiffening  this  bridge.  In  wrought-iron  tubular  girders,  great  care 
appears  to  be  necessary  in  the  arrangement  of  the  detaUs  of  construction,  and  a  departure 
fvom  proportions  fixed  carefiiUy  by  experiment  should  require  a  fresh  series  of  experiments 
to  arrive  accurately  at  a  knowledge  of  the  strength  of  the  construction,  and  considering 
the  great  number  of  parts  of  which  a  tube  is  formed,  and  the  strains  to  which  it  is  subject^ 
with  the  probable  rcMluction  of  strength,  although  slight,  by  time,  I  cannot  do  otherwise* 
than  report  that,  according  to  the  knowledge  as  yet  obtained  of  this  subject,  I  do  not 
consider  that  this  bridge  can  be  submitted  to  the  continuous  passage  of  trains  for  an 
unlimited  number  of  times  with  safety,  and  therefore  I  have  to  report,  that  the  opening  of 
this  railway  for  the  conveyance  of  the  public  will,  in  my  opinion,  be  attended  with  danger  tD 
the  public  using  the  same,  by  reason  of  the  insufficiency  of  the  works. 

I  have,  &c., 
Capt.  Harness,  R.E.,  J.  L.  A.  Simmons, 

^c.        ^c.  Capt.  Royal  Engineers, 


Office  of  Commissioners  ofBailways^  Whitehallj 
Sir,    ,  December  27,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Captain  Simmons'  report  of  his  inspection  of  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway,  from  North  Leverton  to  wwelby,  and  to  inform  you  that,  for 
the  reasons  therein  stated,  they  have  postponed  the  opening  of  the  line  in  question  for  the 
purposes  of  public  traffic  for  one  month  from  this  date. 

I  have,  &c., 

H.  D.  Harness, 
The  Secretary  of  the  Capt.  Royal  Engineers. 

Manchester  J  Sheffield,  and  Lincolnshire  Railway  Company. 


SiB,  Whitehall,  January  5,  1850. 

I  HATE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  with 
reference  to  my  report  of  the  24th  ultimo  upon  the  branch  of  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway  extending  from  Leverton  to  Saxelby,  that  the  engineer  of  the 
line  has  informed  me  that  an  error  occurs  in  that  report  as  to  the  amount  oi  the  test  to 
which  the  bridge  was  subjected  in  my  presence.  The  weight  of  the  four  engines  is  stated 
to  be  148  inst^id  of  80  tons,  as  taken  erroneously  by  me.  Having  therefore  carefully 
reconsidered  the  subject,  which  is  materially  affected  by  this  error,  with  the  calculations 
and  deductions  to  be  drawn  from  them  and  from  the  experiment  (as  corrected  by  the 
engineer),  I  have  to  report  that  the  conclusions  at  which  I  before  arrived  still  remain 
unshaken,  and  that  I  cannot  report  that  the  opening  of  the  railway  for  the  conveyance  of 
the  public  will  bo  unattended  with  danger  to  the  pu  blic  usine  the  same. 

I  have,  &c., 
Capt.  Harness,  R  E.,  J.  L.  A.  Simmons, 

^c.        ^c  Capt.  Royal  Engineers. 
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Sir,  Whiteludl,  January  21,  1850. 

I  HAVK  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that 
on  the  11th  instant  I  again  inspected  the  bridge  over  the  River  Trent  at  Torksey,  on  tiic 
branch  of  the  Manchester,  SheflSeld,  and  Lincolnshire  Railway,  connecting  that  nailway  at 
North  Leverton  with  the  Great  Northern  at  Saxelby,  conceminff  which  I  had  reported  on 
the  27th  ultimo,  that  I  did  not  consider  it  of  sufficient  strengm  to  support  the  repeated 
strains  to  which  it  will  be  subjected  by  the  continuous  passage  of  trams  in  the  couTie  of 
the  ordinary  railway  traffic  which  will  occur  after  the  line  shall  have  been  opened  for  the 
conveyance  of  the  public. 

On  the  1 1th  instant  the  tests  applied  were  as  follows : — 

1st.  Three  engines,  the  weights  of  which  were  given  to  me  by  the  locomotive  Superin- 
tendent, as  toother  amounting  to  108*075  tons,  when  fuUy  loaded,  were  placed  upon  the 
south  road,  ana  produced  a  deflection  of  the  soutii  beam  of  *  6  of  an  inch,  and  of  the  nerth 
'  beam  of  •  36  of  an  inch. 

Three  more  engines,  together  weighing,  with  their  loads,  114-6125  tons,  were  then 
placed  upon  the  north  road^  which  increased  the  deflection  of  the  south  beam  to  1  *  20  inch, 
and  of  the  north  beam  to  1  *  32  inch.  These  deflections  were  entirely  due  to  the  temporary 
load,  and  therefore  in  addition  to  the  permanent  deflection  due  to'  the  constant  loaid,  and 
corresponded  as  closely  as  could  be  expected  with  the  result  which  was  to  be  anticipated 
from  the  calculations  which  I  had  made  from  the  drawings  and  dimensions  furnished  to 
me  by  the  engineer,  which  gave  a  deflection  of  1*41  inch  for  an  evenly  distributed  load 
over  the  whole  bridge  of  2^2*6875  tons,  this  being  the  stated  weight  of  the  six  loaded 
engines.  / 

As  I  consider  this  experiment  to  be  a  verification  of  my  calculations,  I  have  to  report 
that  I  still  remain  of  the  same  opinion  that  the  bridge  is  not  of  sufficient  strength  to  bear 
the  repeated  strains  to  which  it  may  and  will  be  submitted  if  the  railway  be  opened  for  the 
conveyance  of  the  public,  considenng  the  great  amount  .of  the  load,  and  more  especudly 
the  large  prc^portion  which  the  rolling  or  temporary  bears  to  the  fixed  and  permanent 
weight  of  the  structure,  and  I  have  therefore  to  report  that  I  am  of  opinion  that  the 
opening  of  this  branch  line  of  the  Manchester,  Sheffield,  and  Lincolnshire  Railway,  from 
Leverton  to  Saxelbjr,  will  be  attended  with  danger  to  the  public  using  the  same,  by 
reasovi  of  the  insufibuency  of  the  works. 

I  have,  &c.. 


Copt.  Bameu,  JLK^ 


J.  L.  A.  Simmons, 


Offifie  of  Commissioners  of  Railways,  fPTtiteTialL 
Sir,  January  22,  1850. 

I  HAVB  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  t)ie 
enclosed  co|yy  of  an  additional  Report  from  Captain  Simmons,  on  the  Manchester,  Sbttf- 
field,  and  Xanoobidure  Railway  from  North  Leverton  to  Saxelby,  and  to  inform  you,  that 
fixr  the  reasom  therein  stated,  they  have  further  postponed  the  opening  of  the  line  in 
question  for  the  purpases  of  public  traffic  for  one  month  from  this  date. 

I  have,  &c^ 

To  the  Secretary  of  the  H.  D.  Harness, 

MancJiester^  Sheffidd^  and  Lincolnshire  Railway.  Copt.  Royal  Engineers. 


Sib,  2,  Qaecns-^squart  Place,  Westminster,  January  25,  1850. 

As  Captain  Simmons  is  of  opinion  that  a  deflection  of  1  '26  inch  with  222  tons'  is 
too  ^reat,  I  snail  be  glad  to  be  iniormed  the  amount  of  deflection  which  in  his  opinion 
woiwl  indicate  a  sufficient  strength. 

A  paragraph  in  the  Girder  CommiBsionere  Repent  being  now  the  foundation  <^  the 
new  requirements  of  the  inspecting  officers  of  the  Railway  Commiflsioners,  «nd  very  great 
dzffisrenoe  of  opinion  existing  on  l£e  subject,  it  is  very  important  all  doubts  on  tibe  cptes- 
tion  should  be  removed  as  soon  as  posnble. 

I  understand  Mr.  Cubitt  to  say  it  was  not  intended  to  give  any  opinion  whatever  on 
wrought-iron,  and  the  multiple  of  6  for  cast-iron  was  only  iwt  the  ordinary  passing  load 
should  not  exceed  onenrixth  of  the  breaking  weight. 

I  understand  Captain  Simmons  to  use  the  multi|de  of  6  as  between  the  sum  of  the 
girders  and  roadway  and  the  greatest  passing  load,  and  the  breaking  weight 

I  understand  you  to  think  that  three  times  the  girders  and  roadway,  and  six  times  the 
greatest  passing  load,  would  be  sufficient. 

This  question  is  so  wide  and  important  to  the  Railway  Commissioners,  the  profession  of 
which  I  am  a  member,  and  to  the  jpublic,  that  I  hope  it  may  be  promptly  and  carefriUy 
considered  and  settled. 

Mr.  Stephenson  returned  rather  unexpectedlv  last  night  from  Liverpool,  and,  if  conve- 
nient, we  will  be  prepared  to  wait  upon  you  at  tnree  o'clock  to-day. 

I  have,  &c., 

Capt.  Harness,  R.E.^  John  Fowlbr. 
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*  Railways^  Whitehall^ 
L  1850. 


Office  of  Commissioners  oj 
My  Lord,  January  Y& 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  request  your  assistance 
in  a  difficulty  which  has  arisen  with  respect  to  the  interpretation  of  an  important  para- 
graph of  the  valuable  report  upon  the  ap]^ication  of  iron  to  railway  bridges  recently 
maae  by  the  Commission  of  whicn  your  Loroship  was  the  President. 

The  paraCTaph  referred  to  will  be  found  in  the  last  or  18th  page  of  the  printed  report,  and 
is  that  which  recommends  that  the  s^reatest  load  in  railway  brid^res  should  not  exceed  one- 
sixth  of  the  breaking  weight ;  the  difficulty  which  has  arisen  will  be  understood  from  the 
enclosed  copy  of  a  letter  from  Mr.  Fowler,  in  which  it  is  stated  that  the  President  of  the 
Institution  of  Civil  Engineers,  one  of  the  members  of  the  late  Commission,  considers  the 
paragraj^  in  question  to  be  applicable  only  to  bridges  of  cast-iron. 

It  appears  to  the  Commissioners  that  so  far  as  the  effects  of  reiterated  flexure  are  con- 
cerned, the  paragraph  in  question  alludes  to  cast-iron  ;  but  that  the  recommendation  of  a 
double  proportion  of  strength  in  railway  bridges  to  meet  the  effects  of  percussion,  and  the 
recommendations  in  the  following  paragraph  with  respect  to  the  effects  of  velocity,  should 
be  understood  to  be  generally  applicable  to  railway  bridges. 

The  Commissioners  are,  however,  exceedingly  desirous  to  know  with  certainty  the  inter- 
pretation which  your  Lordship  and  the  other  members  of  the  Commission  intended  the 
paraeraph  to  receive  ;  and  they  have  directed  me  to  enclose  herewith  a  copy  of  a  letter 
which  they  caused  to  be  addressed  to  the  inspecting  officers  of  this  department  for  their 
guidance,  until  copies  of  the  report  could  be  supplied  to  them,  and  to  say  that  they  shall 
be  greatly  obliged  by  any  assistance  which  your  Lordship  can  render  them  on  this  subject 
before  they  reply  to  the  inquiry  with  which  Mr.  Fowler's  letter  commences. 

I  have,  &c., 

The  Right  Hon  Lord  Wrottesley.  H.  D.  Harness, 

Capt.  Royal  Engineers. 


(Enclosure.)  Office  of  Commissioners  of  Raihoays,  fFkitehaUf 

Sir,  December  20,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you,  as  early 
as  it  can  be  procured,  a  copy  of  the  report  of  the  Commissioners  ajmointed  by  Her 
Majesty  to  inquire  into  the  conditions  to  be  observed  in  the  application  of  iron  to  railway 
structures,  the  information  and  the  recommendations  it  contains  having  an  important  bear- 
ing on  your  duties  as  an  inspector  of  railways.  And,  for  your  guidance  in  the  mean  time^ 
to  inform  you  that  results  recorded  in  that  report  and  its  appendices  do  not  appear  to  be 
opposed  to  the  opinion  heretofore  held  by  engmeers,  that  an  iron  beam  of  good  quality,  in 
cases  where  the  ultimate  strength  is  the  only  Question  for  consideration,  may /be  subjected 
to  a  permanent  load  at  rest  equivalent  to  one-tnird  of  its  central  breaking  weight ;  but  that, 
considering  the  effects  which  moving  loads  may  produce,  it  is  recommen&d  that  *^  the 
gpreatest  load  in  railway  brid^  should  in  no  case  exceed  one-sixth  of  the  weight  which 
would  break  the  beam  when  laid  on  at  rest  in  the  centre,"  and  that  from  a  paragraph 
which  follows  the  above  extract,  it  appears  that  there  are  cases  in  which  it  should  not  oe 
considered  sufficient  for  a  bridge  to  be  capable  of  bearing  six  times  the  greatest  load  to 
which  it  can  be  exposed  in  practice ;  and  I  am  to  direct  your  attention  to  the  following 
considerations  founded  on  the  results  recorded  in  the  preliminary  essay  to  Appendix  (B\ 
of  the  report,  written  by  Professor  Willis,  one  of  the  Commissioners  for  the  Inquiry,  and 
to  which  the  paragraph  in  question  has  reference. 

The  effect  produced  upon  a  bridge  by  the  velocity  of  the  passing  load  is  shown  to  be 
dependent  upon  the  quotient  obtained  by  dividing  the  square  of  the  length  of  bearing  by 
the  product  of  the  square  of  the  velocity  of  the  passing  load  into  the  deflection  which 
that  load  would  produce  if  at  rest  on  the  centre  of  the  bridge ;  and  that  where  tike  bearing 
bein^  expressed  in  feet,  the  velocity  in  miles  per  hour,  and  the  deflection  in  inches,  this 

auotient  is  greater  than  10,  the  effect  of  the  velocity  of  the  passing  load  will  not  require 
ie  strength  of  the  bridge  to  be  greater  than  is  necessary  to  bear  six  times  the  greatest 
moving  load  to  which  it  can  be  exposed,  as  well  as  three  times  its  permanent  load ;  but 
that  when  that  quotient  is  about  2|,  the  bridge  should  be  capable  ot  bearii^  seven  times 
the  moving  load;  when  unity,  eight  times,  and  that  when  the  auotient  is  about  one-half, 
nine  times  the  moving  load  should  be  allowed  in  addition  to  tnree  times  the  permanent 
load,  in  estimating  the  requisite  strength  of  the  bridge. 

^'  I  am  to  request  you  to  consider  the  bridges  upon  the  different  lines  which  have  been 
inspected  by  you,  with  refexeoce  to  these  observations,  and  to  state  in  an  early  report 
those  bridges  which  do  not  appear  to  you  to  be  as  strong  as  the  recommendations  referred 
to  require. 

I  am,  &€., 
Capt  Simmons,  R.£.  H.  D.  Harnkss, 

Qga.  Wynne^  R.E.  Capt.  Royal  Engineers. 

Capit.  Lafan^  RJL 
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Sir,  12,  Lowndes-streetj  London^  February  4,  1850.        Appendix  No.  51. 

I  HAVE  to  acknowledge  the  receipt  of  your  letter,  dated  the  26th  January,  1850, 
stating  that  the  Commissioners  of  Railways  ate  desirous  of  learning  my  interpretation  of 
two  of  the  concluding  paragraphs  in  the  Report  of  the  Commissioners  for  Inquiring  into 
the  application  of  Iron  to  Railway  Structures,  I, delayed  writinff  to  you  until  I  had  com- 
municated with  my  colleagues ;  having  now,  however,  received  their  answers,  I  proceed  to 
reply  to  your  queries. 

It  appears  to  me,  that  the  following  is  the  proper  construction  to  be  put  upon  the  para- 
graphs you  allude  to : — 

The  first  of  those  paragraphs  recommends  that  the  greatest  load  in  railway  bridges 
should  not  exceed  one-sixth  of  the  breaking  weight.  This  recommendation  has  been 
derived  from  experiments  on  cast-iron,  and  has  reference  therefore  solely  to  railway- 
girder  bridges  in  which  that  material  forms  the  support.  The  proportion  of  one-sixth  of 
the  breaking  weight  is  derived  from  experiments  on  norizontal  impact.  From  the  nature 
of  these  experiments  it  is  clear  that  when  the  results  are  applied  to  verical  deflections 
in  beams ;  the  deflection  due  to  the  weight  of  the  beam  must  be  added  to  that  which  is 
produced  by  the  load.  Now,  the  former  is  equivalent  nearly  to  the  deflection  that  would 
DO  produced  by  half  the  weight  of  the  beam  collected  at  the  centre ;  consequently  the 
breaking  weight  should  be  taken  equal  to  three  times  the  weight  of  the  girders  and  road- 
way, added  to  six  times  the  greatest  passing  load. 

The  recommendation  in  the  succeeding  paragraph,  to  which  your  letter  also  alludes,  is 
applicable  to  all  elastic  horizontal  bridges,  whatever  be  the  material ;  but  it  contains  no 
reference  to  the  proportion  of  the  load  to  the  breaking  weight,  and  merely  assigns  a  small 
addition  to  be  made  to  the  load  in  calculation,  in  order  to  compensate  for  the  effects  of 
velocity. 

I  have,  &c., 

Capt.  Harness^  R,R,  Wrottesley. 


%  Queen-square  Place,  Westmimterj 
My  dbab  Sib,  January  28, 1850. 

•    I  ENCLOSE  you  a  letter  I  have  received  this  morning  from  Mr.  Fairbaim,  whose 
opinions  on  this  subject  are  certainly  entitled  to  great  respect. 

You  have  now,  I  think,  every  authority  of  great  practical  value  in  fkvour  of  the  suffi- 
ciency of  the  bridge,  including  the  names  of  Brunei,  Xiocke,  Stephenson,  Bidder,  Gregory, 
Rennie,  Fairbaim,  Sec,  &c. 

Under  these  circumstances,  I  would  beg  to  suggest  whether  Captain  Simmons  may  not 
be  mistaken,  and  whether  some  other  inspecting  officer  might  not  with  propriety  (as  I 
understand  has  been  done  in  other  cases),  be  requested  to  report  on  the  brioge. 

I  have,  S^., 

Capt.  Harness,  R.E,^  John  Fowler* 


My  dear  Sir,  Manchester^  January  26, 1850. 

It  must  be  a  subject  of  regret,  that  any  misunderstanding  should  exist  between 
Captain  Simmons  and  yourself,  respecting  the  security  of  the  Torksey  Bridge  over  the 
'  River  Trent.  I  apprehend.  Captain  Simmons  must  have  inadvertently  made  some 
mistake  in  the  formula  used  for  computing  the  strength  of  tubular  girders,  as  I  find  the 
girders  in  question,  if  properly  executed,  and  of  which  I  make  no  doubt  a  circumstance 
borne  out  by  the  deflexion  of  I  -26  due  to  a  load  of  2*22  tons,  will  support  nearly  1,300 
tons  equally  distributed  over  one  span  before  they  break.  The  brealcing  weight  will 
therefore  be  in  confirmation  of  your  own  calculation,  5J  times  greater  than  the  heaviest 
load  ( 195  tons)  that  you  can  place  upon  the  bridge. 

I  have  not  nad  time  to  examine,  with  that  care  which  the  importance  of  the  subject 
demands,  the  new  theory  elicited  by  the  experiments  made  at  Portsmouth,  on  impact,  I 
am  satisfied,  whatever  tney  may  be,  that  they  do  not  apply  to  my  system  of  tubular  girders, 
as  experiments  which  I  have  in  my  own  possession,  on  the  force  of  impact,  and  on  heavy 
weights  passing  over  these  bridges,  appears  to  confirm  the  fact,  that  the  deflection  in  the 
former  is  a  result  due  to  the  height  through  which  the  body  falls,  and  in  the  latter,  the 
deflection  is  the  same  at  all  velocities,  if  it  is  not  less  in  short  spans,  as  the  velocities  are 
are  increased,  as  stated  by  some  experimenters.  Altogether,  I  think  there  can  be  ho  doubt 
as  to  the  security  of  the  Torksey  Bridge,  and  I  hope  in  the  course  of  another  meeting 
that  Captain  Simmons  will  see  his  way  clearly  to  the  public  security  by  passing  the 
bridge. 

I  have,  &c.> 
John  F&wUr^  Esq.^  C.E.  W.  Fairbairn. 
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Offke  of  Commissioners  of  Railtoays,  Whitehall^ 
ftB,  Vouaory  30, 1850. 

I  HAVB  been  direeted  bj  the  CommiflBioners  of  Bailwayg  to  acknowledge  tbe  receipt 
ofyonr  letter  of  the  28th  instant,  and  in  reference  thereto,  to  request  you  to  call  at  this 
office  when  convenient ;  and  I  am. at  the  same  time  to  inform  you  that  the  Commissioners 
have  not  received  the  ojpinions  of  Messrs.  Brunei,  Locke,  Stephenson,  Bidder,  Oregoiy, 
or  Rennie,  to  which  allusion  is  made  in  your  letter. 

I  have,  &c., 

J.  Fowler,  Esq,,  H.  D.  Harness, 

2,  Queenrsguare  Place,  Westminster.  Capt.  Royal  Hiffineers, 


Extract  of  Minute  of  the  Commissioners  of  Railways  at  Board  of  the 

4th  February,  1850. 

Refer  all  the  ])aper8  to  Captain  Simmons  and  request  him  to  inspect  such  tubular 
brid^  as  may  be  mo3t  similar  to  the  Torfcsey  Viaduct,  BXti  after  observing  the  eflTeot  of 
traffic  upon  them,  to  consider  and  report  whether  the  Torksey  Viaduct  mieht  be  used 
with  safety  to  the  public  ;  considering  also  whether,  in  the  event  of  this  viacuict  proving 
too  weak,  indications  would  not  be  previously  given,  so  as  to  obviate  all  risk  of  any  sadden 
accident,  and  also  to  state  if  Captain  Sinmions  still  remains  of  opinion  that  the  viaduct 
cannot  be  opened  with  safety,  what  further  strengthening  will  in  his  opinion  be 
necessary. 


Sir,  February  20,  1850. 

I  HAVE  to  report  to  you,  with  reference  to  the  Minute  of  the  Commissioners  for- 
warded with  your  letter  or  the  4th  instant,  and  accompanying  documents,  that  I  have 
E'Ven  the  matter  my  most  earnest  consideration,  and  have  communicated  with  Mr.  Fair- 
irn,  whose  written  opinion  of  the  bridge  was  enclosed  to  the  Commissioners  fi>r  their 
consideration  in  Mr,  Fowler's  letter  of  the  28^1  January.  I  have  not  since  examined  any 
bridges  of  similar  construction,  but  have  taken  steps  to  obtain  the  details  of  such  as 
appear  to  me  most  probable  to  afford  upon  examination  any  information  as  to  the  effect 
of  time  and  continuous  use  upon  structures  of  this  nature ;  but  in  the  meanwhile,  as  the 
period  has  nearly  elapsed  to  which  the  opening  of  the  branch  of  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway,  upon  which  this  bndge  occurs,  has  been  postponed,  I  now  have 
to  forward  the  following  report  on  the  points  in  their  minute,  which  bear  upon  the  bridge 
at  Torksey  over  the  River  Trent,  my  objections  to  which  have  caused  the  postponement 
of  the  opening  of  the  line  for  the  conveyance  of  the  public.  I  regret  that  this  report 
cannot  be  deferred  for  a  longer  period,  as  Mr.  Fairbaim,  whose  large  experience  and 
extensive  knowledge  on  this  subject  are  so  well  known,  has  kindly  promised  to  reconsider 
the  bridge,  and  let  me  have  a  revised  opinion  upon  it. 

The  examination  of  the  similar  structures  that  have  been  in  operation  does  not  appeftr 
to  me  of  such  great  importance  at  the  present  time,  as  the  invention  is  novel,  and  the  first 
bridge  of  the  nature  constructed  for  the  passage  over  it  of  railway  trains  was  only  sanc- 
tioned bv  the  Commissioners  to  be  used  for  the  conveyance  of  the  public  in  August,  1847, 
having  been  erected  by  Mr.  Fairbaim  on  the  Blackburn,  Bolton,  Clitheroe,  and  West 
Yorkshire  Railway,  and  therefore  being,  as  I  believe,  a  much  stronger  bridge  than  this  at 
Torksey,  it  cannot  be  expected  to  show  any  effects  due  to  the  continuous  and  repeated 
strains  which  have  since  been  brought  upon  it. 

As  to  *'  whether  in  the  event  of  the  viaduct  proving  too  weak,  indications  would  not  be 
previously  given  so  as  to  obviate  all  risk  of  any  sudden  accident,"  I  have  to  state  for  the 
information  of  the  Commissioners,  that  I  have  not  sufficient  experience  on  the  subject  to 
answer  their  Question ;  but  I  would  remark,  that  the  observation  of  a  &ilure  in  practice 
is  altogether  oifferent  from  that  of  one  purposdv  caused  for  the  sake  of  experiment :  in 
the  latter  case,  the  experimenters  anxiously  and  narrowly  watch  the  results ;  whereas  in 
practice,  bridges  and  other  structures  are  left  to  the  examination  (except  occasionally)  by 
a  class  of  foremen  and  plate-layers,  who  apply  no  accurate  tests  or  measurements,  but 
merely  look  at  the  bridge,  or  casuaUy  watcn  a  train  pass  over  it.  I  do  not  mean  from  this 
to  inrcr,  that  in  case  of  failure  no  notice  would  be  given  so  as  to  prevent  danger,  but 
merely  that  doubts  arise  as  to  the  amount  and  nature  of  the  notice  attracting  the  attention 
of  those  intrusted  with  the  care  of  the  railway. 

In  reply  to  the  question  whether  '^  if  I  still  remain  of  opinion  that  this  viaduct  cannot 
be  opened  with  safefy  to  the  public,  what  further  strengthening  will  be  necessary  ?"  I  have 
to  state,  that  for  reasons  before  adduced,  I  do  not  consider  that  the  viaduct  can  be  opened 
for  the  continuous  passage  of  trains  wi^  safety  to  the  public,  and  that  it  will  not  be  in  a 
condition  to  be  opened  until  it  shall  have  been  so  strengthened  that  a  load  of  about  400 
tons  (indudinj^  tne  weight  of  the  beams  themselves,  CMid  all  the  standing  parts  of  the 
bridge)  distributed  equally  over  the  platform  of  one  span,  shall  not  produce  a  greater 


Digitized  by  VjQO^lC^ 


APPENDIX  to  REPORT  of  the  COMMISSIONERS  ^/RAILWAYS. 


91 


Ma«chetter^ 

Slwfield,  and 

liino^lnshirt 

Railway. 

(North  Leverton  to 


frenure  upon  die  top  plate  of  tbe  girders  than  five  tons  per  square  inch.    In  stating  this    Appendix  No.  51. 
have  taken  what  I  eoneeive  shoiud  be  the  utmoft  limit  of  strain  to  which  the  bridge 
should  be  subjected  by  the  given  load,  considering  its  nature,  nearly  200  tona  being  made 
up  of  railway  trains  in  motion,  and  the  doubtfid  workmanship  in  the  structure. 

Ia  arriving  at  thia  conclusicm  I  express  my  opinion  with  all  diffidence,  as  there  is  no 
decided  authority  upon  the  subject,  and  the  peculiar  cireumstaaees  of  construction  of 
most  Iffidges  vary  considerably,  preventing  the  ap{dicatian  of  an  universal  law. 

Mr.  HodgkinscMi,  whose  auwority  in  these  matters  is  entitled  to  great  deference,  states, 
tlial  he  conceives  that  eight  tons  per  square  inch  ia  the  greatest  compressile  strain  to  which 
a.  tube  of  this  sort  should  be  sulgected ;  and  again,  in  speaking  of  the  Conway  Bridge,  he 
states,  that  a  tube  of.  given  dimensions^  ^^if  made  without  joints,  and  loaded  without 
vibraticm,  would  bear  a  wdght  in  the  middle  of  1,627  tons  (equal  to  12  tons  per  square 
inch  pressure  on  the  top)  without  entirely  destroying  the  utility  of  the  material ;  but  plates 
imited  by  rivetting  in  me  best  manner  in  common  use,  are  weaker  than  plates  without 
joints  in  the  ratio  of  3  to  2  nearly,  we  ought  therefore  to  reduce  the  computed  weight  in 
that  ratio,  or  even  greater,  since  the  computation  is  made  on  the  supposition  of  the  tube 
being  without  joints  and  loaded  without  vibration." 

Ajnd  again,  in  commenting  on  ao  experiment  made  upon  a  large  tube  47  feet  long,  and 
about  &i  tons  weight,  built  up  of  plates  1  inch  thick,  being  thicker  in  fact  than  the  chief 
part  of  the  plates  in  the  Torksey  Bridge,  he  states,  that  ^*  lon^-continued  impact  producing 
a  deflection  of  less  than  one-fifth  of  miAt  would  be  required  to  injure  the  tube  by  pres- 
sure, was  completely  destructive  to  the  rivetting." 

The  great  weight  of  the  Menai  and  Conway  bridges  in  proportion  to  their  load  pro- 
ducing vibration  (about  1  to  4  *  5  in  the  Conway)  will  obviate  tnis  danger ;  but  it  appears 
a  question  to  what  extent  allowance  should  be  made  for  this  effect  when  the  proportions  of 
the  variable  and  permanent  load  are  altered,  and,  as  in  the  present  case,  become  nearly 
equal  to  one  another.  The  deflection  due  to  the  rolling  load,  stated  to  be  222  tons,  which 
I  saw  upon  the  bridge,  very  coimiderably  exceeds  one-fifth  of  die  ultimate  deflection  which 
the  tube  may  be  expected  to  bear,  and  it  is  to  be  remembered  that  this  defleetioa  ia  in 
addition  to  the  constant  effect  of  the  permanent  load. 

Mr.  Fairbaim,  in  his  letter  fbrwarded  br  Mr.  Fowler,  states,  that  experiments  wfaidi  he 
has  in  his  own  possession  on  the  force  of  impact  upon  his  tubular  brieves,  and  on  heavy 
weightft  passing  over  these  bridges,  appear  to  confirm  the  fact  that  the  deflection  in  the 
f(>rmer  is  a  rewdt  due  to  die  height  throng  which  the  body  fitlls,  and  in  the  latter  the 
defleetioR  is  the  same  at  all  velocities.  In  this  I  agree  to  a  great  extent  with  Mr.  Fair- 
baim. that  the  increase  due  to  the  velocity  is  not,  practicany  speaking,  in  most  cases 
mppreciable,  and  I  believe  in  the  present  instance  it  would  scarcely  oe  at  all  so ;  but  never- 
theless, I  cannot  go  so  fistr  as  to  attach  no  value  to  the  experiment  on  impact  by  Mr. 
Hodgkinson  before  given,  the  effect  of  which  is  again  aggravated  by  the  concussions  caused 
by  the  irregularity  ef  motion  of  the  moving  weiMit.     I  would  further  remark,  that  in  this 

2ueBtioa  much  must,  depend  upon  the  nature  of  the  rivetting;  where  machines  are  used 
nr  that  purpose,  abetter  result  may  be  expected  than  when  it  is  done  by  hand;  and 
mgun,  the  weight  of  hammer  used,  or  force  of  blow  in  fbrnring-the  rivet-heads,  will  make 
a  material  difierence.  In  the  Torksey  Bridge,  from  having  seen  several  split  rivet-heads, 
I  have  ne  (preat  eonfidenee  in  1^  woncmanraip. 

I  fllutU  forbear  at  present  to  make  any  remarks  upon  Mr.  Fairbaim*s  calculation  as  to 
tWstNOgth  of  thia  Dridge,  as  I  expect  to  receive  a  communication  from  him  upon  the 
BMtttf  in  which  he  will,  I  bafieve,  somewhat  idter  those  calculations. 

u  condurion,  I  have  to  report,  that  I  have  again  this  day  inspected  the  bridge  in 
(nmtkn,  hsving  informed  the  S^retary  of  the  Company  of  my  intention  to  do  so,  and 
tnat  no  addition  has  been  made  to  its  strength  since  my  last  inspection.  I  again  examined 
as  fittr  as  I  was  able,  which  was  very  imperfectly  in  consequence  of  the  absence  of  any 
of  the  officers  of  the  Company,  or  any  preparation  for  the  inspection,  the  tubes  with  refer* 
eace  to  theix  workmanship,  and  find  that  I  am  frilly  borne  out  in  the  expression  of  a  want 
of  confidence  therein,  as  tne  rivetting  is  certainly  very  imperfect,  and  the  joints  are  not 
accurately,  or  as  I  conceive,  very  judiciously  made ;  and  the  top  of  the  girders  are  con- 
siderably out  of  line,  both  horizontally  and  vertically,  and  I  have  therefore  to  report  that 
in  my  opinion  the  opening  of  the  line  from  North  !Leverton  to  Saxelby  will  be  attended 
with  danger  to  the  public  using  the  same  by  reason  of  the  insufficiency  of  the  works* 

I  have,  &C.9 

Copt.  Bamusy  ILE^  J.  L.  A.  Simmons, 

^        ^e.  Capt.  Boyal  Etigimers* 


Office  of  Commissioners  tf  Baihoayn,  WhiiehaU^ 
Sib,  Febmary  21,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
eadosed  copy  of  a  report  by  Captain  Simmons  on  the  Torksey  Tiaduct,  and  to  inform 
y<ra  that  for  die  reasons  therein  stated  the  Commissioners  have  postponed  the  opening  of 
the  portion  of  railway  between  North  Leverton  and  Saxelby  for  a  further  period  of  one 
month  from  thia  date. 

I  have,  &c.. 

To  the  Secretary  oftlie  H.  D.  Harness, 

Manchester  J  Sheffield,  aud  Lincolnshire  Railway  Company,  Capt.  Royal  Engineers. 
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Appendix  No.  51.    Sir,  Secretary's  Office,  Manchester,  February  22, 1850. 

•J.  "7".  I  HAVE  the  honour  to  acknowledge  the  receipt  of  your  letter  of  die  2l8t  instant, 

Sheffield,  and       enclosing  another  report  by  Captain  Simmons  on  the  Torksey  Viaduct,  and  postponing  the 

Lincolnshire        opening  of  the  railway  between  Leverton  and  Saxelby  for  one  month  from  that  date. 

Railway.  I  beg  leave  respectfully  to  call  the  attention  of  the  Railway  Commissioners  to  that 

{North  ^^l^*on  to   paragraph  in  Captain  Simmons's  report  which  refers  to  "  the  absence  of  any  officers  of 

axelby.)  ^^^  Company  on  this  occasion,"  and  to  say  that  the  same  was  very  much  r^retted  bv  the 

.  Directors  as  well  as  all  concerned,  but  was  solely  occasioned  by  the  total  want  of  sufficient 

notice  on  Captain  Simmons*  part,  his  letter  having  only  been  received  by  me  the  day 

before  that  on  which  he  had  fixed  to  make  the   mspection.      As  Mr.  Fowler  lives  in 

London,  I  could  only  let  him  know  by  a  telegraphic  message  that  the  inspection  was  to  take 

place,  and  the  locomotive  superintendent  was  warned  to  have  an  engine  ready ;  but  it  might 

have  happened,  if  the  latter  had  not  fortunately  been  in  the  way,  that  no  engine  could 

have  been  sent ;  and  had  Mr.  Fowler  by  any  accident  been  from  home,  even  he  could  not 

have  known  of  it 

I  would  b<^  the  favour  in  future  of  at  least  seven  days'  notice  being  ^ven,  in  order  that 
such  of  the  Directors  as  wished  to  see  the  bridge  itself  under  proof  might  be  present. 

I  have,  &c., 

Capt.  Harness,  B.K,  J.  H.  Humfrey,  Secretary. 


Office  of  Commissioners  cf  Bailtoays,  Whitehall^ 
Sir,  March  16,  1850. 

I  HAVE  the  honour  to  report  to  you,  for  the  information  of  the  Commissioners,  that 
I  yesterday  inspected  a  portion  of  the  Manchester,  Sheffield,  and  Lincolnshire  Railway, 
extending  from  Saxelby  to  North  Leverton. 

The  Torksey  Bridge,  which  bears  the  rails  of  this  line  over  the  River  Trent  at  Torksey, 
is  still  in  precisely  the  same  condition  that  it  was  when  inspected  by  Captain  Simmons  on 
the  20th  ult.,  no  steps  having  been  taken  to  strengthen  the  wrought-iron  girders.  Cap- 
tain Simmons,  in  his  report  dated  the  20th  ult.,  has  stated  his  opuiion  that  the  wrought- 
iron  girders  of  this  briage  are  not  sufficiently  strong  to  insure  the  safety  of  public  traffic ; 
and  after  a  carefril  inspection  of  the  structure,  I  entirely  concur  with  him  in  that  opinion ; 
I  have,  therefore,  to  report  that,  in  my  opinion,  the  opening  of  the  line  between  Saxelby 
and  North  Leverton  would  be  attendea  with  danger  to  the  public,  by  reason  of  the  insuf- 
ficiency of  the  works. 

I  have,  &c., 

Capt.  Harness,  R.E.j  R.  M.  Lapfan, 

§fc.        ^c.  Capt,  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  WhiteliaU^ 
Sir,  March  18,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Captain  Laffan's  report  of  his  inspection  of  the  portion  of  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway  between  Saxelby  and  North  Leverton,  and  to  inform 
you  that  for  the  reasons  therein  stated  they  have  postponed  the  opening  of  the  line  in 
question  for  the  purposes  of  public  traffic  for  a  further  period  of  one  month. 

I  have,  &c.. 

To  the  Secretary  of  the  H.  D.  Harness, 

Manchester,  Sheffield,  and  Lincolnshire  Railxoay  Company.  Capt.  Royal  Engineers. 


2,  Queen-square  Place,  Westminster, 
Dear  Sir,  March  20,  1850. 

I  HAVE  this  morning  received  from  the  Secretary  of  the  Manchester,  Sheffield,  and 
Lincolnshire  Railway,  a  copy  of  your  letter,  written  by  direction  of  the  Commissioners  of 
Railways,  to  postpone  again  for  one  month  the  opening  of  the  Leverton  branch  of  the 
Manchester,  Sheffield,  and  Lincolnshire  Railway,  by  reason  of  the  insufficiency  of  the 
Torksey  Bridge,  with  the  report  by  Captain  LafTan,  the  inspecting  officer,  in  which  the 
CommiitoioAers  forward  their  decision. 

I  have  already  complained  of  the  want  of  reasonable  notice  which  for  the  second  time 
prevented  my  own  attendance,  or  proper  arrangements  being  made  by  the  Company  for 
the  reception  and  convenience  of  the  inspecting  officer. 

The  report  of  Captain  Lafian  being  really  but  a  confirmation  of  Captain  Simmons* 
former  reports,  without  any  fresh  reasons  being  assigned,  and  made  after  a  cursory 
inspection,  without  any  trial,  I  shall  consider  as  having  no  value  beyond  that  of  having 
ascertained  that  no  alteration  has  been  made. 

I  shall,  therefore,  in  this  communication  feel  compelled  to  refer  alone  to  the  report  of 
Captain  Simmons  of  February  20th. 
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It  is  there  stated  as  the  ground  on  which  this  bridge  is  pronounced  insufficient,  that  it  Appendix  No.  51. 
does  not  comply  with  certain  conditions,  and  will  not  do  so  "  until  it  shall  have  been  so 
strengthened  that  a  load  of  about  400  tons  (including  the  weight  of  the  beams  them- 
selves, and  all  the  standing  parts  of  the  bridge),  dtstributed  equally  over  the  platform  of 
one  span,  shall  not  produce  a  greater  pressure  upon  the  top  plates  of  the  girders  than  5  tons 
per  square  inch,  in  stating  this,  I  have  taken  what  I  conceive  should  be  the  utmost  limit 
of  strain  to  which  the  bridge  should  be  subjected  by  the  given  load,  considering  its  nature^ 
nearly  200  tons  being  made  up  of  railway  trains  in  motion,  and  the  doubtful  workmanship 
in  the  structure." 

Now,  although  I  protest  most  strongly  against  the  conclusion  come  to  by  Captain 
Simmons  that  5  tons  per  square  inch  is  the  greatest  strain  to  which  the  metal  la  this 
bridge  may  be  safely  subjected,  even  when  tested  as  required,  by  an  enormous  load  which 
in  practice  can  never  be  even  approached,  inasmuch  as  Mr.  Hodglcinson's  experiments 
decide  the  question  that  8  tons  is  a  perfectly  safe  compressive  strain. 

I  also  protest  against  the  objection  to  the  workmanship,  which  although  not  of  the  finest 
and  most  finished  class,  is  nevertheless  perfectly  sounds  and,  for  all  practical  purposes,  as 
good  as  possible. 

The  slight  deflection  of  1*26  inch  with  the  strain  of  six  locomotive  engines  weighing 
222  tons,  as  witnessed  by  Captain  Simmons,  appears  to  be  concluMve  against  any  charge 
of  imperfect  workmanship. 

I  consider,  therefore.  Captain  Simmons  is  without  the  justification  of  any  sufiicient 
reason,  or  indeed  any  reason  at  all,  for  fixing  upon  5  tons  as  the  greatest  strain  to  which 
the  bridge  can  be  safely  subjected,  when  no  authority  on  the  subject  has  even  suggested 
less  than  8  tons. 

Assuming,  however,  that  Captain  Simmons  is  justified  in  his  extraordinary  requirements 
for  this  bridge,  I  contend  it  does  now,  without  any  alteration  whatever,  comply  with  them. 

Some  reference  being  made  to  Mr.  Fairbaim,  and  the  opinion  he  expressed  in  a  letter 
to  me,  which  was  forwarded  for  the  use  of  the  Commissioners,  wherein  he  expressed  his 
conviction  of  the  sufficiency  of  the  bridge,  and  also  to  the  modification  of  that  view  as 
expected  by  Captain  Simmons  to  be  contained  in  another  paper,  I  may  here  allude  to  it, 
as  Mr.  Fairbairn  was  polite  enough  to  send  me  a  copy  of  that  communication. 

Mr.  Fairbairn  gives  a  tab|e  with  fixed  proportions  as  his  own  individual  recommend- 
ation, which  however  is  greatly  in  excess  of  this  practice,  and  certainly  in  excess  of  the 
Torksey  Bridge. 

These  proportions,  however,  are  stated  to  be  adapted  for  simple  girders  of  one  span. 

Mr.  Fairbairn  arrives  at  the  conclusion  that  although  the  Torksey  Bridge  does  not  come 
up  to  his  standard,  the  dimensions  "are  nevertheless  sufficient  to  render  the  bridge  perfectly 
secured 

This  conclusion  is  arrived  at  by  treating  the  Torksey  Bridge  as  two  separate  and 
distinct  bridges ;  but  if  Mr.  Fairbairn  had  taken  the  trouble  to  ascertain  the  value  of  the. 
continuity  over  the  centre  pier,  he  would  have  found  an  addition  to  the  strength  of  nearly 
50  per  cent.,  and  that  it  was  fully  equal  even  to  the  requirements  of  his  own  empirical 
standard. 

I  can  only  account  for  Captain  Simmons'  ojpinion  that  the  Torksey  Bridge  is  insufficient,, 
by  supposing  that  he,  as  well  as  Mr.  Fairbairn,  omits  the  consideration  of  the  value  due 
to  the  continuity  of  the  beam. 

I  have  ascertained  by  experiment  and  calculation  that  the  effect  of  this  continuity  is  an 
addition  to  the  strength  of  the  bridge  in  the  proportion  of  9  to  14,  and  a  reduction  of  the 
compressive  strain  upon  the  top  plates  to  4  •  60  tons  per  square  inch. 

Under  these  circumstances  1  feel  it  impossible  to  recommend  the  Railway  Company  to 
make  any  addition  whatever  to  the  strength  of  the  Torksey  Bridge. 

I  have,  Sec, 

Caft  Harness,  R.E.^  John  Fowler. 


Sir,  Whitehall,  April  6,  1850. 

I  HAVE  to  report,  that  upon  receiving  your  minute  referrinff  to  me  a  letter  from 
Mr.  Fowler,  the  engineer  of  the  Manchester,  Sheffield,  and  Lincolnshire  Railway,  relative 
to  the  postponement,  of  the  opening  of  the  branch  of  that  line,  between  North  Leverton 
and  Saxelby,  in  consequence  of  an  objection  taken  by  me  to  the  bridge  over  the  River 
Trent  at  Torksejr,  I  proceeded  to  reconsider  the  subject,  and  have  again  inspected  the 
bridge,  making  a  series  of  carefiil  experiments  upon  it,  in  which  Mr.  Fowler  and  the 
Company  offered  every  facility. 

Mr.  Fowler,  in  the  remarks  which  he  has  made  upon  my  report  of  the  20th  of  February, 
seems  to  think  that  I  have  been  unreasonable  in  stating  that  the  bridge  "  should  in  my 
opinion  be  so  strengthened  that  a  load  of  about  400' tons  (including  the  weight  of  the 
beams  themselves  and  all  the  standing  parts  of  the  bridge)  distributed  equally  over  the 
platform  of  one  span,  shall  not  produce  a  greater  pressure  upon  the  top  plates  of  the 
girders  than  five  tons  per  square  mch. 

First,  as  regards  the  loaa  of  400  tons,  which  is  styled  an  ^'  enormous  load,  such  as  in 
practice  can  never  be  even  approached."    By  a  statement  since  obtained  from  Mr.  Fowler, 
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Appendix  No.  51. 
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If  the  ballast  were  increased  to  a  depth  of  6  inches,  the  load  would  become  203  tons 
6  cwt.  When  I  first  inspected  the  bridge  the  actual  ballast  uponlt  was,  I  believe,  not 
len  dian  4  inches,  and  there  is  now  sufficient  depth  between  the  top  of  the  rails  and  die 
flooring  to  allow  of  its  accumulating  or  being  increased  to  6  inches. 

As  regards  rolling  load^  the  actual  weight  of  six  ei^ines  placed  upon  it  in  a  former  test 
was  222  tons,  whi^  I  readily  grant  to  be  an  excessive  ana  cue  though  not  an  imprac<* 
ticable  load ;  this  was  placed  upon  the  bridge  by  Mr.  Fowler,  in  my  presence,  but  not  at 
my  request ;  a  load,  however,  such  as  may  be  produced  by  two  heavy  mineral  trains 
m^ing  upon  the  bridge  may  frequently  amount  to  190  toiis>  mining  altogether,  accordiofi^ 
to  Mr.  Fowler's  calculation  of  weight,  359  tons  6  cwt.,  or  with  6  inches  of  ballast,  39§ 
toas  6  cwt,  amoimting  vtay  nearly  to  the  400  taken  by  me  as  a  maximum  load. 

In  ascertaining  the  powers  of  a  structure  to  support  the  strains  and  pressures  bron^t 
upon  it  in  the  course  of  railway  traffic,  I  do  not  consider  that  a  load  less  than  may  posnMy 
be  brought  upon  it  in  practice  should  be  taken,  but  that  the  greatest  practicable  load, 
which  I  endeavoured  to  ascertain,  and  I  believe  to  have  correcdy  stated  in  the  presoit 
instance  at  400  tons,  should  be  the  weight  considered  in  calculating  the  powers  of  the 
structure. 

Secondly,  Mr.  Fowler  ^^  protests  most  strongly  against  the  conclusion,  that  five  tons  per 
square  incn  is  the  greatest  strain  to  which  the  metal  of  the  brid^  may  be  subject^*'  In 
making  this  proviso,  I  stated  very  fully  my  reasons,  and  I  believe  that  I  am  borne  out 
by  the  practice  of  the  most  eminent  engineers  in  the  country  in  this  opinion.  Hie  appli- 
cation of  wrought-iron  in  plates  to  structures  of  this  nature  is  of  very  late  inteoductioB». 
and  therefore  I  approached  the  subject  with  much  difiidence,  and  there  being  no  very 
great  experience  on  the  subject,  and  no  work  of  the  nature  having  stood  the  test  of  time 
and  continuous  strams,  I  could  only  adopt  the  opinions  of  those  engineers  who  have 
erected  the  ]^rincipal  works  of  this  nature  as  evidenced  by  those  works,  and  I  still  beKevc 
that,  in  taking  tae  greatest  admissible  strain  at  five  tons,  I  correctly  enunciated  their 
practice. 

In  the  Britannia  Bridge  over  the  Menai  Strait,  the  compression  on  the  top  and  tike 
extension  on  the  bottom  in  no  place  amount  to  that  strain.  In  a  large  bridge  on  the 
Windsor  branch  of  the  Great  Western  Railway,  the  greatest  amount  of  strain  does  not 
come  up  in  either  case  to  five  tons ;  at  the  Conwav  the  strain  slightly  exceeds  that  amount. 
These  being  the  principal  and  largest  works  in  wnich  wrought-4ron  is  submitted  to  a  com-< 
pressive  fi>rce,  and  erected  by  tne  most  eminent  engineers,  I  consider  that  I  w«s  not 
unreasonable  in  requiring  at  least  the  same  amount  of  strength  as  thej  had  considered' 
necessary  for  the  security  of  their  works.  Hiese  works  also  bdbig  large,  and  the  structures 
heavier  m  proportion  to  their  moving  load  that  may  come  upon,  them  than  the  Torksej' 
Bridge,  the  metal  is  in  a  better  condition  to  receive  the  strains.  In  no  part  of  the  very 
valuable  paper  by  Mr.  Hodgkinson,  in  the  Appendix  to  the  Report  dt  theCommissioiwrB^ 
do  I  see  that  thie  experiments  decide  the  ^estiqn,  that  *'  eight  tons  is  a  perfectly  salb 
compressive  strain**  for  wought-iron,  as  apphed  to  rsolway  structures,  but  on  the  coi^rary 
(pf^e  178),  Mr.  Hodgkinson  states,  that  the  breaking  wcofi^t  should  be  ^  reduced  m  Aat* 
ratio,  or  even  a  greater*'  (speakii^  of  a  icatio  which  r^uced  it  to  a  weidit  corresponding  to 
eight  tons  pressure  per  square  mai  on  the  top),  ^  since  the  computation  is  made  <m  the 
supposition  of  the  tube  being  without  joints  <mi  haded  without  vibration  ;"  and  at  page  123, 
he  states  that  the  results  of  an  experiment  showed  that  long-continued  impact,  producing, 
a  deflection  of  less  than  one-fifth  of  what  would  be  required  to  injure  the  tube  by  ttfessure 
was  completely  destructive  to  the  rivetting.  Now  although  the  effect  of  a  train  pradncing 
deflection  is  not  the  same  as  that  prodiKed  by  a  falling  body,  some  value  is  certainly  to 
be  attached  to  it  when  the  deflection  produced  fay  it  exceeds  considerabfy  (»e^fifkh.  of  thst 
defection  which  would  injure  the  tube  if  loaded  without  vibration. 

This  elEeet  is  not  so  much  due  to  velocity,  I  eoosceive,  whidi  questiim  is  very  fliHy 
treated,  and  as  applied  to  a  bridge  of  this  span,  set  at  rest  by  the  paper  b^  Profisssor 
Willis,  appended  to  the  same  report,  as  to  the  effect  of  the  irregularity  m  motion  earned 
by  impenections  in  the  roadway,  and  want  of  steadiness  in  the  rolling  weights.  ^ 

Thirdly.  With  respect  to  the  ccHnmunication  of  Mr.  Fairbaim,  allimed  to  by  Mr.  9owler, 
I  have  to  state  that  that  communication  was  made  in  eonseauence  of  an  interview  whidi 
at  my  request  Mr.  Fairbaim  granted  me,  relative  to  the  moae  by  whidi  he  had  conpoted 
the  strength  of  this  bridge,  as  given  in  a  letter  dated  January  26th,  referred  with  othor 
correspondence  to  me  for  further  report,  and  which  letter  had  been  enclosed  by  Mr.  Fowler 
fbr  the  consideration  of  the  Commissioners.  I  only  refer  to  this  subject  to  remark,  that 
the  calculations,  in  both  communications  by  Mr.  Fairbaim,  are  made  upon  the  eoniiifera- 
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tion  that  eadi  bridge  orer  each  opening  was  a  separate  and  distinct  strnctttrfe  di^pendent  on    Appendix  No.  M . 
itself  alone  for  its  stvengdi.    The  first  of  these  computations  was  forwarded  by  Mr.  Fowler  — 

witibont  remark  as  to  the  principle  of  continuity  not  having  been  con^dered,  and  although  *    c^flSSd^'^^d 
a  casual  reference  had  been  maoe  by  Mr.  Fowler  to  that  subject  in  conversation  with  me,       UncolMhire 
it  had  never  been  urged  upon  me  by  him  as  an  important  element  in  the  consideration  of         Railway. 
the  bridge  until  the  receipt  of  his  letter  of  the  20th  ult»  dated  one  month  after  my  report,  {North  Lev&rton  tp 
with  the  stipulation  as  to  strength,  had  been  forwarded  to  the  Railway  Company,  and  which         Saxtlby,) 
report  was  based  upon  the  consideration  of  fthe  tubes  being  detached  from  one  another.     I 
certainly  oonsiderea  the  bridge  as  if  it  had  beea  two  distinct  structures,  and  if  by  my  doing 
80  the  Company  have  loat  the  use  of  their  line,  and  beoi  put  to  inoonvenieoce,  I  can  only 
state,  that  mm  die  lutfure  of  the  structnre,  as  well  as  from  the  fact  of  the  subject  not  havii^ 
been  urged  upon  me,  I  conceive  that  the  Company  can  have  no  cause  of  complaiaL 

A  AigtA  docriptaon  of  the  nature  of  these  structures  will  be  necessary  in  order  to  ex- 

Elain  this  subject.  The  tubes  which  support  the  weights  over  these  spaas  are  built  up  of 
oiler-plate  and  angle-iroQ,  rivctted  together,  the  top  of  each  tube  consisting  of  cells  ec* 
tending  the  whole  length  of  the  tube,  and  the  bottom  of  plates  in  contact  with  one 
anotfa^.  This  cellular  top  and  plate  bottom  are  kept  in  their  relative  porataon  by  sides^ 
abo  comiKBed  of  boiler-plate ;  and  in  the  sustaining  of  weights  the  upper  part  or  cdilular  • 
top  is  submitted  to  compression,  and  the  bottom  of  the  tube  to  tension ;  at  least  this  is 
what  occurs  in  an  ocdinary  bridge  of  one  span,  and  to  provide  resistance  for  these  anta- 
gonistic forces,  those  peooliar  K>rms  of  top  and  bottom  have  been  adopted,  and  also  i. 
peculiar  system  of  rivetting  the  plates  to  suit  each  condition.  In  the  bottom,  where  tensile 
strains  are  resisted,  the  pmes  are  joined  with  great  care  by  a  svBtem  of  chain  rivMing^  in 
which  the  strength  of  the  plates  is  impaired  as  little  as  possiUe,  and  every  joint  is  pro* 
perly  provided  with  additional  covering  plates  to  maintain  the  value  of  the  bott<mi,  wnich 

may  be  considered  as  a  chain,  whereas  the  top  bei^g  sub*' 
mitted  to  a  crushing  force,  the  plates  are  only  brought 
together  with  square  or  butt-joints,  with  small  plates 
placed  on  each  side  of  them  and  a  single  row  of  rivets, 
merely  to  prevent  them  from  sliding  over  one  another. 
Now,  in  a  bridge  of  two  or  more  spans,  in  which  the 
tubes  or  beams  passing  over  them  are  continuous,  it  is 
obvious  that  over  the  intermediate  points  of  support  the 
strains  exerted  in  the  top  and  bottom  are  reversed,  and 
the  top  has  to  resist  tension  and  the  bottom  compression. 
Under  these  altered  circumstances,  provision  sbould  be 


made  by  adopting  the  diain  principle  in  the  top  where  exposed  to  tension.  This  has  not 
been  done  in  the  Torks^  Biidfi^,  and  will  explain  the  remark  before  made,  that  tlte 
mature  qfff^e  Orucbtre  assisted  in  Evading  me  not  to  consider  the  two  spaas  as  femMd  of  one 
eontinudos  beam. 

I  have  now,  however,  since  your  reference,  folly  considered  the  subject,  whidii  I  should 
liave  been  willing  to  do  before,  had  it  been  uiged  upon  me,  as  the  advantage  of  ccmtinuity 
18  an  did  and  umversally  acknowledged  principle,  and  could  only  be  neglected  m  conse* 
quenoe  of  some  peculiarity  of  construction.  In  order  to  test  the  value  dT  continiritv,  as 
applied  to  tim  particular  oridge,  the  ballast  was  removed  from  it,  so  as  to  leave  a  load  the 
wei^t  of  whidi  could  be  estimated  with  tolerable  certainty.  It  amounted  to  144*8  tons 
over  each  opening,  to  which  was  added  an  evenly  distributed  load  of  144  tons,  which  wai 
j^aced  on  each  opening  on  succession,  the  deflections  of  each  tube  being  observed  in  both 
experiments  at  every  five  foet  of  its  length.  The  result  very  nearly  corresponded  widi. 
theonr,  the  greatest  deflection  in  no  case  exceeding  *  15  of  an  inch  b^fond  that  deduced  by 
calcuktion.  These  experiments  were  made  with  great  care,  and  are,  therefore,  to  be  fully 
relied  on.  Mr.  Fowler,  assisted  by  Messrs.  Wyld  and  Pole,  having  afibrded  every  possible 
facility  and  assistance  in  rendering  them  trustworthy. 

Ooondering,  therefore,  the  continuity  of  the  bridge  as  a  fully  established  &ct,  it  re- 
maim  to  be  c<»isidered  what  is  the  greatest  strain  that  may  be  brought  upon  any  jpart  of 
it  in  practice;  and  here  applying  Uie  calculation  submitted  to  the  Institution  ot  Civil 
KngineeTB  in  an  able  paper  by  Mr.  Pole,  and  supposing  both  spans  to  be  equally  loaded 
w^S.  400  toQs»  as  stated  in  my  former  report,  I  find  that  the  compression  on  the  top  plate 
at  tbe  point  of  greatest  strain  is  4*25  tons,  and  the  tension  on  tne  bottom  3*91  tons  per 
mquMxe  inch.  I  find  also  that  the  tension  on  the  top  plate  over  the  oentrepier  u  7*  18  tomy 
and  the  compression  on  the  bottom  the  same,  these  results  being  calculated  under  the  su^ 
poaitioii  that  the  whole  sectional  area  of  the  lop,  including  plates  and  angle-irons,  is 
effectiTe,  without  any  deduction  for  the  diminished  strength  of  plates  joined  by  nngle 
raeos  of  rivets,  as  before  described. 

Sat  in  order  that  there  may  be  no  question  as  to  the  amount  of  load,  it  will  be  well  to 
rabmit  tot  the  consideration  of  the  Commissioners  similar  results  obtained  with  weights 
eoncerning  which  no  question  can  arise,  as  they  can  be  made  up  of  loads  in  use  at  the 
pf^geent  day  upon  railways  in  this  kingdom,  ^nd  may,  therefore,  reasonably  be  expected  in 
#lirf»  course  of  the  public  traffic  to  come  upon  this  bridge : — 

Weight  of  permanent  load,  as  reduced  by  Mr.  Fowler, 

with  two  inches  of  ballast 164-3  tons. 

Load  taken  as  equally  distributed  at  two-thirds  of  a 
ton  per  foot 173        „ 

Total  load       .         •     337-3    „ 
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With  a  load  of  this  weight  upon  each  span  the  tensile  strain  per  square  inch  upon  the 
top,  and  also  of  compression  on  the  bottom  plate  of  the  tube  over  the  centre  pier,  will  be 
6-CN6  tons,  and  in  the  case  of  only  one  train  of  the  wei^t  of  two-thirds  of  a  ton  ^r  foot 
passing  over  both  openings  of  the  bridge,  in  consequence  of  the  position  between  the 
tubes  of  the  rails,  about  three-fourths  of  the  weight  of  the  train  is  carried  by  the  tube 
adjoining  it ;  the  tensile  strain  upon  the  top  and  compression  on  the  bottom  will  therefore 
amount  to  5*22  tons  per  square  inch,  still  exceeding  the  amount  stated  in  my  former 
report  as  a  maximum. 

In  these  results  no  allowance  has  been  made  for  the  strength  of  the  to^  plate  being  dimi^ 
nished  by  rivetting,  so  that  it  does  not  exceed  two-thirds  of  its  original  dimensions,  where 
submitted  to  a  tensile  strain,  nor  of  the  form  of  the  bottom,  which  does  not  correspond 
with  that  of  those  parts  of  such  wrought-iron  structures  as  have  been  heretofore  erected 
and  are  subjected  to  compression  ;  considering,  however,  that  these  heavy  strains  are  upon 
a  part  of  the  tube  which  receives  direct  support  from  the  masonry  below,  and  that  even 
though  the  elasticity  of  the  metal  should  become  injured  at  these  points,  the  continuity  of 
the  tubes  would  nevertheless,  as  long  as  the  powers  of  the  metal  were  not  altogether  de- 
stroyed, tend  to  diminish  the  strains  upon  the  tubes  between  the  supports,  I  am  induced  to 
recommend  that  the  Company  be  permitted  to  use  this  bridge  for  public  traffic,  provided 
their  engineer  will  make  such  an  arrangement  of  the  platform  that  the  ballast  cannot  be 
allowed  to  accumulate  beyond  the  depth  of  two  inches,  upon  which  consideration  was 
based  his  calculation  of  the  weight  of  the  structure ;  and  also  that  careful  tests  should  be 
applied  fix)m  time  to  time,  with  occasional  inspections  by  an  officer  of  this  Department,  who 
would  report  whether  by  the  effect  of  traffic  the  elasticity  of  the  metal  giving  the  effect  of 
continuity  to  the  bridge  over  the  two  spaces  remain  unimpaired. 

The  experiments  as  recorded  are  appended  to  this  report,  as  they  may  be  useful  for 
reference  on  any  ftiture  inspection. 

I  have,  &c., 


Capt.  Harness,  R.E.^ 
ire.        ^c. 


J.  L.  A.  Simmons, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall^ 
Sib,  Aprils,  1850, 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  that  in 
consequence  of  Mr.  Fowler  s  letter  of  the  20th  March,  they  have  reconsidered  the  question 
of  the  propriety  of  allowing  the  line  between  North  Leverton  and  Saxclby  to  be  opened 
for  public  traffic,  and  have  received  a  further  report  on  the  subject  of  the  Torksey  Bridge, 
an  extract  from  which  is  enclosed ;  and  I  am  to  inform  you  that  the  Commissioners  of 
Railways  are  willing  to  allow  the  portion  of  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway,  between  North  Leverton  and  Saxclby,  to  be  opened  for  public  traffic,  on  being 
informed  that  the  recommendations  contained  in  this  extract  as  to  ballast  have  been  com^ 
plied  with»  and  on  receiving  an  assurance  from  the  Company  that  should  it  appear 
to  the  inspecting  officer  from  this  Department,  at  any  future  period,  upon  examination 
of  the  briage,  that  it  requires  to  be  strengthened,  the  Railway  Company  will  promptly 
attend  to  his  suggestions. 

I  have,  &c.. 


To  the  Secretary  of  the  J.  L. 

Manchester^  Sheffield,  and  Lincolnshire  Railway  Company. 


A.  Simmons, 

Capt.  Royal  Engineers. 
Secretary. 


Sir,  Manchester,  April  17,  1850. 

I  AM  desired  to  transmit  to  you  the  following  extract  from  the  minutes  of  the  meeting 
of  the  Board  held  yesterday  : — 

*' Read  a  letter  from  Captain  Simmons  on  the  part  of  the  Commissioners  of  Railways, 
authorizing  the  opening  of  the  Leverton  and  Lincoln  branch,  and  the  Torksey  Bridge,  for  pas- 
senger traffic,  provided  the  Company's  engineer  will  make  such  an  arrangement  of  the  platform 
that  the  ballast  cannot  be  allowed  to  accumulate  beyond  the  depth  of  two  inches,  upon  which 
consideration  was  based  the  calculation  of  {he  weight  of  the  structure  ;  add  also,  that  careful 
tests  should  be  applied  from  time  to  time,  with  occasional  in«!peclions  by  an  officer  of  that 
department,  who  would  report  whether  by  the  effect  of  traffic  the  elasticity  of  the  metal  giving 
the  effect  of  continuity  to  the  bridge  over  the  two  spaces  remain  unimpaired ;  and  that  should 
it  appear  necessary  to  the  inspecting  officer  at  any  future  period,  upon  examination  of  the 
briage,  that  it  requires  to  be  strengthened,  the  Company  will  attend  to  his  suggestions. 

"  Resolved,  that  the  Board  agree  to  the  said  conditions  as  required,  and  tl^  Secretary  will 
communicate  the  same  accordingly.'' 

I  have,  &c.. 


Captain  Simmons,  R.E, 
§rc.  Src. 


J.  H.  HOMFREY, 

Secretary. 
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Office  of  Commissioners  of  JRailwat/s,  Whitehall^        Appendix  Na  51. 
Sib,  ^;?n7  24.  1850. 

I  HAVB  the  honour  to  report  to  you,  for  the  information  of  the  G>mmi8sioners,  that  I 
3'esterday  inspected  the  Manchester,  Sheffield^  and  Lincolnshire  Railway  Company's  line, 
from  Saxelby  to  North  Leverton,  including  the  Torksey  Bridge. 

In  consequence  of  your  letter  to  the  Secretary  of  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway  Company,  dated  April  6,  1850,  I  on  this  occasion  confined  myself  to  ascertaining 
that  the  recommendation  as  to  ballast  therein  referred  to  had  been  complied  with.  I  have  to 
report  that  the  Company's  engineer  has  caused  the  longitudinal  planking  to  be  taken  up,  and 
transverse  planking  to  be  laid  down,  resting  upon  and  spiked  to  the  tops  of  the  longitudinal 
bearers ;  the  transverse  planking  thus  comes  within  31  inches  of  the  top  of  the  rails,  and  thus 
precludt-s  the  use  of  any  greater  depth  of  ballast  than  a  couple  of  inches. 

I  have,  &c.. 
Captain  Simmons,  R.K,  R.  M.  Laffan, 

^c.  ^e.  Gqd.  Royal  Engineers. 


Office  of  the  Commissioners  of  Itaihocu/s,  fFhitehall, 
Sir,  April  25,  1850.  . 

I  HAVK  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that  they  have 
received  a  report  from  Captain  Laffan,  in  which  he  states  that  the  recommendations  as  to 
limiting  the  quantity  of  ballast  which  can  accumulate  upon  the  platform  of  the  bridge  over 
the  Trent  at  Torksey,  detailed  in  the  extract  from  my  report  forwarded  to  you  on  the  6th 
instant,  have  been  complied  with ;  and  having  also  considered  the  resolution  of  the  Board  of 
Directors,  forwarded  in  your  letter  of  the  17th  April,  the  Commissioners  have  desired  me  to 
communicate  to  yoii  that  they  now  have  no  objection  to  the  line  from  Saxelby  to  North 
Leverton  being  opened  for  the  purposes  of  pubUc  traffic. 

I  have,  &e.. 
The  Secretary  of  the  J.  L.  A.  Simmons, 

Manchester^  Sheffield,  and  Lincolnshire  Railway  Company.         Capt  Royal  Engineers. 


Appendix  No.  52. 

EAST  LANCASHIRE  RAILWAY. 
Sir,  WhitehaU,  February  19, 1849. 

In  obedience  to  the  order  of  the  Commissioners,  contained  in  your  letter  of  the  2nd 
instant,  I  have  the  honour  to  inform  you  that,  on  the  8th  instant,  I  proceeded  to  the  Bams- 
bottom  station  on  the  East  Lancashire  Railway,  to  inquire  into  the  circumstances  of  the 
accident  which  occurred  there  on  the  22nd  ultimo,  and  now  beg  to  lay  before  you  the  following 
particulars. 

The  decision  to  which  the  magistrates  came  is  as  follows  : — 

**  Case  dismissed,  it  being  considered  that  the  signal-man  gave  the  direction  to  proceed.  At  the 
same  time  the  Bench  expressed  an  opinion  that  the  engineer  was  wrong  in  not  having  stopped  the  train, 
and  also  in  having  propelled  it  instead  of  having  drawn  it." 

Now,  to  understand  the  anomaly  of  a  driver  obeying  a  movable  signal  whilst  the  station- 
signal  indicated  stop,  it  should  have  been  explained  that,  no  watchman  or  policeman  bein^  kept 
up  during  the  night,  that  as  soon  as  the  last  passenger  train  has  passed  a  fixed  green  light  is 
put  up  at  the  signal-post,  and  the  porters  retire  for  the  night.  This  fixed  signal  means  that 
the  train  is  to  go  slow  and  stop  at  the  station;  the  breaksman  or  some  person  connected 
with  the  train  is  supposed  (but  this  is  not  laid  down  in  the  printed  code)  to  go  forward  and  see 
that  all  is  dear,  and  when  he  has  signalled  this  to  be  the  case,  the  train  proceeds.  The 
driver,  therefore,  having  slowed  his  train  on  seeing  the  station-signal,  attends  to  it  no  more,  but 
depends  upon  himself  or  on  some  agreed  signal  with  the  person  whom  he  sends  forward.  On 
the  occasion  of  the  accident,  the  driver  was  acting  directly  contrary  to  his  instructions,  in  prO' 
petting  instead  oi drawing  a  train  of  eight  ballast-waggons,  which  he  took  up  at  the  Bury  station, 
down  the  line.  He  again  disobeyed  them  in  only  slowing  and  not  stopping  his  train.  Had 
he  been  in  his  proper  position  and  stopped,  he  must  have  seen  that  the  ^tes  were  closed 
across  the  road,  as  the  time  of  the  accident  was  between  seven  and  eight  in  the  morning,  and 
the  gates  are  not  more  than  20  yards  from  the  station-house.  None  of  the  persons  belonging 
to  the  station  were  present ;  but  a  young  man,  a  time-keeper,  was  there  waiting  to  be  taken 
up  by  the  train,  and  he  states  that  ne  saw  the  breaksman,  who  was  on  the  first  waggon,  wave 
a  white  light,  and  this  was  considered  by  tlie  driver  as  authority  for  him  to  advance.  The 
breaksman  himself  was  too  ill  to  be  examined,  his  thigh  having  been  broken,  or  he,  perhaps^ 
mi^t  have  given  another  version. 

With  regard  to  the  gates  being  closed  across  the  railway,  no  one  could  account  for  it.  The 
level  crossing  is  stated  to  be  private  property ;  but,  as  far  as  the  public  safety  is  concerned,  it 
may  be  looked  upon  as  an  important  pubUc  thoroughfare,  leading,  as  it  aoes,  to  the  only 
bridge  across  tbc  river  Irwell,  and  to  the  district  beyond. 

R  amsbottom  has  a  considerable  population ;  it  is  situated  close  to  the  railway,  and  the  road 
id  question  has  the  appearance  of  one  that  is  much  used,  it  forming,  as  it  does,  the  shortest  com- 
munication, though,  perhaps,  not  the  best,  with  the  town  of  Bury.    There,  therefore,  seems  to 
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^Appendix  No.  52.    be  a  want  of  due  precaution  on  the  part  of  the  Company  in  leaving  a  station  of  such  importance 

without  a  watchman  during  the  night.     Had  there  been  one,  the  accident  could  not  have 

lUii"^^^"^^     occurred ;  and  had  it  terminated  fatally,  the  Company  would  have  incurred  a  serious  respon- 
^*^*  sibility.     The  circumstance  of  no  one  belonging  to  the  station  being  on  the  alert  at  the  late 

hour  of  the  morning  at  which  the  accident  is  stated  to  have  occurred,  viz.,  7 '30,  argues  a 
general  want  of  viguance  amongst  the  Company *s  servants  at  the  station. 

The  adoption  of  a  fixed  caution-signal  always  exhibited,  whether  danger  exists  or  not, 
without  any  one  to  attend  to  it,  is  objectionable,  being  more  likely  to  induce  carelessness  than 
otherwise,  it  appearing  from  the  evidence  that  this  was  not  the  first  occasion  of  its  being  disre- 
garded :  and  such  wiU  always  be  the  case  when  there  is  no  one  to  enforce  obedience  or  report 
the  neglect  of  it. 

A  centre  stop  has  been  put  in  in  the  middle  of  the  road,  which  will  prevent  the  gates  again 
closing  across ;  but  there  is  still  the  great  objection  that  some  careless  passenger  may  leave 
the  gates  open  and  allow  cattle  to  stray  on  the  line.  In  my  opinion  the  public  safety  requires 
that  the  gates  should  be  locked  at  night,  and  that  the  keys  should  be  placed  in  charge  of  a 
watchman. 

I  have,  &C., 
Copt.  Harness^  S.E.,  Geo.  Wynne,  Capt.  B,E, 

Sfc.        Sja.  Inspector  ofRailwayi. 


Appendix  No.  63.  APPENDIX  No.  53. 

Caledonian  —— 

Railway.  CALEDONIAN  nMLWXy.—^Rockcliffe  Station.) 

iRochcUff.  StaHon.)  g^^^  Whiielwll,  Febrmry  23,  1849. 

I  HAVE  to  report  to  you,  for  tlie  information  of  th^  Commissioners  of  Railways, 
in  compliance  with  their  instructions,  dated  the  13th  February,  ''that  I  should  examine  and 
report  upon  the  circumstances  of  an  accident  that  occurred  upon  the  Caledonian  Railway  oh 
the  10th  instant,  near  RockcUfie  station,'*  I  proceeded  on  the  following  day  to  Carlisle,  and 
on  the  morning  of  the  15th  examined  the  spot  where  it  occurred,  being  about  four  miles  north 
from  Carlisle,  and  the  engine  and  various  carriages  which  composed  the  train;  and  after- 
wards attended  the  inquest,  then  sitting  at  Carlisle,  and  which  was  subsequently  adjourned  to 
the  21st  instant,  on  which  day  I  also  attended ;  and  having  made  known  my  instructions  to 
the  coroner,  was  furnished  by  him,  as  well  as  by  the  Railway  Company,  with  every 
assistance  to  enable  me  to  arrive  at  satisfactory  conclusions.  The  accident  having  occurred 
on  the  night  of  the  10th  instant^  the  railway  at  the  precise  spot  had  been  repaired,  so  as  to 
avoid  the  inconvenience  and  risk  consequent  upon  a  stoppage  of  the  line ;  but  the  extent  of 
the  damage  was  pointed  out  to  me,  and  afterwards  verified  by  evidence  adduced  before  the 
coroner.  And  I  was  informed  that  none  of  the  roadwav  had  been  disturbed,  except  where 
absolutely  necessary  for  the  restoration  of  the  traffic.  The  accompanying  plan,  furnished  ta 
me  by  the  superintend^it  of  the  railway^  shows  the  position  of  the  train  after  the  occurrence. 

The  engine  was  upon  the  line,  and  not  in  the  least  degree  damaged,  being  one  of  the 
ordinary  class  of  passenger-engine,  in  use  upon  the  Caledonian  Railway.  The  tender,  which 
was  constructed  with  four  wheels,  was  entirely  off  the  line,  (its  wheels  being  about  six  or  eight 
inches  from  the  rs^ls^)  but  not  uncoupled  from  the  engine.  It  was  much  damaged,  the  left- 
hand  front  wheel  having  been  forced  back  against  the  area  or  lever  of  the  brake,  carrying 
away  the  axle-box  and  one  arm  of  the  guard-plate ;  the  brake  was  broken,  and  the  trailing- 
wheel  on  the  left  hand  was  found  to  have  shifted  inwards  upon  its  axle  about  four  inches. 
The  luggage-van,  the  coupling-chains  of  which  were  still  fast  to  the  tender,  was  off  the 
rails  a  few  inches  on  the  same  side  as  the  tender,  but  not  much  damaged.  The  first-class 
carriage  next  to  the  van  had  one  pair  of  wheels  off,  and  the  other  on  the  line,  and  was  held 
to  the  guard's  van  by  the  left  side  chain,  the  screw  couple  and  right  chain  having  been 
wrenched  asunder. 

The  second-class  carriage,  in  which  the  five  persons  were  killed,  and  another  of  the 
passengers  injured,  who  has  since  had  a  leg  amputated,  succeeded  the  first-class  carriage. 
It  lay  at  the  bottom  of  the  slope  of  the  embankment  (about  10  feet  high)  on  which  me 
accident  occurred^  having  been  turned  upside-down,  and  was  partially  under  the  Post-office, 
one  pair  of  wheels  having  been  forced  from  the  carriage,  the  other  pair  remaining  in  their 
place,  but  both  of  their  axles  much  bent.  The  body  was  entirely  crushed.  The  Post-office, 
a  heavy  carriage  upon  six  wheels,  probably  with  its  load  nearly  nine  tons  in  weight,  was  not 
damaged  in  the  under  framing,  but  a  hole  had  been  knocked  in  the  fore-end  of  the  body. 
A  composite  carriage  followed,  but  was  not  much  injured.  Three  horse-boxes  followed, 
which  were  considerably  broken,  probably  by  the  weight  of  the  horses,  as  they  lay  over  on 
their  side  on  the  embankment.  Next  followed  a  first,  and  then  a  second-class  carriage,  ap4 
last  of  all  a  horse-box.  The  whole  of  these  last  nine  vehicles  were  off  the  rails,  and  with  the 
exception  of  the  last,  either  upon  or  down  the  slope  of  the  embankment.  From  a  few  fe^ 
from  the  leading  first-class  carriage  (coloured  red)  to  the  last  horse-box,  the  left  hand  or  west 
rail  was  either  torn  up  or  very  much  damaged^  the  rigjht  rail,  with  the  exception  of  one  lei^th 
near  the  first-class  carriage,  which  was  out  of  its  position,  was  scarcely  stirred;  and  from  the 
horse-box  southwards  neither  the  rails,  sleepers,  nor  ballast  were  injured^  and  I  was  infornie4 
had  not  been  in  any  way  touched,  up  to  the  period  of  my  inspection  on  the  15th  instant.  The 
road  was  in  gauge,  and  in  good  condition;  and  there  appeared  nothing  as  regards  the  perr 
manent  way  or  works  in  any  degree  to  account  for  the  disaster.  From  the  rear  of  the  last 
horse-box,  for  a  distance  of  about  215  yards,  the  cast-iron  chairs,  securing  the  left-hand  rail 
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to  the  sleepers,  were  indented  on  the  inside  of  the  rail,  as  if  by  | 
the  passing  of  a  wheel,  but  not  all  of  them ;  the  wheel  or  sub- 
stance causing  the  marks  having  occasionally  misseti  several. 
There  was  no  corresponding  mark  upon  the  opposite  rail  or  its 
chairs,  as  would  have  been  made  by  a  wheel  secured  to  the 
other  end  of  the  same  axle  as  that  producing  the  marks  on  the 
left  hand  chairs. 

From  this  point,  marked  A  on  the  plan,  for  a  distance  of  106 
yards^  a  trace  was  discernible  of  some  hard-edged  substance 
having  run  along  the  top  of  the  rail,  nearing  its  side  gradually 
as  it  approached  the  point  A,  and  then  scoring  it  as  if  it  had 
slid  down  upon  the  inside  of  the  rail.  Hence  southwards  no  trace 
of  any  sort  was  discernible. 

The  marks  described  as  existing  upon  the  chairs  were  of  so 
very  light  a  nature  that  it  could  hardly  be  conceived  that  they 
had  been  produced  by  the  wheel  of  a  tender,  which  must,  with 
its  load,  nave  then  weighed  from  9  to  10  tons.  I  therefore 
requested  that  the  same  tender  might  be  filled  as  upon  the  night 
of  the  occurrence,  and  caused  it  to  moved  upon  tne  rails  until 
the  wheel  had  been  forced  in  upon  the  axle,  when  it  dropped 
within  the  rail,  and  I  found  that  it  only  made  such  marks  as 
those  near  the  scene  of  the  accident,  the  weight  being  supported 
by  the  other  three  wheeb,  which  remained  upon  the  rails,  and 
by  the  pressure  of  this  wheel  itself  against  the  inside  of  the 
rail,  which  remained  in  gauge.  Whilst  in  this  position,  a  con- 
stant pressure  existed  to  force  the  wheel  inwards,  and  I  there- 
fore am  led*  to  believdthat  the  sliding  of  the  tender- wheel  upon 
its  axle  must,  after  it  had  novcd  sd  far  as  to  allow  it  to  descend 
upon  the  sleepers  and  ball^ast,  have  injured  the  rails  on  the 
Qear  sicte,  which  were  torn  up  by  it,  and  by  the  two  carriages 
which  remained  attached  to  it;  and  that  the  second-class^ 
having  a  brokei  road  to  run  upon,  met  with  such  resistance 
that  it  burst  from  its  connexion  with  the  second  carriage,  and  in. 
doing  so  was  hurled  dovm  the  bank,  the  other  carriages  behind 
following  it.  ,.     , 

Having  thus  d^soribefl  the  results  of  the  accident  and  facts  \ 
conpected  therewitb,  ancji  stated  what  I  conceive  to  have  been  ' 
the  probable  cause^  I  shall  now  proceed  with  a  few  remarks  on 
the  method  by  which  the  tender-wheel  appears  to  have  been  fitted 
and  fixed  on  the  axle : — 

The  instrvictions  given  to  the  workmen  in  the  Company's 
engine  factory  at  Greenock  are,  to  turn  the  seat  of  the  wheel 
upon  the  axle  in  a  sHghtly  conical  form,  the  smaller  diameter 
being  towards  the  outer  end  of  the  axle,  the  amount  of  the  cone 
being  1<-I6th  of  an  inch  to  a  foot,  rather  more  than  the  thirty- 
second  part  of  an  indi  in  the  thkkness  (7  inches)  of  the  boss  or 
nave  of  the  wheel.  The  centre  of  the  hoss  is  alsb  turned  with  a 
similar  amount  of  cone,  but  so  that  the  inside  or  larger  end  of 
the  conic  frustum  tightly  fits  the  smaller  end  of  that  upon  the 
axle^  upon  which  the  wheel  is  forced  by  hydrostatic  pressure, 
equal  to  250  tons.  After  this  keys,  slightly  wedge-formed^  are 
driven  from  the  outside  into  ways  formed  for  their  reception, 
partly  in  the  axles  and  partly  in  the  bosses  of  the  wheels* 
The  axles  are  formed  without  shoulders  on  the  inside,  so  that 
entire  dependence  is  placed  on  the  conical  form  of  the  seat  of 
the  wheel  and  on  the  accuracy  of  fit.  I|i  the  present  instance, 
after  that  the  wheel  of  the  tender  had  been  replaced  in  its 
proper  position,  and  the  engine  brought  to  Carlisle,  the  wheel 
was  moved  by  repeated  blows  from  an  ordinary  sledge-hammer 
(14  lbs.  weight),  41  blows  being  suflScient  to  move  it  3^  inches 
inwards,  and  57  to  draw  it  completely  in  upon  the  axle.  Upou 
examination  it  was  found  that  it  had  been  badly  JUted  upon  its 
axle,  which  was  not  conical  in  form  in  the  right  direction. 

There  appears,  therefore,  but  too  just  reason  to  believe  that 
the  man  intrusted  with  the  fitting  of  this  wheel  upon  its  axle 
had  been  guilty  of  negleet,  as  he  should  have  known  by  the 
manner  in  whicn  it  must  have  yielded  to  the  pressure  in  fixing 
that  it  was  not  an  accurate  fit,  and  I  doubt  very  much  whether 
the  full  pressure  of  250  tons  had  ever  been  applied.  This  man 
had  been  discharged  from  the  service  of  the  Caledonian  Com- 
pany in  consequence  of  a  discovery,  previous  to  the  accident  now 
under  consideration,  of  a  misfit  in  another  wheel. 

From  the  evidence  adduced  before  the  coroner,  it  appears 
that  although  such  occurrences  as  a  loose  wheel  have  not  been 
common  upon  this  railway,  that  nevertheless  they  have  been 
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Appendix  No.  53.    frequent  elsewhere,  one  witness  having  known  a  number  of  cases  in  similarly  constructed 

p  iT7".  axles  on  the  Paris  and  Rouen  Railway.     As  it  is  clear,  therefore,  that  wheels  do  occasionally 

Railway.**         ®^*P  "P^'^  *'^®^''  ^^^^  ^^om  neglect  in  workmanship,  it  would  be  well  if  in  future  constructions 

(BockcUffe  Statum.)  ^  slignt  shoulder  were  left,  or  some  other  means  provided  to  prevent  them  from  moving  to 
such  an  extent  as  would  become  dangerous.  An  objection  has  been  taken  to  the  construction 
of  axles  with  shoulders,  in  coTisequence  of  their  greater  liability  to  fracture,  which  generally 
takes  place  inside  the  boss  of  the  wheel  at  the  shoulder ;  and  therefore  ereat  numbers  of 
wheels  are  now  fixed  upon  their  axles,  either  in  the  manner  above  detailed  or  even  with 
parallel,  and  not  conical  seats,  in  which  everything  depends  upon  workmanship.  A  slight 
shoulder,  such  as  that  above  mentioned,  which  for  this  purpose  need  not  exceed  the  sixteenth 
part  of  an  inch,  would  not,  I  conceive,  be  found  injurious,  unless  in  an  axle  the  strength  of 
which  might  not  be  in  excess.  Upon  considering  this  accident,  therefore^  in  which  the  wheel 
that  shifted  had  travelled  from  12,000  to  13,000  miles,  and  the  evidence  adduced  in  the 
inquiry,  it  would  appear  advisable,  if  such  wheels  and  axles  as  are  fixed  without  shoulders, 
and  are  now  running  upon  railways,  were  carefully  examined,  and  some  means  provided^ 
either  by  a  key  with  a  head  to  it  on  the  inside,  or  a  false  shoulder,  or  some  such  remedy  as> 
will  easily  suggest  itself  to  those  intrusted  with  the  care  of  the  locomotives  and  carriages  upon 
railways,  as  will  be  an  effectual  preventive,  even  in  case  of  an  ill-fitted  wheel,  to  its  motion 
along  its  axle  to  such  an  extent  as  to  be  productive  of  serious  results. 

I  have,  &c., 
Capt.  Harness,  R.E.,  J.  L.  A.  Simmons. 

^.        ^c.  Capt.  Royal  Enginsen. 


Ofpjce  of  Commissioners  of  Railways,  Whitehall^ 
Sir,  February  26, 1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  fonvard  to  you  the 
enclosed  copy  of  the  report  made  to  them  by  Capt.  Simmons,  afler  inquiring  into  the  circum- 
stances attendant  on  the  fatal  accident  which  occurred  on  the  Caledonian  Railway  on  the 
10th  instant,  and  to  express  their  hope  that  the  remarks  made  therein  by  Capt  Simmons, 
with  respect  to  the  fixing  of  the  wheels  of  railway  carriages  upon  their  axles,  will  receive  the 
careful  consideration  of  the  Directors  of  the  Company. 

I  have,  &c.,. 
The  Secretary  of  the  H.  D.  Harnbss, 

Caledonian  Railvoay  Company.  Capt.  Royal  Engineers. 


Sir, 


Company  s  Offices,  George-street,  Edinburgh, 
March  29, 1849. 


I  HAVE  the  honour  to  forward  a  sketch-tracing  of  the  mode  adopted  on  this  railway, 
in  compliance  with  the  recommendation  of  the  Inspector  of  Railways,  communicated  in  your 
letter  of  the  26th  February,  for'  preventing  the  possibility  of  the  recurrence  of  an  accident 
from  the  inward  slipping  of  a  wheel  upon  its  axle. 
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A  siDall  cottar,  A  B,  has  been  iDtroduced,  partly  countersunk  into  the  axle,  and  partly  into  Appendix  No.  5^. 

the  boss  of  the  wheel.     The  expense  is  inconsiderable,  and' it  will  be  seen  that  as  the  boss  of  . 

the  wheel  presses  against  the  shoulder  at  A,  while  the  shoulder  at  B  presses  against  the  axles,  Caledonian 

that  it  effectually  prevents  any  inward  movement ;  while  the  key  CD,  drawn  from  the  outside,  tEockcliffe  Station.) 
prevents  any  movement  in  the  opposite  direction. 


C€goi.  Harness,  E.E., 

5^.      i-c. 


I  have,  &c,, 

J.  W.  CoDDiNOTON,  Secretary. 


Office  of  Commissioners  of  RailuxtySy  Whitehall^ 
Sir,  ^;7n7  5,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways,  with  reference  to  the  Circular 
from  this  Office,  of  the  26th  February,  requesting  the  attention  of  the  Directors  of  the  Com- 
pany to  the  remarks  of  Capt.  Simmons  on  the  fixing  of  the  wheels  of  railway  carriages,  con- 
tiuned  in  a  Report  of  that  officer,  of  which  a  copy  was  enclosed,  to  transmit  to  you  the 
accompanying  extract  from  a  communication  received  by  the  Commissioners  from  the 
Caledonian  Ra^ilway  Company,  describing  the  method  which  has  been  adopted  by  that  Com- 
pany to  prevent  the  recurrence  of  an  accident  from  the  inward  slipping  of  a  wheel  upon  its  axle. 

I  have,  &c.. 


The  Secretaries  of  all 

Incorporated  Bailway  Companies. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 


[Extract  from  Caledonian  Railway  Campany^s  Letter  of  the  29fA  March,  1849.] 

*'  A  small  cottar,  A  B,  has  been  introduced,  partly  countersunk  into  the  axle,  and  partly  into  the 
boss  of  the  wheel.  The  expense  is  inconsiderable*  and  it  will  be  seen  that  as  the  boss  of  the  wheel 
presses  against  the  shoulder  at  A,  while  the  shoulder  at  B  presses  against  the  axle,  that  it  effectually 
prevents  any  inward  movement,  while  the  key  C  D,  drawn  from  the  outside,  prevents  any  movement 
m  the  opposite  direction.'' 


Appendix  No.  54. 


SCOTTISH  CENTRAL  RAILWAY. 


Sir, 


Whitehall,  February  26,  1849. 


Appendix  No.  54.. 

Scottish  Central 
Railway. 


I  HAVE  to  report  to  you  that,  in  accordance  with  the  appointment  of  the  Commissioners 
of  Railways,  I  inspected,  on  the  17th  instant,  the  site  of  an  accident  which  occurred  on  the 
Scottish  Central  Railway  on  the  27th  November  last^  when  the  mail-train  proceeding  to  the 
North  was  thrown  off  the  line  in  consequence  df  thfe  washing  away  of  the  btflast,  which  was 
caused  by  the  choking  of  a  culvert  used  to  convey  the  water  of  a  small  bum  under  the 
railway,  which  was  then  swollen  to  an  inordinate  extent  by  heavy  rains.  The  stream  carries 
with  it  in  suspension,  or  rather  moves  along  on  its  bed,  a  consiaerable  quantity  of  fine  sand, 
which  being  deposited  in  the  culverts,  narrows  the  channels,  and  they  are,  therefore,  constantly 
liable  to  become  choked.  It  crosses  under  the  railway  in  three  places,  the  upper  of  which 
produced  the  accident  in  November  last.  This  (the  upper)  culvert  has  been  replaced  by  a 
stone  drain  about  4  feet  square.  The  culvert  lowest  down  in  the  course  of  the  stream  b  3  feet 
in  diameter,  of  which  at  least  one-half  was  at  the  time  of  my  inspection  filled  with  sand.  The 
centre  of  the  three  culverts  was  somewhat  less  than  2  feet  square.  In  ordinary  times  the 
smallest  is  quite  sufficient  to  carry  the  small  stream  which  constantly  flows ;  but,  from  expe- 
rience, it  appears  doubtful  whether  it  can  carry  away  flood-waters,  even  when  free  from  deposit. 
I  therefore,  suggested  to  the  engineer  the  advisability  of  replacing  it  by  one  of  larger  dimen- 
rions,  of  keeping  them  all  three  clear  of  sand,  and  of  endeavouring  by  some  means  to  cleanse 
the  stream  from  deposit  before  arriving  at  the  culverts. 

'  On  the  20th  instant,  on  my  return  southwards,  I  inspected  the  state  of  the  bridges  and  works 
of  the  Caledonian  Railway  in  the  valley  of  the  Clyde,  whicb  have  lately  suffered  from  floods.. 
At  55}  miles  from  Carlisle,  the  Clyde  is  crossed  by  a  fiat  timber  bridge,  at  an  angle  of  55% 
heaving  four  spans  of  40  feet  each;  the  clear  height  from  the  level  of  mean  water  to  the  under 
side  of  the  timbers  bein^  about  14  feet  The  approach  to  this  bridge  on  the  south  side  is  by 
an  enbankment  across  a  flat  meadow,  over  which,  during  floods,  the  water  has  been  accustomed 
te  extend.  On  the  north  side  the  bridge  abuts  against  a  steep  gravelly  bank  upwards  of  50 
feet  in  height,  and  upon  the  occasion  when  the  injury  was  sustained,  the  water  being  dammed 
across,  and  not  finding  an  outlet  over  the  meadow,  rushed  with  violence  along  the  high  bank 
opposite,  which,  being  in  a  bend,  had  to  resist  the  full  force  of  the  stream,  and,  undermining  it, 
out  off  the  cotnmunication  of  the  bridge  with  the  railwiiy  to  the  north.  The  Company  have 
extended  the  opening  of  the  bridge  to  the  extent  of  the  injured  bank,  and  have  footed  the 
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AppendiK  No.  54^    slope  tempararily  with  a  dry  stone  wal)|  but  tbe  works  were  not  coropleted^'and  I  was  iofbrmed 
that,  for  this  dry  stone-work^  a  rki  e  substantial  wall  in  masonry  will  be  substituted. 

'JThe  other  place  where  imury  was  sustaitied  at  the  same  time,  is  at  Lamington,  62f  miles 
from  Carlisle,  where  the  bed  of  the  river  Qyde^  has  been  diverted  slightly,  the  original  course 
having  been  between  a  high  gravel  bank  on  the  south  aide  and  a  meadow  on  the  north  sidoj 
to  prevent  which  from  being  flooded  d,  bank  has  been  thrown  up.  The  river,  in  coasoquence 
of  the  great  obliquity  at  whicht  it  would  have  been  traversed,  has  been  slightly  diverted,  so 
th^t  the  bridge  crewes  the  <iew  bed  at  an  angle  of  60'',  there  having  b^eit  five  openings  Of 
bays  of  40  feet  each,  and  two  of  22  feet,  with  a  clear  height  above  the  mean  lev^  of  the  river 
of  about  1 1  feet.  In  this  case,  in  conseq^uence  of  the  diversion,  the  set  of  the  current  is  against 
the  north  side,  where  the  bridge  Is  approached  by  an  embankinent  across  the  meadow ;  and 
when  the  flood  occurred,  the  bank  which  keeps  the  water  from  the  meadow  burst  some  distance 
above  the  site  of  the  bridge,  and  the  current  set  against  the  railway  embankment  a  quarter  of 
of  a  mile  north  of  the  bridge,  where  it  joins  the  higher  land,  and  where  the  meadow  is  at  a  lower 
level  than  the  bed  of  tbe  stream  at  the  bridge,  and  finding  no  outlet,  th«  water  retumiig  along 
the  embankment  forced  a  way  for  itself  at  the  end  of  the  bridge,  clearing  away  its^oonnoxion 
with  that  part  of  tbe  railway  embankment  which  rensained. 

The  engineer  proposes  a  still  further  diversion  of  the  river  above  tbe  bridgei  s6  as  to  set  tbe 
current  more  direcdy  through  it,  to  pave  the  bank  approaching  the  bridge  which  has  to  resist 
the  force  of  the  stream,  and  ne  hks  already  increased  the  water ^way  by  an  )additio&  to  the  length 
of  the  bridge,  and  has  also  in^rted  in  the  embankment  a  timber  viaduct  at  the  ,poiiit  wher^ 
the  force  of  the  stream  was  felt^aft^r  ca^O^^^g^  away  the  embankment.  The  engineer  expects 
that  the  measures  at  botjh  of  \h^  places  will  be  efficacious ;  but  as  ri^vers  when  interfered 
with  in  their  natural  cout-se^  may  be  expected,  more  particularly  wbea  llaW6  to  heavy  and 
very  sudden  freshets,  as  in  the  Clyde,  to  take  effect  opon  the  wotks  so  interfering  with  them, 
and  as  the  effects  and  extent  of  these  freshets  are  not  well  ascertained,  since  the  erection  of  the 
works  of  the  Caledonian  Railway,  it  would  be  a  safeguard  against  accident  if,  in  case  of  floods, 
or  even  very  hea;iy  rains,  or  umwa  of  ^  ^w^  tbe^pUte^l^ersor  watshmea  along  the  line 
received  particular  orders  to  examine  those  places  where  there  is  a  possibility  of  a  reciirrence 
of  similar  damage^  and  if  the  engine-men  were  desired  on  ^uch'occiuions  to  ^pproadh  then^ 
with  catrtioti  until  they  receive  informadpn  from  the  watchmen  that  the  road  is  secure.  ITift 
fi-eshet  from  which  this  injury  tvas  sustained  was  reported  to  me  as  having  been  of  such  ^ 
tiature  as  is  seldom  seeil  in  the  valley  of  the  Clyde,  heavy  rain  having  ^  caused  a  rapid  thaw  of 
the  snow,  then  about  6  inches  in  depth,  the  water,  finding  its  way  into  the  rivers  and  brooks 
in  a  very  short  space  of  time,  in  consequence  of  the  nature  of  the  surrounding  hills  and  the 
fall  of  the  Clyde  at  this  part  of  fts  course  being  froni  IB  to  19  feet  per  mile;  the  railway  works 
received  a  very  heavy  trial,  and  it  is  satisfactory  that  he  bridges  themselves  remained 
uninjured.  .  ^  .  ♦ 

t  have,  &c., 
Copt.  Harness,  R.E.,  '     ^  J.  L.  A.  Suimoits, 

ifc.        ^c.  .  ;\\  *  .     .        ^  .  ^      '  '  Ccqfi*  Boyal  Engineers. 
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YORK,  N€WCASTLB>  AND  B8RWICK  RAILWAY* 

ifdrcftSO,!^.    ; 

In  obedience  to  the  orders  of  the  Commissioners,  I  pi^oceeded  to  Partington  on  the  6t^ 
instant  to  inquire  into  the  circumstances  of  an  accident  tLat  happenea  to  the  down  emress 
train  on  the  3rd  instant,  a  little  after  5  7.M.,  at  a  place  called  Morden  Cars,  on  the  York^ 
Newcastle,  and  Berwick  Railway,  6  miles  north  of  Darlington.  On  my  arrival  at  Darlington^ 
I  found  the  inquest  over,  and  \haX  the  jury  had  recorded  a  verdict  of  accidental  death.  Thd 
proceedings  were  very  short,  and  of  the  witnesses  examined  none  Were  able  to  form  a  conjee* 
ture  as  to  the  cause  of  the  accident.  Having  carefully  read  over  the  evidence  given  on  th^ 
inquest,  and  made  an  abstract  of  it,  I  proceeded  next  morning  to  the  scene  of  the  accident. 
iBefore  recording  my  own  observations,  I  beg  to  lay  before  the  Commissioners  the  abstract  I 
made  from  the  depositions,  first  premising  that  the  train  consisted  of  en|;ine  and  tender,  guards^ 
van,  and  three  first-class  carriages,  placed  in  the  order  enumerated  i — 

Thomas  Wright,  a  clerk  of  the  Company,  observed  a  check,  and  in  a  few  seconds  the 
carriage  in  which  I  was  came  to  a  stand  still ;  I  found  the  train  and  carriages  were  off  the  line, 
the  carriage  in  which  t  was,  canted  on  one  side;  the  tender  was  lying  across  the  rails ;  the  engiof 
was  in  the  bog  on  the  east  side  of  the  line ;  the  fireman,  John  Ehirdy,  was  Iving  about  fii^ 
yards  from  the  tender  on  the  outside  of  the  other  line  of  rails ;  he  was  insensible;  John  Lov^ 
the  engineman,  was  lying  in  the  middle  of  the  way  of  the  down  line,  his  head  hanging  ove^ 
one  of  the  pieces  of  timber  ;*  he  was  not  quite  dead  at  that  time,  but  died  shortly  after ;  the 
speed  was  from  45  to  50  miles  an  hour.  Hardy  had  no  bones  broken,  but  is  since  dead ;  the  first 
mark  on  the  line  where  the  engine  left  was  about  17  vards  irom  where  the  rails  were  ploughed 
up ;  the  last  carriage  was  about  67  yards  from  where  the  first  mark  was ;  deceased  had  a  wound 

. . . . ^ rr 

*  The  piece  of  timber  here  aUaded  to  is  a  transverse  piece  connected  with  the  longitadiaal  timber  ftamin^ 
on  which  the  rails  are  laid  for  a  short  length  at  this  q)ot. 
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in  his  forehead.    The  trsun  has  about  an  hour  to  go  from  Darlington  to  Newcastle,  a  distance   Appendik  No:  55, 
of  nearly  39  miles. 

John  Paine,  guard. — ^We  -left  Darlmgtbn  at  10  minutes  before  5  o'clock,*  heard  an  unusual 
noise  with  the  engine^  and  .waft  going  to  look  past  the  van,  when  I  was  thrown  down  inside  the 
van ;  the  van  waa  thnnvn  on  its  side  on  the  down  line;  we  were  going  froai  45  to  50  miles  an 
hour^  whidi  is  the  usual-  speed ;  the  line  is  nearly  level  and  quite  straight';  had  often  travelled 
with  the  ^ame  engine;*  went  with  the  deceased  that  day  with  the  same  engine  From  Newcastle 
to  Dariingto()      ' 

George  Hall,  Inspector  of  Plate-layers. — .The  raib  were  puUedup  about  95  yards ;  for  about 
17  yards  after  the  engine  had  gone  off  nothing  was  disturbed ;  about  15  yards  of  the  up-line  was 
torn  up,  and  about  15  yards  of  the  satkie  line  not  disturbed,  and  then  25  yards  of  the  same  line 
pulled  up ;  about  95  yards  of  the  doWn-Une  was  torn ;  the  engine  was  lying  on  the  east  side, 
10  feet  from  the  outftide  rails ;  the^  engine*  waS  turned  round,  the  carriages  were  a  little  broken 
but  not  much  injured;  the  tender  was  lying  on  the  broad>side  between  the  up  and  down  lines 
severed  from  the  engine;  and  19  yards  further  forward  than  the  engine,  the  carriages  were 
all  to  the  west  of  the  line,  and  the  engine  only,  on  the  east,  the  rails  had  been  examined  the 
Monday-week  before ;  thinks  the  «agio«  bad  broken  up^  tbo  rails  of  the  up-line,  and  the  tender 
those  of  the  down. 

JEdiloard  Fletcher,  LocomotlveSuperiDtendent. — The  engine  had  only  run  two  days  since  it 
underwent  a  thorough  repair^  When  the  engine  was  got  out,  1  found  the  front  and  nind  axles 
were  bent,  a  hole  in  the  fire-box,f  the  safety-valve  torn  o8f,  and  some  slight  injuries,  the  tender 
wheels  and  axles  were  off,  and  one  axle  bent,  none  of  the  wheels  were  broken. 

T7ioma3  Harrison^  resident  Engineer.~Supposes  the  accident  might  have  been  caused  by 
the  engineman  shutting  off  the  steam  going  round  the  curve,  and  letting  it  on  suddenly,  which 
might  have  taused  the  engine  to  jerk. 

The  above  abstract  emlSraces  everything  in  the  evidence  bearing  on  the  cause  of  the  accident. 

Morden  Cars,  the  place  where  the  accident  occurred  is  a  deep  moss ;  the  line  across  which 
was  formerly  laid  on  cross  sleepers ;  but  about  three  years  ago  a  part  of  ,the  railway  at  this 
spot  was  swallowed  up  in  the  peat,  after  which  the  line  was  relaid  on  a  frame-work  of  timber, 
resting  upon  piles  driven  60  feet  into  the  ground ;  notwithstanding  tbis^  the  rails  yield  consider- 
ably lender  the  weight  of  a  passing  engine ;  I  was  told^  however,  that  the  drivers  jconsidered  it 
tiie  most  favourable  part  of  the  line  for  maJking  up  lost  time  ;  at  tha  tijne.of  my  visit  the  line' 
had  of  course  been  thor9ughly  repaired,  and,  the  wreck  of  the  train,  rails,  and  sleepers  rempwed, 
amd  all  that  wAleft  for  mypei^onal  observation  were  the  places  which  the  engine  and  carriages 
of  the  train  were  foimd  occupyiog  when  brought  up,  and  the  rail  on  which  the  engine  mounted,  wd 
along  the  top  of  which  and  the  succeeding  one  it  ran  for  upwards  of  20  feet ;  its  subsequent  course, . 
as  well  as  that  of  the  other  carrii^ges,  will  be  better  understood  by  a  reference  tp  jtbe  accompany ijag 
plan  (furnished  me  by  Mr.  Harrison,  the  resident  engineer),  thaa  by  anjy  description;  I  pan  give. 
The  tender  )iad  all  its  wheels  knocked  off;  th^  van  was  thrown  down  o«i  it&  side»  but  the  pther 
carriages  were  standing  upright  and  but  lijttje  ijpiured.  The  engine  was  found  in  the  ppsition, 
indicated  on  the  plan,  standing  on  its  wheelsi,  wnich  were  buried  up  to  the  a^les  in  the  peat ;, 
but  the  most  singular  circumstance  copnectec;!  with  its  position  was,  that  \\  was  facing  up  tiie 
line — that  is,  in  the  contrary  direction,  to  which  it  had  been  going ;  the  chimnqr  was  broken  ojff, 
and  buried  vertically  in  the  moss  \the place  is  marked  on  the  plan],  Wliexi.  I  came  tp  examine 
the  engine,  I  found  it  wj^s  a  six-wheeled  coupled  engine,  with  outside  cyfinders,  which  projected 
beyond  the  small  leading  wheel ;  its  weight  was  22  tons,  and  driving-wheels  &  feet  6  inehes.^  It 
was  built  by  Stephenson  in  1841 ;  but  had  just  undergone  a  thorough  repaii^,  and  had  only  been 
running  two  days,  the  distribution  of  the  weights  on  the  wheels  I  was  not  able  (o  procure;  the 
injuries  which  it  had  sustained  were,  tbo  lofl&  of  tho  ohimBey and  safety-valve,  a  hole  in  the  fire- 
box on  the  near  side,  the  brass  rail  which  runs  along  the  boiler  on  the  same  side  crushed,  the 
front  and  l\ind  axles  slightly  benj*,  and  o«^  of  the  spokes  of  the  front  wheel  also  much  bent, 
probably  by  a  blow  tsoa:^  the  end  of;  a  rail,  and  the  hole  in  the  fire-box  from  the  same  cause. 
The -machinery  was  comparatively  but  little  injured;  from,  the  nature  of  these  injuries,  it  appears 
evident  that  the  engine  must  have  rolled  over,  and  before  doing  so,  that  it  had  taken  a  position 
acrpss  the  rails,  and  falling  first  on  them,  was  wounded  in  the  way  described,  and  getting  a 
rotatory  motion,  finally  brought  it  up  in  the  reversed  position  in  which  it  was  found. 

The  circumstance  of  the  wheel  of  the  engine  travelling  for  seven  or  eight  yards  along  the  top 
of  the  rail  after  mounting  it,  would  show  that  the  cause  was  not  the  result  of  any  sudden  jerk, 
which  would  have  thrown  it,  not  gradually,  but  at  once  off  the  rail ;  an  explosion  in  the  boiler 
would  have  had  the  same  effect.  My  opinion  is,  that  the  train  was  running  at  an  excessive 
speed ;  the  evidence  admits  that  ifr  was  going  at  50  miles  an  hour ;  I  think  it  probable  they 
were  even  going  faster ;  the  engine,  from  its  construction,  would  have  a  tendency  to  rock  and 
pitch,  and  conung  on  the  flexible  part  of  the  line  with  these  motions,  it  is  not  difficult  to  con- 
ceive, in  one  of  the  lurches  the  leadinig- wheel  mounting  the  rail,  the  evolutions  which  the 
engine  must  have  gone  through  to  attain  t|ie  po^on  in  whick  it  was  CMind  would,  also 
indicate,  I  conceive,  an  extreme  velocity. 

In  the  absence  of  any  evidence  as  to  the  cause*  911  must  be. conjecture,  and  to  assist  others 
in  forming  their  conclusions,  I  have  given  all  the  details  I  could  collect;  I  append  a  letter  I 
received  Som  Mr.  Harrisoti,  containing  his  conjectures,  and  also  a  plan  he  has  furnished,  and 


^  This  is  the  tbat  the  train  should  have  Uf^  but  I  aspertained  subtequently  al  the  office  that  it  was 
10  minutes  late. — G.  W. 
t  On  the  left  band  side,  high  up. 
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Appendix  No.  55.    I  would  beg  to  observe^  that  the  delay  which  has  arisen  in  Bending  in  my  report  has  been 
Mir<»^»u  •  ^"^  '^y  "^y  waiting  for  that  document.  ^ 

""'       ^         I  should  have  stated,  that  I  found  the  gauge  of  the  rails  perfect. 


York,  NeweMtU» 
and  Berwick 


Railway. 


Capt,  Harness,  R.E., 


I  have,  &c., 

George  Wtkne, 

Capt.  Royal  Engineers. 


P.S. — Since  writing  the  above,  I  have  received  a  note  from  the  Locomotive  Superintendent, 
giving  the  distribution  of  the  weights  on  the  wheels. 


Front-wheels  • 
Hind-wheels  • 
Middle-wheels  • 


Toot. 
6 


22* 


Dear  Sir, 


Engineers*  Office^  Newcastle-upon-T)fne, 
March  15,  1849. 


I  SEND  you  with  this,  a  plan  of  the  spot  where  the  express  train  ran  off  the  line  on 
Saturday  the  3rd  of  this  month,  and  showing  also  the  parts  of  the  road  which  were  pulled  up, 
and  the  position  of  the  carriages  and  engine,  &c.,  and  the  details  of  the  piling. 

I  found  it  impossible  to  trace  the  exact  course  of  the  engine,  or  to  give  any  conclusive 
reason  to  account  for  this  accident. 

The  evidence  stated,  that  they  were  travelling  at  from  45  to  50  miles  an  hour,  and  the 
fireman,  before  he  died,  stated  that  the  steam  had  been  shut  off  whilst  coming  round  the 
curve,  and  that  the  engineman  had  just  put  on  the  steam  when  the  engine  gave  a  jump  and 
leil  the  road ;  but  it  was  so  instantaneous  that  he  could  give  no  further  account  of  it 

My  impression  is,  that  he  had  suddenly  put  on  the  steam,  and  that  the  engine  had  given  a 
jump,  and  in  all  probability  at  the  same  moment  become  detadied  from  the  tender,  I  care- 
fully examined  the  state  of  the  road,  and  found  it  was  in  as  perfect  order  as  it  could  be,  and  not 
in  the  slightest  deranged  for  any  portion  of  it  previous  to  the  point  where  it  was  completely 
torn  up. 

My  impression  is,  that  both  engineman  and  fireman  must  have  been  on  the  tender,  as  in  case 
the  engine  broke  away,  the  jerk  would  have  thrown  them  there.  The  fireman  certainly  must  have 
been.  The  engine  clearly  showed  that  it  had  at  one  time  been  completely  on  its  back,  and  my 
impression  is  that  it  had  rolled  over,  and  in  doing  so  the  safety-valves  were  torn  off,  and  the 
steam  rushing  out  of  them,  and  acting  on  the  ground,  together  with  the  impetus  the 
engine  had,  and  which  would  throw  the  water  to  one  end,  it  is  just  possible  that  the  engine 
may  have  turned  completely  over  again ;  this,  however,  is  all  conjecture. 

1  am  sorry  that  I  was  from  home  when  you  came  down  to  inquire  into  this  unfortunate 
accident,  as  1  should  have  had  much  pleasure  in  giring  you  any  assistance  in  my  power,  to 
enable  you  to  arrive  at  the  cause  of  the  accident 

I  have,  &c., 
Capt.  Wynne,  B.E.,  Thos.  E.  Habrison. 

(re.      ^c. 


SlR> 


Office  of  Commissioners  of  Binhoays,  Whitehall, 
March  22,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Bailways,  to  inform  you  that  they  have 
received  a  report  from  Captain  Wynne,  upon  the  circumstances  which  attended  the  accident  to 
the  down  express  train,  about  6  miles  to  the  north  of  Darlington  on  the  3rd  instant,  and  that 
it  appears  probable  from  the  report  that  the  accident  may  be  attributed  to  the  very  high 
speed  at  wnich  the  train  was  proceeding,  over  a  part  of  the  I'me  where  the  nature  of  the  founda* 
tions  rendered  more  than  an  ordinary  degrree  of  caution  necessary;  and  I  am  to  request  you  to' 
inform  them  whether  any,  and  if  any,  what  regulations  have  been  issued  by  the  directors  of  the 
Company,  with  respect  to  the  speed  to  be  maintained  on  particidar  parts  of  the  line,  or  with 
particular  description  of  engines. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

York,  Newcastle f  and  Berwick  BaHway  Company.  Capt.  Boyal  Engineers. 


Secretary's  Office,  York, 
Sir,  '  ^pn718, 1849. 

In  reference  to  the  communication  from  the  Commissioners  of  Railways,  respecting  the 
rate  of  speed  of  tlie  trains  over  the  line  laid  across  Morden  Cars,  I  am  instructed  to  state,  Ibr 
the  information  of  the  Commissioners,  that  the  enginemen  have  each  had  a  printed  order  given 
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them  to  slackcfn  the  speed  of  the  train  to  to  25  miles  an  hour  when  running  on  that  part  of   Appendix  No.  bo\ 

the  line.  __   ,    ^~       . 

I  have  &c  York,  Newcastle, 
^         rr              «  r.                                                                                         t'        n             a  .^  •"'^  Berwick 

Capt.  Harness,  B.E.,  Jko.  Close,  Secretary.  Railway. 

Office  of  Commissioners  of  Jtailtoaysj  Whitehall, 
Sir,  Apnl  20,  1849. 

I  HATB  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt 
of  your  letter  of  the  18th  instant,  informing  tliem  that  the  York,  Newcastle,  and  Berwick  Rail- 
way Company  have  issued  printed  directions  regulating  the  rate  of  speed  in  passing  over 
Morden  Geirs ;  and  to  observe  to  you  that,  as  the  Company  have  not  stated,  as  requested,  what 
regulations  were  in  force  prior  to  the  accident,  the  Commissioners  presume  that  none  were  in 
existence. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Yorh,  Neujcastle,  and  Berwich  Railway  Company.  Capt.  Royal  Engineers. 


Secretary's  Office,  Yorh, 
Sir,  April  24,  1849. 

In  reply  to  yours  of  the  20th  instant,  I  am  instructed  to  inform  the  Commissioners  of 
Railways  that  no  written  orders  had  been  given  to  the  enginemen  as  to  the  speed  over  Morden 
Cars  previous  to  the  accident ;  but  all  the  enginemen  had  been  instructed  verbally  to  reduce 
their  speed  when  passing  over  the  Cars,  and  this  had  generally  been  acted  on, 

I  have,  &c., 

Capt.  Harness,  RE.j  Jko.  Close,  Secretary. 

§fC.  §fC. 


Appendix  No.  56. 

LONDON  AND  NORTH  WESTERN  "RMIM XY .—{Manclmster  and  Birmingham.) 
Sir,  4pri/2,  1849. 

I  HAVE  the  honour  to  report  that,  in  accordance  with  the  directions  of  the  Com- 
missioners contained  in  your  letter  of  the  21st  March,  I  proceeded  to  Manchester  on  the  23rd, 
to  inquire  into  the  circumstances  of  an  accident  on  the  London  and  North  Western  (Manchester 
and  Birmingham  division),  which  occurred  on  the  17th,  whereby  three  persons  were  injured. 
The  train,  which  was  the  11  *40  a.m.,  started  at  the  usual  hour  from  Manchester,  and  con- 
sisted of  the  following  carriages,  ranged  in  the  order  of  enumeration : — 

1  Van. 

1  Second-class  carriage. 

1  First-class  carriage. 

1  Horse  box. 

1  Guard's  van. 

1  First-class  carriage  (to  which  the  accident  occurred). 

1  Second-class  carriage. 

1  Second-class  carriage. 

1  Mail. 

1  Second  mail. 

1  First-class  (left  at  Alderly). 

About  three  miles  south  of  the  Chelford  station,  that  is,  19  miles  from  Manchester,  the  tyre 
of  one  of  the  trailing-wheels  of  a  first-class  carriage,  the  fifth  from  the  rear,  broke;  the  pair  of 
wheels  became  disengaged,  cot  under  the  following  carriage  (a  second-class  one),  tlu^w  it 
and  the  remaining  portion  of  the  train  ofT  the  line,  uncoupling  it  at  the  same  time  from  the  first- 
class  carriage,  which  was  carried  along  for  about  200  yards  before  the  train  was  stopped,  the 
buffers  trailing  on  the  ground.  The  two  leading  second-class  carriages  of  those  thrown  off  the 
line  came  in  contact  with  the  parapet  of  a  bridge,  and  were  completely  smashed,  and  the 
remaining  carriage  much  damaged. 

Two  gentlemen  were  in  the  first-class  carriage,  one  escaped  unhurt,  the  other  had  his  leg 
broken  from  the  following  cause : — he  had  one  leg  under  the  opposite  seat,  and  the  other  on 
the  cushion,  the  buffers,  passing  over  the  stones  of  a  level  crossing,  caused  the  carriage  to  jerk  : 
he  was  thrown  forward,  and  his  leg  snapped  across  by  coming  in  contact  with  the  under  part  of 
the  seat.  In  the  second  second-class  carriage  there  were  two  young  women,  one  of  whom  had 
her  collar-bone  broken,  and  the  other  was  bruised  about  the  body.  The  guard  of  the  mail 
had  his  knee  hurt.  These  appear  to  have  been  the  only  passengers  in  this  portion  of  the 
train. 

The  pair  of  disengaged  wheels  was  found  a  short  way  down  the  slope  on  one  side,  and  the 
broken  half  of  the  tyre  on  the  other  side.     None  of  the  rails  appear  to  have  been  displaced. 

The  Superintendent  at  Manchester  informed  me  that,  immediately  on  the  arrival  of  a  train 
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Appendix  No.  56.    there,  the  wheels  of  the  carriages  before  going  into  the  siding  are  all  examined  by  an  ex- 

— ^    .         perienced  workman^  and  that  the  carriage   to  which  the  accident  had  occurred  had  be^ 

^"^^^a?^*^^    regularly  examined  smce  its  last  trip. 

(MeM^tesier'^       ^^  ^7  ^^^^  ^he  next  day  I  stopped  at  Crewe,  to  see  the  broken  wheels  whi^  have  been 

Birmingham.)       sent  to  the  workshop.     I  found  the  tyre  had  given  at  the  weld,  and  one-half  of  it  had  broken 

off.*     The  wheel  was  one  of  Locke's  pattern,  a  description  in  very  common  use  on  railways. 

It  is  formed  of  a  number  of  pieces  of  wrought-iron  bent  into  the  annexed  form. 

The  straight  arms  which  form  the  spokes  have  a  top  of  iron  cast  on  to  them, 

forming  the  nave ;  and  the  segmental  portions  are  welded  together  at  their 

extremities,  which  forms  an  inner  tyre,  to  which  the  outside  one  is  bolted.     The 

wheel  which  broke  had  been  running  some  time,  and  was  one  made  by  con^ 

tract ;  it  had  never  undergone  repair.    The  G)mpany  now  make  all  their  own 

wheels,  and  subject  them  to  a  severe  proof. 

The  accident  appears  to  me  to  have  been  one  which  no  ordinary  caution  could  guard 
against;  and  that  no  blame  attaches  to  the  servants  of  the  Company. 

I  wish  to  draw  the  attention  of  the  Commissioners  to  a  departure  from  the  excellent  regu- 
lation prescribed  by  Capt.  Huish,  for  establishing  a  communication  between  the  guards  and 
engine-man,  detailed  in  his  letter  of  the  20  Oct.  1847;  the  guard's  van  having,  in  this 
instance,  been  placed  in  the  centre  of  the  train,  instead  of  the  rear.  I  have  received  a  letter 
from  Capt.  Huish  (which  I  annex),  explaining  that  it  is  to  avoid  the  loss  of  time  which  would 
result  in  remarshalling  the  trs^tis  at  Cfrewe,  were  the  regulation  with  respect  to  this  particular 
train  carried  out.  This,  I  have  no  doubt,  may  be  a  substantial  reason  for  placing  the  guard  s 
van  in  the  position  it  occupied ;  but  it  appears  to  me  that,  though  it  may  be  necessary  so  to 
place  the  van,  there  is  no  reason  why  the  guard,  for  this  distance,  should  not  occupy  a  seat  on 
the  outside  of  a  passenger-carriage,  provided  with  a  break,  and  so  be  in  a  position  to  observe  any 
derangement  in  the  rear  of  the  train,  and  communicate,  if  necessary,  with  the  second  guara, 
and  so  adhere  to  the  regulations.  I  do  not,  however,  gather  from  Capt.  Huish's  letter  that 
there  is  more  than  one  guard  with  the  train. 

I  have,  &c., 

Cap*  Hamessy  R.E.,  George  Wynne, 

Sfc,        8fc.  Capt,  Roycd  Engineers. 


General  Manager  e  Office^  Euston  Station, 
Sib,  ApHl  5,  1849. 

Mr.  Woodhouse  has  referred  your  note  of  3rd  to  me :  the  facts  of  the  case  are  as 
follows: — The  train,  on  leaving  Manchester,  has  carriac^es  for  Chester;  the  through  guard's  vmi 
is,  consequently,  the  head  of  these  carriages,  as  the  Chester  carriages  are  detached  at  Crewe. 
Any  other  arrangement  would  necessitate  an  entire  remarshalling  of  the  train  at  Crewe,  and 
this  would  occupy  a  great  deal  of  time. 

I  have,  &c., 

Capt.  Wynne,  B.R,  Mark  Huish,  Secretary. 

Sfc.         Sfc. 

Office  of  Commissioners  of  Hailtcays,  Whitehall, 
Sir,  April  17,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  request  you  to  call  the 
attention  of  the  Directors  of  Ae  London  and  North  Western  Railway  Company  to  the 
enclosed  extract  from  a  report  made  to  the  Commissioners  by  Capt  Wynne,  on  the  accident 
which  occurred  to  a  train  from  Manchester  on  the  Manchester  and  Birmingham  Railway,  on 
the  17th  ultimo,  from  the  breaking  of  a  tyre.  It  appears,  from  the  statement  contained  in 
that  extract,  that  the  arrangements  adopted  with  the  train  to  which  the  accident  occurred 
were  not  in  accordance  with  the  regulations  stated  to  have  been  made  by  the  Company  in  Capt. 
Huish's  letter  to  the  Commissioners  of  the  20th  October,  1847,  an  extract  from  which  was 
ordered  by  them  to  be  transmitted  to  each  of  the  Railway  Companies  as  particularly  worthy 
of  their  attention,  and  which  was  consequently  so  forwarded  by  a  circular  from  this  office  on  the 
23rd  of  October,  of  which  a  copy  is  enclosed. 

The  Commissioners  will  be  glad  to  hear  that  the  arrangements  described  in  that*  drcular 
have  not  been  abandoned  on  any  part  of  the  lines  of  the  London  and  North  Western  Railway 
Company  without  the  substitution  of  equally  efficient  precautions. 

I  have,  &c.. 

The  Secretary  to  the  H.  D.  Harness, 

London  and  North  Western  Railtioay  Company,  Capt,  Royal  Engineers. 


General  Manager's  Office^  Euston  Station, 
Sir,    '  April  2\,\%A9, 

In  reply  to  your  letter  under  date  the  11th  instant,  I  beg  to  hand  you  copy  of  a 
report  made  to  me  upon  the  subject  by  the  Superintendent  of  the  Manchester  and  Birmingham 


*  The  fracture  at  the  weld  showed  that  the  joining  had  never  been  perfect. 
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division,  and  which  I   Irust,  under  the   circumstances,   will  be  satisfactory  to  the  Com-     Appendix  Nq.  56. 
inissioners^ 

The  additi(Mial  rettiarshalling  of  the  trains  at  Crewe  and  Stafford  (which  would  be  caused 
by  a  rigid  adherence  to  the  regulation)  to  the  two  trains  in  question,  the  running  speed  of 
which  cannot  be  altered,  since  they  are  both  mail  trains,  and  under  the  exclusive  orders  of  the 
Postnoaster-General,  would  necessitate  a  dangerous  rate  of  travellings  which  mighty  in  its 
consequences,  be  more  serious  than  the  very  trifling  risk  attending  die  regulation  under 
discussion. 

I  have,  &:c., 

Capt.  Hamessy  iJ.J?.,  Mark  Huish,  Secretary. 


London  aid  Kdrth 

Western  Railwav. 

Manchester  ana 

{Btrmngham,) 


Sir,  Manchester,  April  18,  1849. 

In  answer  to  your  letter  of  the  16th  instant,  relative  to  the  enclosed  communication 
from  the  '*  Commissioners  of  Railways,"  I  find  that  we  can  arrange  to  run  the  guard  in  the 
rear  of  ?ill  our  trains,  with  the  exception  of  the  11*40  a.m.  and  8*55  p.m.  trains. 

By  running  the  guard  in  the  rear  of  the  11 -40  and  8*55,  it  will  cause  an  additional 
shunting  at  Crewe  and  Stafford. 

I  will  put  this  regulation  into  force  with  all  the  trains  except  the  two  before  named,  which  I 
will  leave,  as  at  present,  until  I  receive  your  instructions  to  the  eontrary. 

I  have,  &c, 

Capt.  Huish,  Lofndon.  Henry  Woodbouse. 
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Appendix  No.  57. 

Lancashire  and 
Yorkshire  Railway. 


Sir,  April  14,  1849. 

I  BEG  to  lay  before  you,  for  tlie  information  oT  the  Commissioners,  the  result  of  my 
inquiries  into  the  circumstances  of  the  accident  which  occurred  on  the  Manchester  and  Leeds 
Bulway,  on  the  17th  of  last  month,  whereby  one  man  met  his  death. 

It  appears  that  the  7  a.m.  train  from  Leeds^  divides  at  Blue  Pits :  the  part  for  Manchester  is 


To  Haywood, 
Borjr, 
Bolton, 
liverpool. 


To  Leeds. 


taken  on  by  the  same  engine  which  brought  it  from  Leeds,  that  for  Liverpool  is  taken  on  by 
an  engine  despatclied  for  the  purpose  from  Manchester,  and  it  was  this  engine,  which  caused 
the  accident.  From  the  above  diagram,  it  will  be  seen  that  this  engine  may  either  go  by  the 
direct  line  to  Blue  Pits  or  round  the  Fork,  passing  the  junction  at  A,  and  going  on  to  the 
through  crossing,  from  whence  it  can  be  shunted  back  to  Blue  Pits  station.  If  the  engine  take 
the  direct  line,  it  must  travel  tender  foremost,  there  being  no  turn-table  at  Blue  Pits ;  and  for 
a  single  engine  this  is  not  an  objectionable  practice.  If  the  turn-table  at  Manchester  happens 
to  be  engaged,  and  the  engine  stands  engine  first,  it  must  go  round  the  Fork,  as  first  described, 
in  order  to  be  right  to  take  the  train  on  to  Liverpool.  The  engine-man  appears  to  have 
guided  himself  by  these  circumstances,  sometimes  going  one  way,  sometimes  the  other.  On 
the  occasion  of  the  accident  he  went  round  the  Fork,  but  instead  of  going  on  from  the  junction 
points  at  A  to  the  through  crossing  three-quarters  of  a  mile  further  on,  he  passed  through  the 
junction  points,  and  immediately  shunted  back  a^ain  through  them  (the  points  being  weighted 
to  keep  open  for  the  Leeds  and  Liverpool  traffic),  which  of  course  brought  him  on  the  wrong 
Une  to  Blue  Pits.  The  pointsman  turned  on  the  danger-signal  towards  Blue  Pits,  but  states  that 
the  morning  was  so  foggy  that  he  could  not  see  it  from  the  points,  firom  which  it  is  oidy  200 
yards  distant;  the  engine  had  not  proceeded  more  than  half-way  up  the  wrong  line  when  it 
came  in  contact  with  a  ballast-engine,  which  was  travelUnj?  down  the  line  tender  foremost ;  the 
tender  of  the  ballast-engine  was  very  much  injured ;  that  of  the  other  not  at  all.  Tlie  man  who 
was  killed  was  a  workman,  who  was  most  improperly  riding  on  the  bufier-plank  of  the  engine; 
be  was  jammed  by  the  following  waggon,  which  was  raised  off  the  rails,  and  pressed  upon 
his  thigh,  and  also  pressed  his  back  against  the  smoke-box. 
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Appendix  No.  57.  The  engine-man  appears  to  be  the  person  altogether  to  blame ;  he  had  only  to  run  three- 
quarters  of  a  mile  further  on^  when  he  would  have  come  to  the  through  crossing,  which  would 
have  taken  him  oin  his  proper  line.*  There  seems  also  to  have  been  a  remissness  on  the  part 
of  the  pointsman  in  having  up  only  the  common  signal  in  so  thick  a  fog.  The  points  being 
completely  under  the  control  of  the  pointsman,  a  recurrence  of  the  accident  may  be  prevented 
by  giving  a  positive  instruction  to  him  not  to  allow  any  engine  ever  to  pass  back  through  the 
points  on  to  a  wrong  line. 

It  appears  from  the  evidence  of  George  Boggatt,  an  engine-driver  between  Blue  Pits  and 
Bolton,  that  on  the  return  journey  from  the  latter  place  he  is  obliged  to  return  tender  first,  in 
consequence  of  there  being  no  turn-table  at  Bolton.  I  would  recommend  the  attention  of  the 
Commissioners  being  drawn  to  this  very  objectionable  practice,  with  a  view  to  its  correction. 

I  have,  &c., 


Capt.  Harness,  B.E., 


George  Wynne, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways^  Whitehall, 
Sir,  April  17,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that,  having 
received  a  report  from  Captain  Wytme  upon  the  cause  of  the  fatal  accident  which  occurred  near 
the  Blue  Pits  staticm  on  the  1 7th  ultimo,  they  are  desirous  to  request  the  Directors  of  the  Company 
to  consider  whether  it  would  not  be  conducive  to  the  public  safety  to  establish  turn-tables  at 
the  Blue  Pits  and  at  the  Bolton  stations,  the  want  of  a  turn-table  at  the  former  station  having 
been  the  primary  cause  of  the  accident  referred  to,  and  a  similar  deficiency  at  the  latter 
rendering  it  necessary,  as  stated  in  the  evidence  attached  to  Captain  Wynne's  report,  for 
engines  to  travel  tender  foremost,  in  returning  from  Bolton  to  Blue  Pits* 

I  have,  &c., 


The  Secretary  of  the 

Lancashire  and  Yorkshire  Railway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 
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Appendix  No.  58. 
STTOCKTON  And  DARLINGTON  RAILWAY. 


Sir, 


Secretary's  Office,  Darlington^ 
March  29,  1849. 


March  27,  1849. — Hannah  Beaston,  of  Thistleflat,  near  Crook,  attempted  to  cross 
the  railway  at  Blue  Row,  near  Bishop  Auckland,  though  warned  not  to  do  so  by  the  gate- 
keeper, as  a  locomotive  engine  and  a  train  of  laden  waggons  were  approaching.  She  was  knocked 
down  by  the  engine,  which  passed  over  one  of  her  legs.  Her  leg  was  a&rwards  amputated, 
which  brought  on  premature  confinement,  and  death  ensued  on  the  morning  of  the  *28th  instant, 
at  one  o*clock. 

An  inquest  was  held  at  the  workhouse,  Bishop  Auckland,  before  W.  Trotter,  Esq.,  coroner, 
and  a  verdict  of  accidental  death  was  returned. 

I  have,  &c., 

Capt.  Harness,  R.E.,  Oswald  Gilkbs,  Secretary. 

§fc.        Sfc.      , 


Sir, 


Secretary's  Office,  Darlington, 
March  31,  1849. 


Since  my  last  report  I  have  been  furnished  with  a  copy  of  the  verdict  (by  the  coroner), 
and  think  it  better,  as  it  is  a  special  one,  to  forward  it  to  you.  I  should  have  embodied  it  had 
I  received  it  in  time. 

Verdict. 

"  We  find  that  the  cause  of  Hannah  Beaston  meeting  her  death  was  accidental. 

•'  We  think  that  the  engineman  ought  to  be  reprimanded  for  driving  his  engine  a.t  a  rate  above  that 
allowed  in  their  rules,  it  having  been  given  in  evidence  that  he  was  in  the  habit  of  going  beyond  his 
proper  speed. 

"  Having  inspected  the  plan  of  the  line  of  railway,  we  find  that  the  road  to  South  Church  ought  to 
have  been  taken  under  the  line,  and  that  therefore  the  line  at  present  crosses  illegally  the  said  road  to 

*  The  only  excuse  offered  is,  that  he  was  told  by  the  pointsman  to  make  haste  out  of  the  way  of  the 
Manchester  train*  which  was  expected. 
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South  Church,  and  we  would  call  upon  the  survejors  of  the  highwa^fs  to  nitpect  the  said  line  at  that  Appendix  No.  58. 

•pot,  and  to  take  what  steps  may  be  thought  proper  to  remove  the  cause  of  danger."  — 

T  V,o..   kr.  Stockton  and  Dar- 

I  have,  &c.,  ^^^^  RaUway. 

Capt.  Harmts^  R.E.^  Oswald  Gilkes^  Secretary, 


Office  of  Commissioners  of  RailtcaySy  WhitehaUy 
Sir,  April  2,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  31st  ultimo,  forwarding  a  copy  of  the  verdict  returned  by  the  jury  at  the 
inquest  on  Hannah  Beaston,  and  to  request  you  to  inform  them  what  steps  the  Company  have 
taken  with  respect  to  the  two  subjects  commented  upon  in  that  verdict,  and  also  to  explain  the 
circumstances  under  which  the  level  crossing  referred  to  has  been  substituted  for  a  bridge. 

I  have,  &c.. 

The  Secretary  cfthe  H.  D.  Harness, 

Stockton  and  Darlington  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  Darlington,  April  11,  1849. 

I  HAVE  to  acknowledge  the  receipt  of  yours  of  the  2nd  instant,  requesting  to  know 
what  steps  this  Company  have  taken  with  reference  to  the  two  subjects  commented  on  in  the 
verdict  of  the  jury,  and  also  to  explain  the  circumstances  under  which  the  level  crossing  was 
substituted  for  a  bridge. 

In  reference  to  the  first  point,  the  Directors  have  the  matter  now  under  their  consideration, 
and  will  probably  issue  it  on  Friday,  either  in  a  severe  reprimand  or  dismissal  of  the  engineman, 
should  the  evidence  against  him  require  such  a  course. 

llie  second  part  of  the  inquiry  of  the  Commissioners  will  perhaps  be  better  satisfied  by  my 
laying  before  you  such  details  as  I  have  obtained  from  Mr.  Thomas  M^Nay>  who  was 
secretary  to  the  Bishop  Auckland  and  Weardale  Railway  Company  at  the  time  of  the  erection 
of  the  said  gates,  and  which  are  as  follows,  viz. : — 

**  At  the  time  this  portion  of  the  line  was  made  the  Company  had  not  got  possession  of  the  land 
which  would  be  required  for  making  n  deviation  of  the  road  in  question,  to  enable  the  Company  to 
make  the  excavations  consequent  upon  building  a  bridge.  The  Act  of  Parliament,  authorizing  the 
formation  of  the  line,  not  giving  compulsory  powers  for  the  taking  of  lands. 

*'  October  7th,  1842. — Notice  was  given  to  the  Board  of  Trade  of  the  CompanVs  intention  to  open 
this  portion  of  the  line,  with  an  intimation  that  horses  might  be  used  for  a  time.  The  Board  of  Trade 
immediately  replied,  and  said,  in  case  of  horse-power  being  used,  the  railway  would  not  come  within 
the  jurisdiction  of  their  Lordships ;  the  Company  used  horse-power  only  for  about  two  months,  in  the 
mean  time  the  Directors  caused  a  pair  of  gates  to  be  hung  at  the  said  crossing,  built  on  the  most 
modern  and  improved  plan.  A  gate-keeper  was  appointed,  who  was  recommended  by  respectable 
and  influential  inhabitants  (including  magistrates)  of  the  town  immediately  adjacent,  viz..  Bishop 
Auckland. 

**  On  the  gates  being  brought  into  operation,  the  Company  gave  notice  in  the  terms  of  the  Act  to 
the  Board  ut  Trade  of  iheir  intention  to  use  locomotive  power. 

'*  November  28,  1843.— Grave  notice  to  the  Board  of  Trade  that  the  Company  were  ready  to  open 
the  remaining:  portion  of  the  line  up  to  Crook. 

**  January  Ist,  1844,  General  Pasley  examined  the  line  from  South  Church  to  Crook,  which  com- 
prise^ the  level  crossing  at  Blue  Row. 

'M3n  the  arrival  of  ihe  train  at  this  point  the  General  was  detained  for  some  time  by  the  deputation 
who  accompanied  him  on  the  occasion,  for  the  purpose  of  pointing  out  to  him  the  mode  of  construc- 
tion and  working  of  the  gates,  and  the  circumstances  which  induced  their  adoption  ;  it  was  at  the 
same  time  explained,  that  the  Company's  Act  only  gave  permissive  powers  for  the  taking  of  lands, 
but  that  clause  14  of  the  said  Act  makes  stipulation  that  good  and  sufficient  g^tes  shall  be  erected  at 
crossings  of  public  hip:hways  on  the  level,  and  this  being  the  only  level  crossing  at  a  public  highway 
on  the  line,  the  Company  had,  as  far  as  possible,  adhered  to  the  requirements  of  the  Act  in  this 
respect. 

.  ««  General  Pasley  expressed  bis  entire  satisfaction  in  the  mode  of  crossing  adopted,  and  in  the  con- 
struction of  the  ffMtts,  and  the  mechanical  arrangement  for  working  them ;  he  also  commented  on  the 
experience  then  being  obtained  on  the  subject  of  level  crossings,  referring  to  lines  of  extensive  pas- 
senger traffic  as  compared  with  this  line,  having  frequent  level  crossings  and  yet  without  accident. 

^  January  6th,  1844. — ^The  Company  received  a  communication  from  the  Board  of  Trade,  inform- 
ing them  that  General  Pasley  had  reported  favourably  on  the  Hne  from  South  Church  to  Crook,  and 
authorizing  the  opening.'^ 

In  addition  to  these  particulars,  I  have  the  pleasure  to  hand  you  a  copy  of  a  letter  from 
Joseph  Pease,  Esq.,  to  Mr.  M*Nay,  with  reference  to  the  subject,  and  venture  to  hope  that  the 
explanation  comprised  in  the  whole  will  satisfy  the  Commissioners  that  the  Company,  in  their 
adoption  of  the  level  crossing,  have  not  lost  sight  either  of  the  safety  or  convenience  of  the 
public. 

I  have,  &c., 

Capt.  Harness,  RE.,  Oswald  Gilkbs,  Secretary. 
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Trmsurer^s  Office,  Darlingten, 
Esteemed  Friend,  Thomas  M'Nay,  April  5,  1849. 

I  WELL  remember  being  one  of  the  deputation  accompanying  the  Greneral  (Pasley)  on 
his  exammation  of  the  Bishop  Auckland  and  Weardale  Railway ;  but  I  observe  the  inquiry 
relates  more  particularly  to  what  passed  at  the  Highway  at  Blue  tlow,  near  Biabop  Aut^land. 
I  pointed  out  the  road,  and  called  the  GeneraPs  attention  to  the  railway  crossing  upon  the 
level.  1  informed  him  that  originally  the  Company  had  proposed  to  divert  the  road,  and  as 
from  its  narrowness  this  could  not  possibly  be  effected  in  its  present  course,  the  Company  had 
hesitated,  feeling  that  it  would  be  a  great  annoyance  to  the  public.  I  named  that  the  powers 
obtained  from  Parliament  were  only  permissive;  the  land-owners  had  thrown  the  greatest 
difficulties  in  the  way ;  and  to  obtain  land  to  make  the  diversion  would  be  no  easy  task,  if  prac- 
ticable. After  examination  of  the  compound-action  gates,  and  expressing  his  decided  appro- 
bation of  the  mechanism  and  its  novelty,  General  Pasley  said — 

**  Well,  I  have  seen  enough  of  the  folly  of  any  uniform  Legislation  compelling  roads  to  be  raised  or 
depressed  :  think  of  that  abominable  case  I  have  visited  this  morning  at  Darlington  '^  (alluding  to  the 
Great  North  of  England  Crossing,  which  we  all  know  was  such  a  bad  job  for  every  party),  "but  happily 
the  Legislature  is  reconsidering  its  former  decision  upon  the  subject,  as  I  believe  there  are  mimenms 
cases  where  a  level  croseing  is  decidedly  preferable^  and  wHh  such  gates  this  seems  to  me  to  be  one." 

I  remarked, — 

^  I  don't  know  that  we  are  bound  by  having  shown  how  at  what  gradient  we  should  raise  or 
depress  the  way  if  a  bridge  is  made,  but  we  have  litigious  and  vexatious  people  around  us,  and  nmy 
expect  some  trouble.*' 

The  General  replied, — 

^  The  best  that  can  be  done  for  the  public  must  in  all  cases  be  done,  and  my  opinion  continues, 
that  the  level  crossing,  with  these  gates,  is  the  best  by  far,  so  if  you  have  any  trouble,  write  to  me, 
and  I  shall  be  able  to  explain  the  matter." 

The  date  of  that  interview  I  cannot  remember,  it  will  be  in  the  Railway  OflSce.  TTiat  it  has 
worked  well  is  proved  by  many  years  without  such  a  casualty  as  the  lamentable  one  which  has 
recently  occurred ;  that  case  resembles  one  some  years  ago  near  Stockton,  where  parties  reso- 
tritely  determine  to  persevere  in  daring  danger  in  spite  of  all  remonstrance  and  warning. 

I  have,  &c.. 


The  Secretary  of  the 

Wear  Vatley  Railway  Company. 


J.  Pease. 


Sm, 


Office  of  Commissioners  tf  Sailufoys,  WhitekaU, 
April  13,  1849. 

I  HAVE  been  direct^  by  the  Commissioners  of  Railways  to  inform  you,  in  reference  to 
your  letter  of  the  11th  instant,  that  they  do  not  consider  the  reasons  given  therein  for  the  sub- 
stitution of  a  level  crossing  for  a  bridge  satisfactory;  and  that  they  will  direct  one  oC their 
inspecting  officers  to  examine  into  the  circumstances  and  report  thereon ;  and  upon  receiving 
sucn  report  the  Commissioners  will  consider  whether  any  further  steps  are  necessary  to  carry 
out  the  intentions  of  the  Legislature. 

I  have,  &C.J 
The  Secretary  of  the  H.  D.  Harness, 

Stockton  and  Darlington  Railway  Company.  Cetpt.  Royal  Enginems.    . 


Sir,  Whitehall,  May  16,  1849. 

I  HAVE  to  report,  for  the  information  of  the  Commissioners  of  Railways,  that  in  oona^ 
pliance  with  the  instructions  contained  in  your  letter  of  the  25th  April,  I  examined  the  levd 
crossing  at  Bishop  Auckland  on  the  Stockton  and  Darlington  Railway  referred  in  the  accom- 
panying documents  herewith  returned,  and  that  I  found  that,  according  to  the  plan  and  section 
of  the  railway  sanctioned  by  Act  of  Parliament,  1  Vict.  c.  122,  the  road  in  question  where 
the  accident  happened  is  described  as  the  ''  Highway  from  Saint  Andrew  Auckland  to 
Bishop  Auckland,  to  be  lowered  19  feet,  and  pass  under  railway." 

Close  adjoining  the  level  crossing  are  a  number  of  cottages  from  which  children  and  persons 
of  all  descriptions  must  constantly  be  in  the  habit  of  crossing  the  railway,  and  although  no 
public  conveyance  nor  many  carriages  pass  by  this  road,  nevertheless  the  traffic  from  the 
28th  April  to  the  7th  May  inclusive,  being:  the  week  subsequent  to  my  inspection,  amounted 
on  an  average  to  83  carts,  &c.,  49  saddle-horses,  &c.,  daily,  being  a  very  considerable  traffic, 
in  addition  to  the  foot-passengers,  who  must  be  very  numerous,  and  will  probably  increase 
from  year  to  year.  Great  difficulties  attend  the  construction  of  a  bridge  at  this  place.  A 
slight  diversion  might  be  made  and  the  road  carried  under  the  railway,  which  would  be  bene- 
ficial to  the  horse  traffic,  but  it  would  be  attended  with  very  great  expense  and  the  destruction 
of  house  property,  and  the  level  crossing  would  still  continue  for  the  foot  passengers  residing 
in  the  houses  close  adjoining.  ITie  gates  are  of  a  good  description,  and  considering  the  nature 
of  the  country,  being  a  coal  district,  in  which  the  inhabitants  are  accustomed  to  railways,  and 
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that  this  is  the  first  accident  which  has  occurred  since  the  opening  of  the  railway  in  1844,    Appendix  No*  aS* 

and  partly  owing  to  the  neglect  of  the  woman  who  suffered,  I  feel  reluctant  to  recommend  th» 

Comnussioners  to  enforce  the  immediate  substitution  of  a  bridge^  which  would  cause  a  great 

outlay,  destroy  iiouse  property  to  a  considerable  extent,  and,  after  all,  only  partially  remove 

the  risk ;  but  if  the  following  reoomnotendatioii  as  to  working  the  line  be  carried  out^  I  conceive 

thai  the  level  crossing,  unless  the  traffic  upon  the  road  increases  very  rapidly,  may  continue  to 

be  worked  with  safety. 

Coming  up  to  the  level  crossing  from  the  east  side,  the  railway  being  on  the  ascent,  and 
the  view  good,  the  risk  is  small ;  but  on  the  other  side  the  railway  is  on  a  curve,  and  passes 
through  a  short  tunnel  about  50  yards  lon^,  and  distant  about  250  yards,  at  the  other  end  of 
which  is  the  Bishop  Auckland  station.  An  engine  cannot  be  seen  beyond  the  station.  I 
should,  therefore,  recommend  that  some  means  be  contrived,  either  by  means  of  a  b^ll  in  the 
gateman's  box,  or  a  fixed  signal,  by  which  to  let  the  gateroan  know  when  an  engine  or  train 
was  approaching,  which  being  rung  or  made  from  the  station,  would  notify  to  him  that  no 
pi»*son  must  be  allowed  to  cross  the  road  until  the  engine  or  train  had  passed. 

I  should  also  recommend  that  a  signal  be  erected  eastward  of  the  gate,  to  be  worked  by  the 
gateman  by  means  of  a  wire,  which  before  allowing  horses  or  cattle  to  pass,  he  should  turn  so 
aa  to  stop  any  coming  train,  the  signal  to  be  seen  at  least  600  yards  from  the  gate.  With 
these  arrangements,  and  due  attention  on  tlie  part  of  the  Company's  servaiils,  I  should  consider 
that  the  traffic  might  be  carried  on  with  safety  as  at  present,  but  in  case  of  any  great  increaae 
or  of  neglect,  it  might  become  advisable,  at  any  sacrifice  of  property  whatever,  to  get  rid  of 
the  crossing  by  substituting  a  bridge. 

I  have,  &c., 

Copt  Hamessy  B.K,  J.  L.  A.  Simmons^ 

^.        ^c.  Copt.  Royal  Eryineerg. 


Office  of  Comtnimoners  cfRailtoays,  Whitehall, 
Sir,  May  17,  1849. 

I  UAVK  been  directed  by  tire  Commissioners  of  Railways  to  forward  to  you  the 
enclosed  copy  of  the  report  made  to  them  by  Captain  Simmons  upon  the  unauthorized  level 
crossing  at  bishop  Auckland,  referred  to  in  the  letter  from  this  office  of  the  13th  ultimo,  and 
to  inform  you  that,  under  the  circumstances  described  in  that  report,  they  do  not  consider  it 
necessary  at  present  to  commence  any  proceedings  to  compel  the  substituting  of  a  bridge 
from  the  level  crossing  in  question,  but  that  they  consider  it  mcumbent  upon  the  Company  to 
adopt  the  precautionary  arrangements  recommended  by  Captain  Simmons,  or  others  equally 
efficient* 


The  Secretary  of  the 

Stockton  and  Darlington  Railway  C&mpany. 


I  have,  &c., 

H.  D.  Harness, 

Copt.  Rayed  Engine&rt. 


SlB, 


Secretary's  Office,  Varlthytony 
June  1,  1849. 


I  AM  instructed  to  inform  you,  in  reference  to  the  report  of  Captain  Simmons  on  the 
level  crossing  at  Bhie-row,  that  the  Directors  have  given  orders  that  the  suggestions  be  fully 

carried  out. 

I  have,  &c., 

Copt.  Harness,  RE.,  Oswald  Oilhbo,  Secreiaryi 

Src.         Sfc. 


Appendix  No.  59. 


EAST  LANCASHIRE  RAILWAY. 


S,R^  Whitehall,  Jtme  11,  1849. 

I  u AVB  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that,  in 
compliance  with  the  instructions  contained  in  your  letter  of  the  1st  instant,  1  communicated 
wit^i  the  East  Lancashire  Railway  Company,  and,  on  the  6th  instant,  inquired  into  the  cir- 
cumstances of  a  collision  on  that  railway,  which  occurred  on  the  28th  May,  between  Lostock 
Hall  junction  and  Blackburn.  From  the  evidence  given  to  me  it  appears  that,  being  the 
Whitsuntide  holidays,  a  special  eixursion  train  left  Liverpool  shortly  after  six  o'clock  in  the 
afternoon  on  the  28th  of  May,  consisting  of  32  carriages,  which  were  drawn  by  one  engine, 
another  propelling  from  behind.  After  having  travelled  about  lOJ  miles  from  Liverpool,  the 
train  was  stopped,  in  order  that  the  engines  might  obtain  a  fresh  supply  of  water.  The  tank 
of  the  leading  engine  was  filled,  but  the  supply  at  this  watering-place,  Ormskirk,  being  defi- 
cient, the  propelling  engine,  named  "  Bacchus,   was  only  able  to  obtain  a  feiv  inches  of  water 
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Appendix  No.  59.  In  its  tank,  and  took  so  much  time  in  getting  even  this,  that  the  leading  engine  proceeded  with 
the  train,  leaving  ''  Bacchus"  behind,  which  only  came  up  with  the  train  at  Lostock  Hall, 
being  the  junction  close  to  the  point  where  the  East  Lancashire  Railway  from  Liverpool, 
through  Ormskirk  to  Burnley,  crosses  the  North  Union  Railway,  about  two  miles  south  of 
Preston.     At  this  (Lostock  Hall)  junction  a  watering  tank  had  been  erected,  filled  by  a  hand- 

1)ump,  but  which  scarcely  contains  more  than  sufficient  water  for  one  or  two  engines.  The 
eading  engine  required  and  took  nearly  all  that  was  in  the  tank,  leaving  very  little  for  the  pro- 
pelling engine,  "  Bacchus,"  whose  tank  was  quite  dry. 

The  distance  the  train  had  to  travel  before  a  fresh  supply  could  be  obtained  was  10  miles, 
3  miles  of  which  is  on  an  ascent  of  1  in  100.  The  leading  engine  started  from  the  junction  at 
8h.  28m.  P.M.  with  the  train,  leaving  the  engine,  "  Bacchus,**  to  have  iu  tank  replenished ;  but 
it  was  only  able  to  obtain  a  very  small  supply,  about  6  inches,  when  the  regular  train  from 
Liverpool,  due  at  the  junction  at  8h.  30m.  p.m.,  arrived,  and  it  ("Bacchus")  started  at 
8h.  37m.,  P.M.,  and  overtook  its  train  at  the  foot  of  the  incline,  just  as  it  was  coming  to  a 
stand-still  for  want  of  power  in  the  engine.  The  two  engines,  one  pulling  and  the  other 
pushing,  were,'  however^  able  to  surmount  the  incline,  and  the  gradient  being  then  favourable, 
they  went  on  very  well,  the  pushing  engine  having  its  fire  damped,  in  order,  as  the  driver 
states,  that  its  fire-box  might  not  be  injured ;  the  leading  driver  also  sparing  his  water  as 
much  as  possible  by  damping  his  fire.  On  arriving  about  a  mile  from  Burnley  there  is 
an  hichne  of  1  in  110  to  be  surmounted,  which  brought  the  train  to  a  stand  still,  the  leading 
engine  not  having  sufficient  power  to  draw  it,  and  the  ''  Bacchus  *'  engine  being  powerless 
for  want  of  water,  and  its  fire  nearly  out.  The  guard,  who  is  a  night  porter  at  Colne,  and 
has  acted  occasionally  as  guard  duiing  the  last  year  with  passenger  and  luggage  trains,  ran 
forward  to  the  driver  to  tell  him  that  there  was  a  train  due,  and,  upon  being  reminded  of  his 
duty  by  the  latter,  then  ran  back  to  stop  any  coming  train.  In  the  meantime  the  fireman  of 
the  pushing  engine  had  run  back,  but  he  was  not  in  sufficient  time  to  prevent  a  collision,  as 
the  regular  train  was  close  after  them.  Fortunately,  however,  it  was  comparatively  a  light 
train  of  only  10  carriages,  and  the  driver  and  two  guards  were  able  so  far  to  reauce  the 
speed  that  the  collision  was  of  a  slight  nature,  and  the  engine,  **  Bacchus,'*  being  in  the  rear, 
and  tender  foremost,  received  the  greater  part  of  the  shock  on  its  buffer-beam,  thus  shielding 
to  a  certain  extent  the  carriages.  This  last  train  started  from  Lostock  Hall  junction  at 
8h.  49m.  P.M.,  21  minutes  ader  the  excursion  train,  and  stopped  at  every  station,  and  neither 
guard  nor  driver  received  any  notice  at  any  of  these  stations  as  to  the  preceding  train.  Imme- 
diately that  this  train  had  been  arrested  in  its  progress,  the  guard  ran  back  with  a  signal,  but  had 
scarcely  gone  a  hundred  yards  when  another  special  excursion  train  from  Preston  arrived, 
consisting  of  21  carriages,  and  not  having  sufficient  notice,  it  could  not  be  stopped  before 
running  into  the  preceding  train.  The  occurrence  took  place  soon  after  leaving  a  sharp  curve, 
round  which  the  view  was  very  soon  obstructed.  Miraculously  no  person  was  seriously 
injured,  although  the  trains  were  all  very  full,  and  consisted  altogether  of  63  carriages  with  4 
engines. 

In  making;  the  inquiry  into  this  accident,  I  have  had  much  difficulty  to  arrive  at  a  satisfac- 
tory conclusion  as  to  the  neglect  or  otherwise  of  the  station-master  at  Lostock  Hall  junction, 
in  allowing  the  excursion  train  to  start  without  ascertaining  that  the  engines  were  sufficiently  sup- 
plied with  water.  The  drivers  state  that  they  remonstrated  with  him,  stating  that  they  could  not 
reach  their  journey's  end,  and  that  they  continued  to  do  so  to  the  last ;  whereas  he  states  that 
they  started  willingly  after  having  been  under  the  water-tank,  and  without  remonstrance.  He, 
however,  engaged  to  warn  the  driver  of  the  regular  train,  so  that  he  might  assist  them,  if 
necessary,  on  me  incline ;  but,  seeing  the  excursion  train  well  up  ^he  incune,  four  miles  off, 
and  it  having  had  21  minutes'  start,  he  did  not  consider  it  necessary,  more  particularly  as  the 
excursion  train  had  to  stop  at  no  intermediate  stations,  and  the  regular  train  at  four.  The 
second  special  train,  being  the  last  of  the  three,  passed  the  junction  at  8h.  55m.,  six  minutes 
after  the  preceding  one  had  left.  Several  points  affecting  the  safety  of  the  public  appeared  in 
the  course  of  the  investigation,  and  to  whicQ  the  attention  of  the  Company  might  with  advan* 
tage  be  drawn. 

1st  The  supply  of  water  upon  the  line  is  not  sufficient  for  the  requirements  of  the  extra- 
ordinary traffic  which  may  arise  from  such  causes  as  are  of  frequent  occurrence,  more  parti- 
cularly in  a  densely  populous  and  manufacturing  district.  This  defect  is,  I  am  informed  by 
the  manager,  in  course  of  being  remedied. 

2nd.  llie  front  excursion  train  was  drawn  by  one  engine,  and  propelled  from  behind  by 
another,  a  practice  which  has  been  commented  on  in  the  pnnted  reports  of  the  Bailway  Depart- 
ment of  the  Board  of  Trade  as  highly  objectionable.  And,  moreover,  one  of  these  engines 
travelled  tender  foremost,  a  practice  whicli  has  also  been  similarly  commented  on,  and  has 
been  very  generally  discontinued  by  all  railway  companies,  this  Company  themselves  having 
prohibitory  rules  in  their  printed  regulations  issued  to  their  servants  to  meet  both  eases.  The 
alleged  excuse  is,  that  the  station  accommodation  is  inadequate  to  the  traffic,  and  so  arranged 
that,  as  in  the  present  case,  an  engine  having  arrived  with  one  train  cannot,  when  a  train  is 
being  prepared  to  start  on  the  other  line,  be  turned  and  watered  without  a  very  considerable  delay. 

I  therefore  went  to  Liverpool,  and,  having  watched  the  working  of  the  station  for  an  hour, 
was  fully  convinced  of  its  insufficiency  for  the  conduct  of  the  present  ordinary  traffic  in  a  satis- 
factory manner,  much  less  when  an  extraordinary  increase,  such  as  occurred  in  the  Whitsun- 
tide holidays,  may  occur.  The  station,  with  the  railway  for  about  three  miles  from  it,  is  the 
joint  property  of  the  Lancashire  and  Yorkshire  and  East  Lancashire  Railway  Companies, 
and  requires  immediate  attention  and  improved  arrangements. 

3rd.  The  leading  train  was  without  a  red  signal  lamp  at  its  tail,  a  practice  also  highly 


Digitized  by 


Google 


East  Lancashire 
Hallway. 


APPENDIX  to  REt>ORt  of  the  COMMISSIONERS  of  RAILWAYS.         1 1^ 

reprehensible,  caused  by  the   neglect  of  the  Company?*  serv^ti(s(  fifid   their  own   defective    Appendix  No.  59. 
arrangements,  which,  it  appears,  permit  engines  to  leave  their  Stations  HfiA  proceed  along  the 
line  without  a  red  lamp  at  all. 

4th.  The  leading  train,  consisting  of  32  carriages,  was  in  diarge  of  di  night  pwter,  who  has 
been  employed  as  an  occasional  guard,  assisted  by  three  other  porters  acting  tifider  him  as 
guards.  The  regulations  of  the  Company  do  not  require  that  any  report  of  the  times  of  arrival 
and  departure  of  special  trains  should  b^  made  at  each  station,  and  I  consequently,  in  the 
course  of  inquiry,  was  not  able  to  ascertain  the  precise  time  at  which  this  train  was  on  various 
parts  of  the  road,  nor  even  of  its  leaving  Livei-pool,  and  this  when  the  guard  knew  that  another 
train  was  due  close  after  him.  It  appears  to  me  that  special  trains  carrying  passengers  require 
the  same  amount  of  care  and  precision  in  working  as  other  trains,  and  1  would  strongly 
Tecommend  that  a  report  should  be  made  of  them,  as  well  as  of  all  other  trains,  of  the  time  of 
arrival  at,  and  departure  from,  and  passing  all  stations,  by  the  guard  in  charge.  The  noting 
of  these  times  would  serve  to  keep  the  guards  on  the  alert,  and  be  a  great  check  upon  all  par- 
ties, and  would  tend  much  to  assist  in  ascertaining  the  parties  who  may  be  to  blame  in  the 
working  of  the  line,  and  so  tend  materially  to  the  safety  of  the  public.  In  the  present  instance* 
for  want  of  reports  of  this  nature,  I  am  unable  to  ascertain  whether  the  regulations  of  the 
•Company  as  to  the  interval  of  time  between  the  passing  of  stations  by  diflFerent  trains,  or  where 
there  are  fixed  signals,  were  enforced.  It  appeared,  however,  in  the  course  of  the  inquiry  that 
the  station-master  at  Cherry-tree  station,  about  one  mile  from  the  scene  of  the  collision,  had 
neglected  his  duty,  according  to  his  own  showing,  in  not  putting  on  the  stop-signal  at  all  after 
the  passing  of  one  of  the  trains.  His  evidence,  however,  was  altogether  so  confused,  and  being 
in  direct  opposition  to  that  of  several  other  persons  on  one  point,  whether  the  regular  train 
stopped  or  did  not  stop  at  his  station  on  the  evening  in  question,  a  fact  concerning  which  one 
would  imagine  that  there  could  be  no  difference,  that  I  coiild  place  no  reliance  on  anything  he 
said. 

5th.  In  dealing  with  these  questions  several  minor  points  of  neglect  of  duty  appeared  on  the 
paft  of  the  servants  of  the  Company,  and  a  want  of  attention  to  regulations,  which  were  com- 
mented on  to  the  individuals  by  me  at  the  time  of  the  inquiry.  But  in  concluding  this  report, 
I  would  suggest,  for  the  consideration  of  the  Company,  whether  all  trains  carrying  passengers 
do  not  require  that  a  regular  and  thoroughly  experienced  guard  should  on  all  occasions  accom- 
pany them ;  for  although  the  train  in  ordinar)'  course  may  not  require  to  be  stopped  upon  the 
line,  it  is  impossible  to  foresee  all  the  exigencies  which  may  arise  requiring  the  most  intimate 
knowledge  of  the  working  of  the  line  before  that  train  arrives  at  its  destination.  And  also,  I 
would  suggest  to  them  whether  they  were  not  a  little  premature  in  exciting  an  extraordinary 
excursion  traffic  when  the  line  and  its  acquirements  were  in  its  infancy,  and  the  terminal  station 
at  Liverpool  professedly  inadequate  to  the  ordinary  traffic. 

I  have,  &c., 

J.  L.  A.  Simmons, 


Capt.  Harness,  R,E., 
^c.         §-c. 


Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railway Sy  Whitehall^ 
Sir,  June  14,  1849, 

I  H  Ave  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  tlie  enclosed 
copy  of  a  report  made  to  them  by  Captain  Simmons,  on  the  circumstances  attending  the  two 
cases  of  collision  which  .occurred  on  the  28th  ultimo,  between  Lostock  Hall  junction  and 
Blackburn,  and  to  request  you  to  call  the  immediate  attention  of  the  Directors  of  the  Company 
thereto. 

The  Commissioners  do  not  consider  it  necessary  to  refer  in  this  communication  to  the  several 
defective  arrangements  remarked  upon  by  Csqptain  Simmons,  as  eacli  deserves  the  serious 
attention  of  the  Company;  but  it  appears  to  them  that  the  encouragement  of  an  extraordi- 
nary traffic  by  running  excursion  trains  in  the  existing  state  of  the  Company's  arrangements, 
which  is  remarked  upon  in  the  concluding  paragraph  of  the  report,  was  highly  injudicious. 

I  am  also  to  inform  you  that  Captaii^  Simmons  has  been  directed  to  report  upon  the  present 
state  of  the  Company's  station  at  Liverpool. 

I  bave,  &c., 

To  the  Secretary  of  the  H.  D.  Harness, 

East  Lancashire  Railway  Company.  Capt.  Royal  Engineers. 
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Leeds  and  Thirsk 
Railway. 


Sib,  Wliitehall,  October  9,  1849. 

I  HAVE  to  inform  you  that,  having  received  the  instructions  of  the  Commissioners  of 
Railways,  conveyed  to  me  in  your  letter  of  the  22nd  September,  to  examine  into  the  circum- 
stances attending  a  fatal  accident  to  James  Clarke,  reported  to  have  occurred  on  the  evening 
of  the  20th  ultimo,  at  the  Horsforth  station  of  the  Leeds  and  Thirk  Railway,  I  proceeded  to 
Leeds^  and  having  communicated  with  the  Secretary  to  the  Company,  went  to  the  spot  and 
examined  the  site,  and  such  parties  as  were  likely  to  be  able  to  throw  any  light  upon  the 
subject    A  sketch  of  the  station  is  annexed,  from  which  it  will  be  seen  that  the  railway  is  on 
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Appendix  No.  60.    a  curve;    it  is  also  in  a  cutting,  by  which  means,  with  the 
Leeds  and  Thirek    ^"^8®  carrying  a  road  over  the  line  close  adjoining,  the  view 
Railway.  ^'^  ^}^   directions  is  very  much  curtailed.     To  render  the 

working  of  the  station  secure,  two  signals  have  been  erected; 
that  for  the  down-line  from  Leeds,  about  180  yards  from  the 
bridge,  worked  by  a  wire  from  the  south  end  of  the  down- 
platform;   the  otlier,  for  the  up-line  from  Thirsk,  278  yards 
from  the  bridge,  worked  from  a  lever,  about  40  yards  distant 
from  the  north  side  of  the  bridge.     The  station-house  is  situate 
parallel  to  and  adjoining  the  down-platform,  and  the  railways 
on  an  ascending  gradient  of  1  .in  100,  which  extends  from  the 
south  3J  miles  to  the  station,  and  rather  more  than  a  mile 
northwards,  where  is  the  summit  on  the  first  10  miles  of  this 
railway  from  Leeds ;  three  miles  of  the  descent  on  the  nordi 
side  of  the  summit  being  at  an  inclination  of  1  in  94 ;  at  the 
foot   of  which  gradient,  which  runs   principally  through  a 
tunnel  2  miles  in  length,  is  the  Poole-road  station,  9^  miles 
from  Leeds.    The  Carr  Bridge  or  Horsforth  station,  where 
the  accident  occurred,  being  about  5^  miles  from  the  same 
place. 

Between  the  Horsforth  atfd  Leeds  stations,  at  2j  miles  from 

Leeds,  and  therefore  about  half  a  mile  above  the  foot  of  the 

lon^  incline  of  1  in  100  before  mentioned^  is  the  Kirkstall 

station,  whence  to  Leeds  the  railway  still  continues  on  a  de- 
scent, varying  up  to  1  in  300,  with  the  exception  of  14  chains, 

before  entering  the  station,  which  rises  at  the  rate  of  1  in  96. 
I  have  thus  entered  in  detail  upon  a  description  of  this  part 

of  the  line,  as  the  nature  of  gradients  and  their  position  with 

reference  to  the  stations  will  be  found  to  bear  upon  the  remarks 

which  I  propose  to  make  on  the  method  in  which  the  line  is 

worked. 
The  accident  occurred  as  follows: — A   goods  train   left 

Thirsk  sometime  in  the  course  of  the  afternoon,  but  at  what 

hour  was  difficult  to  be  ascertained,  as  no  record  was  kept 

by  the  guard  who  accompanied  it,  or,  as  £ar  as  I  could  learq, 

by  any  one  else,  even  as  to  the  time  of  the  departure  from  the 

terminal  station  of  the  line  and  arrival  at  Poole,  where  it 

stopped  to  receive  some  parcels,  and  then  proceeded  on  its 

journey,  leaving  the  Poole  station  14  minutes  before  the  time 

at  which  a  passen£:er  train  from  the  North  was  due,  or  at 

Ml  P.M.  .       . 

It  passed  up  the  incline  and  through  the  Long  Tunnel, 
arriving  at  its  southern  end  at  7*30  p.m.  ;  after  which  it  con- 
tinued its  journey  and  stopped  a  few  yards  short  of  the 
Horsforth  station,  for  the  purpose  of  shunting  backwards  on 
to  the  down-Une,  and  so  to  enter  a  siding  on  the  western  eid^ 
of  the  railway  to  get  out  of  the  way  of  the  train  from  the 
North,  which  was  due  at  this  station  at  7*35.  The  express 
train  from  Leeds  to  Thin^  is  due  about  the  same  time,  gene- 
rally passing  from  7*30  to  7*35  p.m.  ;  and  at  the  time  when 
the  goods  train  stopped,  had  not  passed  the  station.  At  this 
point  the  evidence  is  somewhat  conflicting.  The  driver  of  the 
goods  train  (John  Parvin)  states  that,  after  he  stopped,  the 
porter  of  the  station  (Thotnas  Ely)  came  running  to  him,  and 
asked  if  he  knew  that  the  train  was  due ;  and  he  replied,  that 
he  knew  that  both  trains  were  due ;  and  told  the  poner  to 
go  and  put  the  signals  on.  He  says,  then,  that  the  porter 
walked  past  the  engine  when  stationary ;  and  that,  having  re- 
ceived a  signal  from  some  person  at  the  tail  of  the  train,  he 
commenced  shunting  backwards,   and  whilst  doing  so,  the 

engine  of  the  express  train  came  up  and  ran  against  his  engine, 

which  had  then  almost  got  on  to  the  doim  line,  and  was 

moving  at  a  rate  of  about  five  miles  an  hour  backwards,  or 

in  the  same  direction  as  the  express.    The  porter  (Thomas 

Ely)  states,  on  the  contrary,  that  before  he  got  to  the  engine 

it  was  in  backward  motion,  and  that  he  told  the  driver  that 

the  express  train  was  due,  and  not  to  shunt;   but  that  he 

continued  shunting.     Seeing  which,  he  shouted  to  the  station- 
master  to  put  the  down-signal  on  to  stop  the  express.    The 

station-master  crossed  over  to  put  on  the  down-signal,  but  an 

other  person  turned  it  for  him  before  he  got  to  the  signal 

lever  or  handle;    and  as  he  did  so,  the  engine  had  either 

passed  or  was  passing  the  signal.     The  station-master's 

evidence  tends  to  corroDorate  that  of  the  porter,  as  far  as  the 

calling  to  htm  to  put  on  the  down-signal,  but  he  did  not  hear 
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what  passed  between  him  and  the  driver ;  and  the  night  was  very  daric,  so  that  their  movements    Appendix  No.  60 

were  not  seen.     The  fire-man  of  the  engine  was  on  the- ground  at  the  rear  of  the  train,  and 

was  killed  by  a  piece  of  cast-iron  piping  which  was  projected  from  the  guard's  van  of  the 

expiess  train,  so  that  his  evidence  is  lost.     The  guard  of  the  goods  train  states,  that  he  saw  a 

man  with  a  lamp,  who  must  have  been  the  porter,  run  towards  the  train  ;  and  after  that  thi^ 

train  moved  forwards,  and  that  the  man  moved  half  way  up  or  along  the  train.     He  did  not 

hear  him  shout.     This  guard's  evidence  is,   however,  contradicted  in   another  point;  but 

■laking  all  due  allowance  for  the  darkness  of  the  night,  and  the  suddenness  of  the  colUsion, 

and  the  short  time  there  was  for  reflection,  I  do  not  think  that  it  is  to  be  expected  that  all  these 

paities  should  precisely  a^ree  in  their  statement.     This  renders  it  difficult  to  select  from  them 

the  precise  bearings  of  the  case.     If  the  engine  driver's  statement  be  correct,  he  is  not  to 

blame,  as  he  had  every  reason  to  suppose  that  the  signals  were  on.     If  the  porter's  statement 

be  correct,  the  driver  was  to  blame  in  shunting^.     The  express  train  left  Leeds  at  7*30  p.m., 

10  minutes  late,  and  appears  to  have  run  into  the  goods  train  at  a  speed  of  about  30  miles  an 

hour.     It  consisted  of  four  carriages,  and  a  van  between  them  and  tne  engine  and  tender,  and 

in  which  was  the  guard.     There  were  between  30  and  40  passengers,  of  whom  several  were 

hnrt.     I  shall  now  proceed  to  offer  a  few  remarks  on  the  circumstances  attending  this  accident, 

which  will,  I  trust,  tend  to  the  greater  safety  of  the  public  using  this  railway. 

First,  then,  it  appears  from  the  evidence  of  the  traffic  manager,  Mr.  Henry  Tennant,  that 
there  are  six  passenger  trains  from  the  North,  and  five  from  the  South  daily,  except  on  Tues- 
days and  Thursdays,  when  there  is  an  additional  train  each  way  between  Poole  and  Leeds. 
There  are  two  goods  trains,  also,  each  way  daily,  which  do  not  run  to  time-tabless  the  average 
time  occupied  on  each  journey  being  five  hours.  These  latter  trains  are  all  passed  on  the 
coad  by  passenger  trains,  for  which,  therefore,  they  must  shunt ;  but  shunting  places  are  not 
appointea,  that  being  left  to  the  discretion  of  the  drivers  and  guards  in  charge  of  the  train  as 
to  where  they  are  to  shunt.  The  only  instructions  are  contained  in  the  book  of  Regulations 
issued  to  the  Company's  servants,  and  provide  in  Rule  10,  that  "a  goods  mineral  or  ballast 
train,  when  likely  to  be  overtaken  by  a  passenger  train,  shall  shunt  at  least  15  minutes 
before  the  passenger  train  is  due,  and  wait  there  five  minutes  after  the  passenger  train  has 
pasted."  And  in  Rule  69,  it  is  desired  that  '*  the  goods  guard  must  endeavour  to  work  their 
trains  so  as  not  to  impede  passenger  trains." 

This  arrangement  appears  to  be  altogether  faulty,  and  the  working  of  the  line,  in  this 
respect,  does  not  duly  provide  for  the  safety  of  the  public.  Where  the  goods  traffic  is  so  very 
slieht  as  that  carried  upon  the  Leeds  and  Thirsk  Railway,  at  the  present  time  only  34  miles 
in  length,  there  ought  to  be  no  difficulty  in  working  the  goods  traffic  to  a  time-table;  and 
fixed  shunting  places  should  be  appointed,  and  invariably  used,  so  that  the  drivers  or  guards 
Tfoidd  be  relieved  from  the  undue  responsibility  now  attached  to  them,  in  starting  on  a  journey 
with  no  instructions  as  to  the  getting  out  of  the  way  of  passenger  trains  beyond  the  above 
quoted  regulations,  and  a  printed  passenger  time-table.  The  instructions  also  seem  at  variance 
as  to  the  person  who  is  to  be  considered  in  charge  of  the  train.  On  reading  Rules  Nos.  20, 27, 
37,  and  69,  it  appears  doubtful  whether  the  guard  or  engineman  is  responsible  for  the  conduct 
of  the  train ;  and  the  station-masters,  apparently,  have  no  control  over  them  in  any  way.  And 
this  leads  me  to  remark, — 

Secondly,  that  upon  the  arrival  of  a  train  at  any  station,  whether  conveying  goods  or  pas- 
sengers, the  station-master  ought  to  be  made  respondble  for  its  safety  and  management,  as  far 
as  regards  its  working,  as  lon^  as  it  may  be  detained  at  that  station.  The  guards,  after  the 
train  has  come  to  a  stop,  being  under  his  orders,  and  only  giving  such  instructions  to  the 
drivers  as  to  proceeding,  shunting,  or  otherwise,  as  may  be  approved  by  the  station-master. 
In  the  present  case,  the  station  master  at  Poole  states,  that  he  told  the  driver  to  start,  it  being 
then  only  14  minutes  before  the  time  at  which  the  passenger  train  from  the  North  was  due. 
This,  according  to  his  own  statement,  is  directly  opposed  to  the  general  Regulation  No.  10» 
before  quoted,  which  provides  that  there  should  be  not  less  than  15  minutes;  and  therefore 
highly  reprehensible  on  his  part.  The  guard  states,  that  he  did  not  know  at  what  time  the 
train  was  at  Poole ;  nor  did  the  driver,  who  stated,  however,  that  he  believed  it  was  20 
minutes  before  the  train  was  due,  and  that  he  started  by  signal  from  the  guard.  Both  guard 
and  driver,  if  they  had  been  responsible,  ought  to  have  known  precisely  vvhether  the  passenger 
train  behind  them  wtis  due  in  15  minutes  or  not*  The  necessity  of  this  recommendation  is 
iurther  shown  by  the  fact,  that  neither  the  driver  nor  guard  of  the  goods  train  considered  them- 
selves wrong  in  shunting  at  Horsforth  without  the  station<-ma8ter*s  permission. 

Thirdly,  from  the  nature  of  the  gradients  it  appears,  that  under  favourable  circumstances, 
of  a  moderate  road  and  good  state  of  rails,  the  time  provided  by  the  above  regulation  is  not 
sufficient,  as  the  goods  train  had,  in  the  present  case,  barely  sufficient  time  to  be  shunted  out  of 
the  way  of  the  following  passenger  train.  It  appears,  therefore,  that  this  interval  should  be 
considerably  increased ;  the  only  inconvenience  from  which  that  can  occur  in  the  present  state 
of  the  traffic  on  this  railway  being  a  sKght  consumption  of  fuel. 

Fourthly,  advantage  and  greater  safety  would  accrue  in  the  working  of  the  Horsforth 
station  if  the  levers  by  which  the  signals  are  worked  were  brought  nearer  to.  each  other,  and 
placed  in  some  central  position,  so  as  to  economize  the  time  of  the  person  employed  to  turn 
them  ;  which  might,  in  the  present  instance,  have  prevented  the  accident.  I  have  in  previous 
inquiries  remarked,  that  greater  safety  is  secured  by  the  proximity  of  signals  at  stations ;  and 
it  is  very  evident  from  the  case  now  under  consideration,  when  by  a  better  arrangement  6f  the 
levers,  which  were  40  yards  apart,  and  by  working  the  up  and  down  signals,  it  is  possible  that  the 
cKpresB  train  might  have  been  stopped,  and  the  coll^ion  saved.  This  suggestion  might,  I  conceive, 
be  applied  with  advantage  at  all  railway  stations  to  the  arrangements  of  which  it  may  apply. 

Fifthly,  the  guard  or  fireman  called  to  a  boy  not  in  the  employment  of  the  railway  Com- 
pany to  bold  the  points  while  the  train  w««  being  shunted ;  and  a  person  not  in  the  employ- 
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ment  of  the  Company  turned  the  signal  for  the  station-master  at  Horsfbrth*  The, practice  of 
calling  in  the  aid  of  strangers  to  assist  in  workbg  a  railway  is  decidedly  bad,  and  not  conducive 
to  public  safety. 

Sixthly,  it  appeared  in  the  course  of  the  inquiry,  that  the  only  guard  with  the  express  traiiv 
was  in  the  van  betu^een  the  passenger  carriages  and  the  engine,  and  therefore  that  the .  only 
means  of  stopping  the  train  was  in  the  front  part  of  it.  In  the  present  instance,  the  vaa 
operated  beneBcially  in  breaking  the  force  of  the  concussion  to  the  passengers;  but  it  nerer* 
theless  appears  to  be  a  wrong  principle  to  place  the  only  means  of  arresting  the  progress  of 
the  train  in  the  front. 

1 .  Because  in  stopping  it  causes  severe  jerking  to  the  passengers,  unless  applied  with 
great  caution. 

2.  In  the  event  of  a  collision,  when,  the  breaks  are  applied  before  the  actual  contact, 
the  carriages  by  over-running  each  other  drive  all  the  breaks  home,  and  leave  no  furflier 
action  for  the  buffer-springs  to  break  the  force  of  the  collision ;  and 

3.  In  the  event  of  a  separation  of  a  couple,  the  passengers  are  left  on  the  line  without 
any  person  having  a  knowledge  of  the  mode  to  be  adopted  to  prevent  accidents ;  and 

4.  Should  this  happen  in  ascending  an 'incline,  the  carriages  may  return  upon  the 
wrong  line,  and  produce  serious  disasters.  TTiis  applies  more  especially  to  a  railway  with 
long  continued  severe  gradients,  having  stations  upon  them  and  at  tneir  bases,  such  as 
the  portion  of  the  Leeds  and  Thirsk  before  described,  in  reference  to  this  accident. 
Had  either  of  these  carriages  become  disconnected  from  the  train,  it  would  have  ruii 
back  with  no  power  to  arrest  it  before  entering  the  Leeds  station ;  for  it  cannot  be  pre- 
sumed that  the  short  incline,  in  the  reverse  direction,  before  entering  the  station,  would 
have  had  the  effect  of  stopping  them  ;  added  to  which,  they  would  probably  have  met? 
some  obstruction  before  reaching  the  station. 

The  Board  of  Trade,  in  their  printed  Report,  presented  to  Parliament  in  1841,  recom- 
mended that  all  trains  should  have  a  break  upon  the  last  carriage ;  and  I  have  often  had 
occasion  to  remark  the  utility  of  the  recommendation,  and  the  consequent  greater  safety  to 
the  public. 

Seventhly,  as  regards  tlie  Horsforth  station,  and  the  working  of  the  particular  train  which 
is  due  thereat  at  7*35  p.m.,  being  that  out  of  the  way  of  which  the  goods  train  was  being 
shunted,  I  have  to  remark,  that  this  train  is  due  precisely  at  the  time  that  the  express  train  is 
expected,  and  the  passengers  in  going  to  it  have  to  cross  the  railway  upon  the  level  of  the 
rails.  In  doinff  so  they  cannot  see  the  express  train  coming  at  a  greater  distance  than  about 
200  yards;  and  I  was  informed  that  they  are  in  the  habit  of  waiting  at  the  ticket-oflSce  or 
station-house  until  they  hear  the  up-train  coming,  which  can  only  be  seen  at  a  very  short 
distance  also.  This  system  does  not  appear  to  me  sufficiently  to  provide  for  the  safetv  of 
passengers,  whose  security  (more  especially  where  women  and  children  have  to  cross  the  line) 
ought  to  be  maintained  during  crossing,  by  means  of  the  signals.  An  instruction  (No.  19) 
provides  that,  *'  no  station  shall  be  passed  at  a  greater  speed  than  20  miles  an  hour,  if  a  traia 
be  standing  on  the  other  line;"  but  this  seems  to  be  inapplicable  where  stations  can  only  be' 
seen  such  short  distances,  and  where  express  trains  perform  rapid  journeys. 

Eighthly,  there  is  one  other  point  which  I  would  remark  upon  in  the  regulations  of  the 
Company^  that  the  distance,  800  yards,  prescribed  for  a  signal-man  to  be  sent  to  cover  an 
obstruction,  or  protect  a  train  whilst  standing  upon  the  line,  appears  to  me  not  to  be  sufficient 
upon  such  inclines  as  those  before  quoted,  unless  some  other  means  for  stopping  a  train  besides 
such  as  could  have  been  applied  to  the  express  or  goods  train  in  the  present  instance. 

Copious  notes  of  the  evidence  taken  by  me,  and  a  copy  of  the  Company's  regulations,  such 
as  are  issued  to  their  servants,  are  annexed.  I  have  only  remarked  upon  those  rules  which 
have  come  under  my  notice,  in  connexion  with  this  accident.  The  Company  informed  me 
that  they  had  it  in  contemplation  to  prosecute  the  engine-driver  and  guard  of  the  goods  train  ; 
but  I  must  remark,  that  the  principal  blame  appears  to  me  to  attach  to  the  management,  and 
not  to  the  servants  of  the  railway.  The  rules  are  very  vague,  and  the  system  of  working  will, 
I  think,  from  the  preceding  remarks,  evidently  be  seen  to  be  lax ;  and  sufficient  attention. is  not 
rendered  to  that  punctuality  and  regularity  which  are  so  necessary  to  the  safe  working  of  rail- 
ways. No  train  ought,  if  possible,  to  be  worked  witliout  a  time-table,  and  an  accurate 
register  of  the  arrival  and  departure  of  every  train  at  such  station,  and  of  its  passing  each 
station,  even  when  it  does  not  stop,  if  kept  independently  both  by  the  guards  and .  station 
clerks,  would  be  found  to  be  a  wholesome  check  upon  the  servants  of  the  Company,  and  enable 
them  to  adjust  their  time-tables  to  suit  the  practical  working  of  the  railway.  This  last 
recommendation  is  almost  unattended  with  expense,  and  can  only  require  increased  attention 
on  the  part  of  the  employ^  of  the  Company,  and  therefore  may,  I  conceive,  be  applied  with 
very  great  advantage. 

I  have,  &c., 

Capt.  Harness,  R.E.,  J.  L.  A.  Simmons, 

•  Sfc.        8fc.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  WltitehaU, 
Sir,  Oc^ofer  11,  1849. 

I  EAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the 
enclosed  copy  of  a  Report  made  to  them  by  Capt  Simmons,  on  the  collision  which  occurred 
at  the  Horsforth  station,  between  a  goods  and  an  express  train,  on  the  evening  of  the  20th 
ult.,  and  by  which  the  death  of  James  Clarke,  the  fireman  of  the  goods  train,  was  occasioned. 


Digitized  by 


Google 


APPENDIX  to  REPORT  of  the  COMMISSIONERS  o/HAILWAYS.         117 

The  ODminissioners  consider  that  the  remarks  made  by  Capt.  Simmons  in  this  Report 
upon  the  several  circumstances  attending  the  accident,  upon  the  system  on  which  the  goods 
trains  of  the  Company  are  worked,  on  the  vague  and  apparently  conflicting  nature  of  some  of 
the  rules  and  regulations  issued  to  the  servants  of  the  Company,  and  on  the  defective  arrange- 
ments of  the  stopping  power  of  the  express  train,  together  with  his  various  suggestions  on 
these  points,  and  also  with  respect  to  the  position  of  the  signal  levers,  and  the  precaution 
required  for  the  safety  of  the  passengers  at  the  Horsforth  station,  deserve  the  immediate  and 
very  serious  attention  of  the  Directors  of  the  Company. 

The  difficulty  experienced  .by  Capt.  Simmons  in  ascertaining  the  time  at  which  the  goods 
train,  to  which  the  accident  occurred,  was  dispatched  from  Thirsk,  appears  to  the  Commis- 
sioners to  justify  the  inference  that  the  traflSc  arrangements  of  the  Company  must  at  present 
be  defective,  while  the  severe  gradients  upon  the  line  render  most  careful  management,  and  the 
strict  enforcement  of  clear  and  definite  instructions  particularly  necessary  for  the  public 
safety.  And  the  Commissioners  trust  that  the  subject  will  be  carefully  investigated  by  the 
Directors  of  the  Company,  and  a  more  efficient  system  introduced. 

I  have,  &c.. 
To  the  Secretary  of  the  H.  D.  Harness, 

Leeds  and  Thirsk  Railway  Company.  Capt.  Royal  Engineers. 
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SOUTH  DEVON  RAILWAY. 

Sir,  Whitehall  October  15,  1849. 

I  HAVE  to  report  to  you  that,  upon  the  receipt  of  your  letter  of  the  29th  June,  desiring 
me  to  examine  into  and  report  upon  the  circumstances  of  an  accideift  occasioned  by  the  burst- 
ing of  the  boiler  of  an  engine  attached  to  a  goods  train  upon  the  South  Devon  Railway, 
reported  in  a  letter  from  that  Company  of  the  previous  day,  herewith  returned,  I  proceeded  to 
Plympton,  the  station  at  which  the  accident  happened,  on  the  2nd  July,  and  there  examined 
the  engine,  and  afterwards  attended  the  adjourned  meeting  of  the  jury  summoned  by  the 
coroner,  to  investigate,  the  circumstances  attending  the  death  of  Henry  Evans,  the  stoker,  who 
was  killed  by  the  explosiou,  and  heard  the  evidence  of  those  persons  who  appeared  and  spoke 
as  to  the  facts  connected  therewith,  as  also  of  those  who  by  their  position  and  scientific  acquire- 
ments were  condidered  capable  of  throwing  any  light  upon  the  subject.  The  facts  of  the  case 
are  as  follows: — The  engine  '*  Goliah"  started  from  the  Plymouth  station  with  a  goods  train 
about  7*30  P.M.,  on  the  27th  June,  and  having  surmounted  the  steep  incline  on  leaving  that 
station,  came  down  a  gradient  of  about  three-quarters  of  a  mile  in  length,  inclined  at  1  in  60, 
to  Laira  station  by  the  force  of  gravity,  without  steam,  and  then  proceeded  about  two  miles 
over  a  portion  of  the  railway,  where  the  gradients  are  of  a  moderate  nature,  until  arriving  at 
Plympton  station,  when  the  speed  of  the  train  was  slated  to  be  from  25  to  35  miles  per  hour. 
At  this  point  the  ascent  of  the  Heberden  incline  commences,  which  is  very  steep,  about  1  in 
47,  and  3  miles  in  length.  The  engine-driver  stated  that,  on  arriving  at  the  foot  of  the  incline, 
he  put  on  more  steam,  as  was  customary,  by  the  opening  of  the  regulator,  and  immediately 
heard  a  crack,  and  was  thro\vn  from  the  engine.  The  fireman,  who  was  the  only  other  person 
on  the  engine,  was  killed,  the  boiler  having  burst,  and  the  engine  making  several  bounds,  and 
at  length  coming  to  rest  not  far  from  where  the  explosion  took  place,  being  turned  end  for  end, 
and  lying  on  its  right  side.  The  guard,  who  was  in  the  break-van,  at  the  rear  of  the  train, 
which  consisted  in  all  of  eight  trucks  and  waggons,  with  very  light  loads,  the  gross  weight, 
including  waggons,  being  somewhat  less  than  oO  tons,  !rt£|tes  that  he  heard  a  slight  explosion, 
and  becoming  immediately  enveloped  in  steam,  he  applied  his  brejik.  He  was  not  injured,  nor 
was  another  person  who  was  in  the  van  with  him.  Immediately  before  the  accident  they  had 
seen  that  the  '*  all  right "  signal  was  exhibited  at  the  Plympton  station. 

The  signal-man  on  duty  at  the  Plympton  station  stated,  that  the  train  was  travelling  at  the 
rate  of  about  30  miles  an  hour ;  that  the  driver  and  the  fireman  were  on  the  engine,  and  that 
the  former  had  the  handle  of  the  safety-valve  in  his  hand;  that  the  train  had  scarcely  passed 
him  when  he  heard  a  report,  and  saw  the  place  covd!ed  with  steam.  Upon  the  examination 
of  the  engine,  it  was  found  that  the  top  of  the  fire-box  had  been  forced  downwards,  driving  out 
the  fire  and  fire-bars,  and  the  engine  was  otherwise  much  damaged.  The  dome  and  other 
parts  of  the  boiler  were  perfect.  It  appears  that  the  engine  had  undergone  a  thorough  repair 
in  April,  upon  which  occasion  it  was  supplied  with  an  entire  new  set  of  tubes,  and  had  only 
recommenced  work  on  the  24th  June,  the  accident  occurring  on  the  27th.  The  engineman, 
George  Thompson,  who  bears  a  good  character,  and  gave  his  evidence  in  a  very  clear,  and 
apparently  satifactory  manner,  although  still  confined  to  his  bed  by  the  shock  he  had  sus- 
tained, stated  that  the  steam  was  blowing  oflF  from  the  safety-valve,  at  a  pressure  of  73  lbs.  to 
the  inch,  and  that  the  gauge-glass  was  fuU,  but  tliat  he  had  not  tried  the  height  of  the  water  in 
the  boiler  by  the  gauge-cocks  since  leaving  Plymouth ;  that  the  feed-pumps  had  been  working 
from  the  foot  of  the  Laira  incline,  that  is,  for  about  two  miles  previously  to  the  accident.  He 
further  stated  that  neither  he  nor  his  fireman  were  holding  down  the  safety-valve  at  the  time 
of  the  accident. 

From  the  evidence  and  appearances  of  the  engine,  it- appears  certain  that  the  accident  was 
produced  by  the  explosion  of  tne  boiler,  which  took  place  by  the  forcing  in  of  the  top  of  the 
fire-box,  which  was  divided  in  a  straight  line  along  the  edge  where  it  joins  the  back  of  the  fire- 
box in  the  position  marked  A,  in  the  accompanying  sketch,  as  if  it  had  been  cut  by  shears,  the 
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Appendix  No.  61.  crown  of  the  fire-box  remaining  otherwise  quite  perfect.  The 
fire-box  was  constructed  at  the  same  time  as  the  engine,  and 
was  delivered  to  the  Great  Western  Company,  in  1842,  the 
thickness  of  the  copper-plates  of  which  it  is  constructed  then  having 
been  7-16th8  of  an  inch,  but  they  are  now  reduced  by  wear  as 
shown  by  the  fractures  to  6-16ths  of  an  inch.  Mr.  Martly,  the 
locomotive  Superintendent  upon  the  South  Devon  Railway,  stated, 
that  upon  his  examination  of  the  engine  on  the  evening  of  the  27th, 
after  the  accident  he  found  the  sj^ety-valve,  with  a  patent  gra- 
duated Salter's  spring  balance,  screwed  down  to  70  lbs.  At  the 
time  of  my  examination  of  the  engine,  it  had  been  taken  off,  as 
well  as  the  other  safety-valve ;  in  taking  oflf  the  latter,  however, 
the  precaution  had  been  taken  of  measuring  the  distance  of  the 

adjusting  nuts  upon  the  screws,  so  that  the  amount  of  pressure  upon  it  could  be  tested^  It  was 
ascertained  that  this  amounted  to  150  lbs.  on  the  square  inch,  being  double  what  it  ou^ht  to  have 
been.  The  engine  was  supplied  widi  two  of  these  valves,  each  3^  inches  in  diameter,  placed  close 
together  on  the  dome  of  the  engine,  one  being  connected  by  a  lever  with  a  patent  spring  balance 
under  the  control  of  the  driver,  the  other  being  adjusted  by  nuts  working  on  fixed  screws  requiring 
wrenches  to  move  them,  is  so  situated  that  it  could  not  well  be  altered  while  the  engine  is  in 
motion.  It  must,  therefore,  have  left  P^nuMith  in  this  condition,  and  supposing  a  high 
pressure  of  steam  to  have  been  generated  from  some  cause  in  the  boiler,  the  screw-down  valve 
would  not  be  effectual  until  the  pressure  had  arrived  to  at  least  150  lbs.  on  the  square  inch. 
The  engine-drivers  are  instructed  not  to  hold  down  the  spring  balance  so  as  to  produce  higher 
pressures  than  authorized,  which,  in  the  present  instance,  was  70  lbs.  on  the  square  inch ;  and  I 
see  no  reason  for  doubting  the  veracity  of  the  engine-man  on  this  point,  who  distinctly  denies 
having  done  so,  and  the  more  so  from  the  fact  that,  at  the  speed  at  which  it  was  acknow- 
ledged by  all  parties  that  the  train  was  travelling,  it  woiJd  have  been  very  difficult  for  the 
signal-man  to  distinguish  that  the  driver's  hand  was  upon  the  balance  of  the  safety-valve  as  he- 
stated,  and  not  upon  the  reg^ulator  handle,  which  is  close  to  that  balance.  It  is  possible,  how- 
ever, that  he  might  have  held,  down  the  valve,  intending  to  get  a  higher  pressure  to  assist  him? 
on  the  incline,  justly  supposing  that  the  steam  issuing  from  the  screw-down  valve  would 
have  given  due  notice  before  a  dangerous  pressure  could  have  been  obtained ;  but  even  this 
would  not  account  for  the  explosion  taking  place  as  it  did,  according  to  the  statement  of  the 
driver,  immediately  upon  his  increasing  the  supply  of  steam  by  the  regulator,  which  would 
hjave  relieved  the  pressure  in  the  boiler,  unless  some  other  cause  had  oeen  in  operation  to 
increase  the  supply  of  steam  faster  than  it  could  be  carried  oflP  by  the  valves  and  through  the 
cylinders.  Such  being  the  case,  the  accident  must  be  accounted  for  under  the  supposition 
that  the  supply  of  water  in  the  boiler  had  not  been  kept  up  so  as  to  cover  the  crown  of  the  fire- 
box, which  therefore  would  become  so  hot  that  the  water  at  a  high  temperature  flowing  over  if, 
either  in  consequence  of  the  inclination  in  the  railway  or  the  sudden  opening  of  the  regulator, 
would  be  suddenly  flashed  into  steam  in  such  quantities  that  the  valves  and  supply  to 
the  cylinders  no  longer  sufficed  to  relieve  the  boiler.  This  is  the  only  satisfactory  method 
of  accounting  for  tl)e  accident,  and  would  tend  to  show  that  the  soft  metal  plug  in  the  crown 
of  the  fire-box  was  made  of  a  metal  the  point  of  fusion  of  which  was  too  high.  This  plug  is 
inserted  for  the  purpose  of  saving  or  preventing  such  an  accident  as  that  now  under  considera- 
tion,  and  ought  to  fuse  at  a  temperature  slightly  exceeding  that  of  the  steam  at  the  highest 
pressure  at  which  it  is  used.  In  the  present  case  tin  was  used  for  the  plug,  wbidi 
fuses  at  a  temperature  of  about  442^  of  Fahrenheit,  artd  the  temperature  of  the 
steam  at  the  highest  authorized  pressure  was  only  about  312^,  which  would  therefore 
have  allowed  the  steam  to  arrive  at  a  pressure  far  beyond  the  powers  of  resistance  of 
the  boiler,  without  being  fused,  and  was  therefore  useless  as  a  precaution  for  safety. 
The  question  naturally  arises,  whether  even  if  the  plug  had  melted  upon  the  steam  arriving 
at  a  pressure  exceeding  the  authorized  point,  the  steam  could  have  escaped  as  fast  as 
generated.  This  appears  doubtful,  if  the  metal  had  been  allowed  to  arrive  at  a  temperature 
much  exceeding  that  corresponding  to  the  maximum  pressure ;  but,  on  the  contrary,  if  the 
metal  plug  had  been  so  formed  as  to  fuse  at  a  temperature  exceeding  by  a  few  degrees 
only  that  of  the  steam  of  maximum  authorized  pressure,  an  escape  would  have  been  afibrded 
in  addition  to  the  safety  valves,  and  timely  notice  would  have  given  that  the  water  was 
becoming  too  low  in  the  boiler.  Such  accidents  as  that  tmder  consideratioji  have  been 
very  rare,  indeed,  and  will  probably  continue  so  in  consequence  of  the  tubes  being  found  to  be 
generally  the  weakest  part  of  the  boiler,  and  that  they  often  burst  without  producing  serious 
injury ;  but  it  appears  wrong  in  principle  to  place  a  soft  metal  plug  in  a  fire-box  for  a  given 
purpose,  when  it  is  useless  on  those  occasions  for  which  it  was  originally  intended;  for  which 
reason  it  appears  advisable  that  an  alloy  should  be  substituted  for  tin,  the  fusing  point  of 
which  should  fall  within  the  temperature  of  steam,  of  a  pressure  within  the  powers  of  resistance 
of  the  boiler,  and  only  slightly  exceeding  the  maximum  authorized  as  the  working  pressure. 
In  consequence  of  the  high  pressure  at  which  it  was  discovered  that  the  screw-down  valve 
was  fixed,  Mr.  Gooch,  the  locomotive  Superintendent  of  the  Great  Western  Railway,  to  which 
Company  the  engine  belonged,  has  issued  the  annexed  circular,  by  which  the  men  are  made 
individually  responsible  for  the  pressure  on  these  valves.  As  to  the  manner  in  which  the 
water  was  allowed  to  become  too  low  in  the  boiler,  it  appears  that  the  driver  had  not  tried 
the  gauge-cocks,  and  which  in  practice  drivers  seldom  use,  trusting  entirely  to  the  glass  gauge» 
which  in  the  present  instance  he  must  either  have  neglected  or  it  must  have  become  choked^ 
and  so  deceived  him.  This  point  cannot  be  ascertained,  as  the  glass  and  tubes  connecting  it 
with  the  boiler  were  broken.     The  pumps  were  injured  by  the  explosion,  and  the  connexion 
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with  the  tender  severed,  so  that  ills  not  possible  to  know  whether  the  feed-pumps  were  working   ^ppendiK  No.  61. 
aright.     In  conclusion,  I  have  to  regret  that  this  report  has  not  been  earlier  transmitted  to 
to  the  Commissiooers^  but  circumstances  over  which  I  have  had  no  control  have  intervened 
to  prevent  it. 

I  have,  &c^ 


SmiOiDflmi 
Railway. 


Copt.  Mxme$s.  R.E.^ 


J.  L.  A.  Sim liOHs,  Copt.  RJE,, 

Inspector  ofBa%hoay$. 


Nones  TO  Enginemen  and  Firemen. 

PaddmgUm^  July  5,  1649. 

A  aerioBs  accident  harwg  occurred  on  the  South  Devon  Railway,  in  eonsequeBce  of  tke  roof  of  die 
fire-box  giving  way,  the  enginemen  and  firemen  are  desired  strictly  to  observe  ^e  following  order:— 

The  engineman  must  once  every  week  himself  examine  both  his  safety-valves*  and  ascertain  that 
they  are  in  proper  working  order,  and  that  the  spring  valve  is  not  screffved  down  to  a  pressure  beyond 
75  lbs.  on  the  square  inch  in  the  old  engines,  and  100  lbs.  in  the  engines  built  at  Swindon.  The  lever- 
valve  to  be  kept  at  4  or  5  lbs.  below  these  pressures ;  but  should  any  of  the  spring  balances  not  be  loiy 
enough  to  act  beyond  the  70  or  95  lbs.,  as  the  case  may  be,  the  pressure  in  the  boiler  must  in  that 
case  be  kept  less>  so  tiiat  it  may  always  be  at  least  5  lbs.  below  the  greatest  range  of  the  balance.  The 
engineman  after  lie  has  examined  his  safety-valves  each  week,  must  make  a  written  repoii;  in  the 
engine  report-book,  kept  at  his  station,  of  his  having  done  so.  Both  enginemen  and  firemen  are 
itnctly  forbidden  an  say  account  to  hold  down  the  lever-valve  after  it  is  screwed  to  the  proper  pressure, 
or  at-any  lime  to  press ,ihe  boikfs  b^cmd  Ibe  possanffes  allowed  by  this  order. 

(Signed)  Dahiel  Oooch. 


Offiice  ef  Commissioners  ofRctiheays,  WhiUehaU^ 
Snu,  October  18,  1849. 

I  HAVE  been  directed  ly  die  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  a  report  made  to  them  by  Captain  Sinmions,  on  the  fatal  accident  which 
t>ccnrred  on  the  Soum  Devon  Railway^  on  the  27th  June,  by  the  bursting  of  the  boiler  of  a 
locomotive  engine,  and  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company 
thereto^  and  particularly  to  the  observation  made  by  Captain  Simmons  on  the  high  pressure  to 
which  tiie  second  safety-valve^  or  that  not  under  the  control  of  the  engine-driver,  had  beei^ 
adjusted,  and  on  the  metal  employed  for  the  safety-plug  in  the  fire-box.  The  first  of  these  points 
appear  only  to  require  the  strict  enforcement  of  a  simple  regidation^  but  the  second  appears  to 
deserve  the  careful  consideration  of  the  locomotive  Superintondent  of  the  Company,  and  the 
Commissioners  are  desirous  to  be  informed  of  any  modifications  in  the  composition  or  arrange- 
ment of  the  safety-plug  which  he  may  after  such  consideration  recommend  for  adqption  in  the 
engines  belonging  to  the  Company. 

I  have,  .&c.. 


Tlie  Secretary  of  the 

JSouth  Dewu  Baiiway  Company. 


JEL  p.  HARNsas, 

Capt,  Royal  Enginsst^ 


SlB^  Flymouih,  October  29,  1849. 

I  BAVB  ikt  hmrwKxr  io  aekno«idedg»  the  reeeipt  of  your  letter  tif  the  J  8th  ioatanf, 
eiudoaing  the  report  of  Captain  Simmons  on  the  fatal  acoideot  wfaich  ooeurred  at  Plympton  on 
the  27th  June  last 

Your  letter  and  Captaia  Shnmons*  report  have  been  duly  laid  before  the  Directors,  and  I 
am  instaniotod,  in  reply,  to  explain  that  the  locomotive  arrangements  of  the  line  are  -entiroly 
imder  the  management  of  the  Great  Western  Railway  Company,  but  that  the  Board  of 
Directors  ha^e,  mrough  their  engineer^  Mr.  Brunei,  comnmnioated  Captain  Sinraions*  report 
to  the  locomotive  Superintendent  of  the  Great  Western  Company^  and  have  requested  par-^ 
tieokr  attention  to  the  reeonmtendations  which  it  ixmvegrs. 

I  have,  &c.y 

Gg?e.  Harness,  R.K,  W.  Cabr. 

ire.      ^c. 


Appendix  No.  62. 
LANCASHIRE  AND  YORKSHIRE  RAILWAY. 


Appendix  No.  62. 

Lancashire  and 
Yorkshire  Railwaj. 


Sir,  Raxhoay  Commissioners^  Officii  October  37,  1849. 

1  HAVE  the  honour  to  lay  before  you,  for  the  information  of  the  Commissioners,  the 
result  of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  between  two 
trains  on  the  evening  of  the  20th  September  last,  upon  the  Lytham  Branch  of  the  Lancashire 
and  Yorkshire  Railway. 

The  Lytham  Branch  is  a  single  line  5  miles  in  length,  connecting  the  seaport  of  Lytham 
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Appendix  No.  62.    with  the  lines  of  the  Preston  and  Wyre  Railway,  with  which  it  forms  a  junction  near  the 
Kirkham  station. 

The  ordinary  traffic  upon  this  single  line  is  managed  with  one  engine,  which  runs  to  and  fro' 
between  Lytham  and  the  Kirkham  junction,  where  it  meets  the  trains  upon  the  Preston  and 
Wyre  lines.  During  some  of  the  summer  months,  however,  a  considerable  local  traffic  spriogrs 
up  between  pkces  along  the  coast,  and  to  accommodate  this  local  or  coast  traffic,  local  trains 
are  run  between  Lytham  and  Fleetwood,  wholly  independent  of  the  ordinary  Preston  and 
Wyre  trains.  This  local  traffic  renders  it  necessary  to  have  a  second  engine  running  upon  the 
single  branch,  but  the  times  of  starting  are  so  arranged  as  not  to  interfere  with  me  reg\ilar 
branch  trains. 

In  addition  to  the  preceding  two  sets  of  passenger-trains,  it  is  continually  happening  that 
the  branch  engine,  in  the  intervals  between  its  passenger-trains,  is  employed  in  running  special 
or  goods-trains  between  Lytham  and  the  Kirkham  junction,  and  occasionally,  when  there  is  a 
great  demand  for  coal  at  Lytham,  a  third  or  special  engine  is  sent  from  Preston  with  a  coal-, 
train.  In  all  such  cases,  however,  the  special,  or  goods-train,  if  proceeding  towards  Lytham, 
is  bound  to  wait  at  the  Kirkham  junction  till  a  regular  passenger-train  to  Lytham  has  passed, 
when  it  follows  it  down  the  single  line ;.  and  if  returning  from  Lytham,  it  must  in  like  manner 
wait  till  a  passenger-train  has  started,  when  it  again  follows  it  up.  the  single  line.  These 
regulations,  if  strictly  adhered  to,  would  provide  for  the  safety  of  the  traffic, — for  the  regular 
trains  being  expected  at  the  other  end,  the  line  is  kept  clear  for  them^  and  on  reaching  that 
end,  they  give  notice  of  the  special  or  goods-train  which  follows. 

In  the  month  of  September  last  the  two  sets  of  trains  were  running  upon  the  single  line,  and 
on  the  20th  of  that  month  there  was  an  agricultural  meeting  held  at  Lytham,  with  a  show  of 
agricultural  implements  and  cattle,  and  an  unwonted  increase  took  place  in  consequence  in  the 
traffic  upon  the  Lytham  Branch.  This  meeting  is  of  rare  occurrence,  taking  place,  as  I  am 
informed,  only  once  in  three  years. 

As  it  was  feared  that,  in  consequence  of  such  a  sudden  increase  of  traffic,  the  ordinary  staff 
of  the  Lytham  station  would  prove  inadequate  to  the  occasion,  two  of  the  Company's  servants, 
a  Foreman  of  the  locomotive  department,'  and  a  Superintendent  of  Goods  traffic,  went  ^omn 
from  Fleetwood,  the  former  to  superintend  the  working  of  the  passenger-trains,  and  the  latter 
to  take  charge  of  the  traffic  in  agricultural  implements  and  cattle. 

The  last  passenger-trains  for  Fleetwood  and  for  the  Kirkham  junction  leave  Lytham  oi> 
ordinary  occasions  immediately  after  one  another  at  10  minutes  before  7,  the  branch  engine 
returning  to  Lytham,  and  the  Fleetwood  engine  remaining  at  Fleetwood  for  the  night.  On 
this  occasion  the  trains  were  to  have  started  at  the  usual  time,  but  as  it  had  been  arranged  to 
run  two  extra  or  special  trains  from  Lytham  at  9  p.m.,  the  locomotive  Foreman  directed  the 
Fleetwood  driver  to  come  back  to  Lytham,  and  to  bring  back  with  him  some  empty  carriages 
to  help  to  make  up  the  special  trains ;  he  told  him  he  would  keep  the  line  clear  for  him  from 
\  past  8  till  9. 

These  directions  were  given  by  the  locomotive  Foreman  at  }  past  6,  and  had  the  trains 
started  at  the  appointed  time — 10  minutes  before  7 — there  would  have  been  ample  time  to 
carrjr  them  out  The  Fleetwood  driver  might  have  reached  Fleetwood,  got  some  empty 
carnages  together,  and'returned  with  them  to  Lytham  by  a  J  to  9.  The  Foreman*s  arrange- 
ment therefore  was  a  good  one  if  punctually  carried  out. 

But  the  same  Foreman,  instead  of  starting  the  trains  at  10  minutes  before  7,  allowed  them 
to  be  detained  to  wait  for  passengers  till  20  minutes  before  8,  and  even  then  the  Fleetwood 
train  started  behind  the  branch  one,  and  was  therefore  sure  to  be  delayed  some  time  before  it 
could  pass  it  at  the  Kirkham  junction.  Under  these  circumstances,  the  instructions  given  at 
^  past  6  were  no  longer  applicable,  for  the  Fleetwood  driver  could  not  possibly  get  back  to 
Ljrtham  before  }  past  9:  yet  the  Foreman  gave  no  fresh  instructions;  he  took  it  for  granted 
that  the  driver  knew  that  the  branch  special-train  would  start  at  9,  and  he  trusted  to  the  man's 
prudence  for  keeping  out  of  its  way;  this  was  an  unfortunate  omission. 

'  It  is  probable  that  the  Fteeetwood  driver,  who  knew  that  the  branch  train  was  tinoied  to 
leave  Lytham  at  9,  would  have  acted  as  the  Foreman  supposed,'  namely,  on  reaching  the 
Kirkham  junction  on  liis  return  at  20  minutes  past  9,  have  waited  there  till  the  branch  special- 
train  had  come  up,  had  he  been  left  to  the  exercise  of  his  own  discretion,  but  such  was  not  the 
case. 

The  wording  of  the  Foreman  s  instructions,  telling  the  driver  ''to  bring  back  empty  carriages 
to  help  to  make  up  the  special-trains,"  led  the  man  to  beUeve  that  the  special-train  could  not 
be  made  up  till  he  came  back,  and  this  belief  was  stren^hened  by  his  observing  that  when  the 
two  trains  started  at  20  minutes  to  8,  there  was  not  a  single  carriage  left  at  the  station.  To 
make  sure,  however,  as  he  thought,  he  asked  the  Superintendent  of  Goods  traffic  (who  at  this 
moment  appears  to  have  left  hi^  own  branch  of  the  traffic  to  direct  and  expedite  the  arrange- 
ment of  the  passenger-trains)  whether  he  was  to  bring  back  carriages  for  the  special-trains  ? 
and  the  Goods  Superintendent,  seeing  no  carriages  left  at. the  station,  and  falling  into  the  same 
error  as  the  man  himself  laboured  under,  took  it  upon  himself,  without  any  consultation  or 
communication  with  the  locomotive  Foreman,  to  order  the  man  ''to  return  with  as  many 
carriages  as  he  could  get  together,  as  they  had  not  a  single  carriage  to  go  on  with,  on^^o  mahe 
all  haste  SacA."  , 

Now  there  were  at  that  time  10  empty  carriages  unknown  to  the  Fleetwood  driver  or  to  the 
Goods  Superintentendent,  standing  upon  the  Dock  line,  about  a  mile  from  the  Lytham  station, 
and  the  locomotive  Foreman,  who  was  aware  of  their  being  there,  had  determined  to  send  for 
them  to  make  up  the  branch  special-train,  which  he  would  thus  be  enabled  to  start  at  the 
proper  time, — 9  o'clock.  He  knew  nothing  of  the  order  given  by  the  Goods  Superintendent. 
^  Acting  up  to  the  Goods  Superintendent's  mstructions,  the  Fleetwood  driver  reached  Fleetwood 
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at  25  minutes  to  9,  remained  there  15  minutes  to  get  a  train  ready,  and  then  starting  with    App^ndii  No,  62. 
10  empty  carriages,  made  all  haste  to  the  Kirkham  junction,  which  he  reached  at  20  minutes  — 7 

past  9 ;  there,  at  the  entrance  to  the  single  line,  he  asked  the  pointsman  whether  they  had  y^  h^^*R  T'^ 
received  any  fresh  instructions  for  him,  but  they  replied  that  they  had  not  heard  a  word,  at  the  ^^  *  ^^^  *  ^*^* 
same  time  reminding  him  that  a  special-train  was  to  have  left  Lytham  at  9,  and  might  then 
be  on  the  single  line.  The  driver  answered  that  he  was  aware  such  a  train  was  to  have 
started,  but  that  he  was  taking  empty  carriages  to  it,  that  he  had  been  told  to  make  all  haste 
back,  and  that  he  durst  not  stop ;  he  therefore  passed  on  to  the  single  line  at  the  very  time 
that,  ingnorant  of  the  order  this  man  had  received,  the  locomotive  Foreman  was  starting  the 
special-train  from  the  other  end.  Here  we  have  a  strong  instance  of  the  danger  that  is  bkely 
to  ensue,  when  orders  to  engine-drivers  are  issued  by  two  ditterent  persons  in  the  same  station, 
witboutany  communication  with  one  another. 

On  leaving  the  junction,  the  driver  made  all  haste  to  reach  Lytham,  and  had  got  about  half 
way,  when  on  drawing  near  to  the  Moss-side  station,  he  perceived  a-head,  and  rapidly  approaching 
the  white  light  an  engine  bears  in  front  The  distance  at  which  he  perceived  it  he  estimates 
to  have  been  800  yards,  but  it  is  extremely  diflScult  to  form  a  correct  estimate  of  the  distance 
at  which  a  light  is  seen  at  night,  and  upon  this  portion  of  the  evidence,  therefore,  no  reliance 
can  be  placed.  He  immediately  reversed  his  engine,  and  sounded  the  whistle  for  the  stoker 
and  guard  to  apply  their  breaks,  and  when  the  engines  had  approached  within  about  10  yards, 
their  speeds  being  by  that  time  reduced  to  a  very  slow  motion,  he  jumped  off. 

The  foreman  having  sent  for  the  10  carriages  from  the  Dock  line,  proceeded  with  these 
and  three  others  which  had  been  brought  back  by  the  branch  engine  from  Kirkham,  to  make 
up  the  branch  special  train.  At  9  it  was  to  have  started,  but  having  been  delayed  by  the 
great  number  of  passengers,  it  was  in  reality  only  started  at  20  minutes  past  9,  the  foreman 
directing  the  driver  to  see  the  Fleetwood  driver,  who  would  be  waiting  at  the  Kirkham 
junction,  and  to  tell  him  to  remain  there,  and  leave  the  single  line  clear  for  a  cattle  train  that 
was  to  start  from  Lytham  with  a  third  engine  that  had  been  employed  in  the  sidings,  shifting 
and  arranging  the  cattle  trains. 

The  branch  train  therefore  started  at  20  minutes  past  9,  and  was  approaching  the  Moss-side 
station  when  the  driver  perceived  the  lights  of  the  other  train  a-head.  He  sounded  his  whistle 
and  reversed  the  engine,  and  the  stoker  and  guard  applied  their  breaks,  but  both  trains,  and 
particularly  the  one  coming  from  Fleetwood,  must  have  been  running  at  a  high  speed,  and  the 
engines  came  into  collision  before  they  could  be  quite  stopped. 

The  branch  engine  was  not  hurt,  neither  was  the  tender  nor  any  of  the  carriages,  and  the 
passengers  escaped  with  a  few  scratches  and  a  violent  shake.  The  Fleetwood  engine  also 
escaped  injury  beyond  a  bending  of  the  foot-plate,  from  the  tender  being  forced  under  it.  The 
tender  was  slightly  injured,  and  the  coupling  of  one  of  the  carriages  gave  way.  Altogether, 
the  shock  appears  to  have  been  slight. 

I  attribute  the  occurrence  of  this  accident  to  two  causes : — 

1st.  The  omission  of  the  Foreman  of  the  locomotive  department  to  give  the  Fleet- 
wood driver  fresh  instructions,  when  he  had  allowed  the  train  to  be  delayed  so  long  that 
it  was  no  longer  possible  for  the  man  to  carry  out  his  original  instructions  in  safety ;  and 
2ndly.  The  mistaken  zeal  of  the  Superintendent  of  Goods  traffic,  in  venturing  to  direct 
the  movements  of  the  passenger  trains  without  previously  consulting  with  the  locomotive 
Foreman,  and  his  neglecting  to  inform  that  Foreman  of  the  orders  he  had  given. 

It  seems  scarcely  necessary  to  make  any  suggestions,  for  I  believe  these  two  officers  are 
already  fully  aware  of  the  nature  of  the  mistakes  they  made ;  and  there  is  this  to  be  said  in 
their  excuse,  that  the  occasion  was  an  unprecedented  one,  no  such  sudden  influx  of  traffic 
having,  as  I  am  informed,  occurred  on  any  previous  occasion  since  the  branch  was  opened. 

In  conclusion,  I  would  remark  how  much  the  working  of  this  and  of  all  other  single  lines  would 
be  facilitated  and  rendered  comparatively  safe  by  the  adoption  of  the  electric  telegraph.  It  is, 
in  my  opinion,  a  point  worthy  of  the  serious  consideration  of  all  Railway  Companies  possessing 
single  lines,  whether  the  application  of  the  electric  telegraph  to  them  would  not  be  a  judicious 
measure  even  as  a  mere  economical  arrangement,  for  the  consequences  of  a  single  collision 
may  some  day  cost  them  in  a  moment  a  sum  that  would  suffice  to  defray  the  expenses  of  the 
telegraph  for  years. 

I  have,  &c,, 

Capt  Harness,  B.E.^  B.  M.  Laffan, 

^•c.        Sfc.  Capt,  Royal  Engineers. 


Office  of  Commissioners  of  RailtDays^  Whitehall^ 
Sir,  October  29,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  Laffan  upon  the  circumstances  which  attended 
the  coUirion  on  the  20th  ultimo,  upon  the  Lytham  Branch  of  the  Lancashire  and  Yorkshire 
Railway,  and  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company  to  the 
observations  made  by  Captain  Laffan  thereon,  and  particularly  to  his  suggestion  that  the  electric 
telegraph  should  be  adopted  on  the  branch  in  question. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Lancashire  and  Yorkshire  Railway  Company,  Capt.  Royal  Engineers. 
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YiSff'SliiSly.  LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Sir,  ManeheMter,  November  \0,\^^. 

I  HAVR  the  honour  to  lay  before  you,  for  the  information  of  the  Commissioner^  Hob 
result  of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  on  the  main 
line  of  the  Lancashire  and  Yorkshire  Railway^  at  v  km,,  oti  the  morning  of  Saturday  tlsie 
3rd  instant. 

The  point  where  this  accident  occurred  was  at  the  Beaton  Lodge  junction,  ndiere  the  Landau 
and  North  Western  Railway  Company's  line  from  Huddersfield  runs  into  the  main  line  of  the 
Lancashire  and  Yorkshire  Railway,  about  a  mile  to  the  westward  of  the  latter  Company's 
Mirfield  station. 

In  order  to  convey  a  correct  idea  of  the  circumstances  attending  this  collisioa,  it  appears 
necessary  that  I  should  give  a  brief  description  of  the  nature  of  the  traffic,  and  of  the  manner 
in  which  it  is  conducted. 

The  London  and  North  Western  Railway  Company's  line  from  Huddergfield  runs  into  the 
main  line  of  the  Lancashire  and  Yorkshire  Railway  at  Heaton  Lodge;  and  about  3^  miles 
further  on,  to  the  eastward,  the  same  Company's  line  fipom  Dewsbury  also  runs  into  the  same 
main  line.  The  London  and  North  Western  Company  nm  trains  between  Huddersfield  and 
Dewsbury,  using  the  intervening  3i  miles  of  the  Lancashire  and  Yorkshire  line. 

Between  these  two  junctions,  and  about  a  mile  from  II eaten  I.odge,  is  situated  the  Mirfield 
station  of  the  Lancashire  and  Yorkshire  Company ;  and  here  that  Company*s  branch  from 
Lowmore  and  Bradford  comes  into  the  main  line.  The  Company  runs  branch  trains  between 
Bradford,  Lowmoor,  Mirfield,  and  Huddersfield,  using,  for  the  distance  between  Heaton 
Lodge  and  Huddersfield,  the  London  and  North  Western  lines. 

It  thus  appears  that,  over  the  mile  intervening  between  Mirfield  and  the  Heaton  Lodge 
junction,  there  passes,  in  addition  to  the  vast  main-line  traffic  of  the  Lancashire  and  Yorkshire 
Railway,  a  branch  traffic  between  Bradford,  Lowmoor,  Mirfield,  and  Huddersfidd,  and  the 
London  and  North  Western  Company's  trafiic  between  Huddersfield  and  Dewsbury. 

The  branch-trains  of  the  Lancashire  and  Yorkshire  Company  conduct  the  greater  part  of  the 
traffic,  both  in  passengers  and  goods,  between  all  places  on  their  own  Imes,  and  those  on  the 
London  and  North  Western  Company's  lines  as  far  as  Huddersfield. 

The  passenger-traffic  between  places  beyond  Huddersfield  and  all  places  on  the  Lancashire 
and  Yorkshire  Company's  lines,  is  interchanged  at  Mirfield,  where  the  trains  of  both  Com- 
panies stop.  The  goods-traffic  between  the  same  places  is  interchanged  at  the  Heaton  Lodge 
junction. 

At  Heaton  Lodge  the  London  and  North  Wertem  Company  have  a  station,  at  which  all 
their  trains  stop,  upon  their  own  lines.  Here  the  London  and  North  Western  goods-trains 
leave  all  goods-trucks  destined  for  places  on  the  Lancashire  and  Yorkshire  Railway,  and 
take  up  such  trucks  as  may  have  been  left  for  them  by  the  Lancashire  and  Yorkshire 
trains. 

The  Lancashire  and  Yorkshire  passenger-trains  do  not  stop  at  Heaton  Lodge  ;  but  their 
goods-trains  stop  when  they  have  trucks  to  hand  over  to  the  London  and  North  Western 
Company,  or  when  the  station«-master  stops  them,  by  signal,  to  take  up  trucks  he  may  have  to 
hand  over  to  them.  I  am  informed,  that  about  three  in  four  of  the  Lancashire  and  Yorkshire 
goods-trains  stop  at  this  point. 

The  station  at  Heaton  Lodge  belongrs  exclusively  to  the  London  and  North  Western 
Company.  The  Lancashire  and  Yorkshire  passenger-trains  do  not  stop  there;  and  their 
goods-trains,  when  they  stop,  are  placed,  for  the  time  they  remain^  under  the  orders  of  the 
London  and  North  Western  Company's  station-master. 

From  the  nature  of  the  traffic,  its  amount,  and  the  manner  in  which  it  is  conducted,  as 
described  in  the  preceding  sketch,  it  may  be  inferred  that  a  considerable  extent  of  siding  ac- 
commodation must  be  required  at  the  Heaton  Lodge  junction,  and  that  the  siding  should, 
generally,  be  so  placed  with  respect  to  the  main  line  of  the  Lancashire  and  Yorkshire  Railway, 
over  which  by  far  the  greater  amount  of  the  traffic  passes,  as  to  facilitate  as  much  as  possible 
the  transfer  of  goods-trucks,  and  thereby  diminish  the  interval  during  which  every  train  that 
stops  must  necessarily  be  detained. 

On  examining  the  juction,  however,  it  appeared  to  me,  not  only  that  the  extent  of  siding  at 
present  provided  is  insufficient,  but  that,  further,  it  is  vciy  inconveniently  situated  as  regards 
the  Lancashire  and  Yorkshire  trains ;  the  points  leading  to  the  principal  sidings  being  placed 
far  up  on  the  London  and  North  Western  Company's  lines  (259  yards  from  the  junction),  thus 
causing  a  considerable  detention  to  the  Lancashire  and  Yorkshire  goods-trains. 

Having  thus,  as  far  as  appears  at  present  necessary,  described  the  peculiar  features  of  the 
traffic  at  this  point,  I  now  proceed  to  narrate  the  circumstances  more  immediately  attending 
the  collision.  I  have  derived  the  following  information  from  the  evidence  of  servants  of  both 
Companies,  adopting  their  testimony  when  (as  geaerally  happened)  they  all  agreed,  and  on 
some  of  the  minor  points,  whereo^i  there  were  some  discrepancies,  following  that  which  appeared 
to  be  the  more  probable  account 

It  appears  that,  about  8J  a.m.,  on  the  morning  of  Saturday  the  3rd  instant,  there  were  four 
trains,  all  belonging  to  the  Lancashire  and  Yorkshire  Company,  and  all  moving  in  the  same 
direction,  at  that  C^mpanv's  station  at  Mirfield. 

First,  there  was  a  goods*-trmn  from  Normanton  with  part  of  its  trudcs  to  be  delivered. at 
Heaton  Lodge ; 
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Next,  there  was  a  goods-train  from  Leeds ;  Appendix  No.  63. 

Next,  a  branch  passenger-train  from  Mirfield  to  Huddersfield,  waiting  for  these  goods-trains      ,       -—       .. 
«.A  *m^  ^.,«.  rvf  «k^ ««—  -  o  o  liftncasnire  and. 

to  «*  out  of  the  way;  m-      .    r  i,      .u  u       u  .    •  Yorkshiw  lUilwaj. 

And  then  a  branch  goods-train  waiting  m  a  siding  to  follow  the  branch  passenger-train. 

The  first  of  these  trains  left  Mirfield  about  j^  past  8,  and  reached  the  points  of  the  Heaton 
Lodge  junction  at  20  minutes  to  9.  It  consisted  of  an  engine  and  tender,  31  loaded  trucks, 
and  a  break-van.  The  guard  had  received  a  way-bill  at  Nonnanton,  where  the  train  was 
made  up,  directing  him  to  leave  10  trucks  of  coke  at  the  Heaton  Lodge  junction ;  and  it 
appears  that,  of  these  10  trucks,  seven  were  situated  near  the  head  of  the  train,  and  the 
remaining  three  near  the  break-van,  being  separated  from  it,  however,  by  three  other 
trucks. 

On  reporting  to  the  station-master  at  Heaton  Lodge  the  number  of  trucks  to  be  handed 
over  to  him,  and  their  position  in  the  train,  the  latter  directed  the  guard  how  to  place  them 
in  the  sidings ;  and  proceeded  with  them  himself,  the  better  to  guide  Uieir  movements. 

As  those  movements  were  father  complicated,  and  consumed  a  great  deal  of  time,  I  shall 
describe  them : — 

First,  the  train  wasdrawn  partially  on  to  the  London  and  North  Western  line,  till  the  van  in 
rear  with  the  three  trucks  next  it  were  within  a  short  distance  of  the  junction  points.  There  they 
were  uncoupled  and  left  standing  on  the  main  line  of  the  Lancashire  and  Yorkshire  Railway,  pro- 
tected by  a  danger-signal,  distant  432  yards  from  the  points,  and  showing,  as  the  morning  was 
a  very  foggy  one,  a  reid  light  in  addition  to  the  disks.  Meantime  the  great  body  of  the  train 
passed  up  the  London  and  North  Western  line  till  it  cleared  the  points  of  a  short  siding  120 
yards  from  the  junction.  Into  this  it  backed ;  and  in  it  uncoupled,  and  left  the  last  three  coke- 
trucks.  It  then  regained  the  main  hne  of  the  London  and  North  Western  Company;  stopped 
again,  and  uncoupled  and  left  behind,  the  trucks  which  intervened  between  the  last  three  and 
the  first  seven  coke-trucks ;  then  passing  on  till  it  had  cleared  the  points  of  a  second  siding  259 
yards  from  the  junction ;  it  backed  into  it  and  uncoupled,  and  left  the  first  seven  coke- 
trucks  ;  and  regaining  the  main  line  of  the  London  and  North  Western  Company,  again 
backed  on  to  the  trucks  it  had  left  near  the  entrance  of  the  first  siding—* coupled  on  to  them,  and 
backed  the  whole  on  to  the  three  trucks  and  van,  which  had  all  this  time  stood  upon  the 
Lancashire  and  Yorkshire  main  hne.  The  time  consumed  in  these  various  movements  to  and 
fro'  appears  to  have  be^  about  20  minutes.  Nor  were  they  yet  ready  to  start,  for,  on  rejoining 
the  three  trucks  and  van,  it  was  found  these  latter  had  been  drawn  up  so  near  to  the  junction 
points  that  there  was  not  room  for  the  head  of  the  train  to  clear  the  switches,  and  it  conse- 
quently became  neoessary  again  to  back  the  whole  train. 

But  in  the  mean  time  the  second  goods-train  had  come  up  and  stopped  so  close  to  the  break- 
van  of  the  first  that  it  was  necessary  for  it  to  back  too.  Both  trains  were  in  the  act  of  backing 
when  the  branch  passenger-train,  which  followed,  came  up,  and  ran  into  the  second  goods- 
train. 

Here  I  would  pause  for  a  moment  to  direct  the  attention  of  the  Commissioners  to  the  great 
length  of  time  during  which  the  main  line  traffic  of  the  Lancashire  and  Yorkshire  Railway, 
with  all  the  additional  traffic  passing  over  the  mile  between  Mirfield  and  Heaton  Lodge,  was 
completely  blocked,  owing  partly  to  the  want  of  convenient  siding  accommodation  at  the 
junction,  and  partly  to  the  very  inconvenient  way  in  which  the  first  goods-train  was  made  up. 

It  appears  to  me  that,  had  there  been  proper  sidings  at  this  junction,  opening  directly  from 
the  Lancashire  and  Yorkshire  mainline;  and  had  the  goods-train  been  properly  sorted  before 
starting,  by  placing  all  the  trucks  destined  for  Heaton  Iiodge  in  the  same  part  of  the  train, 
the  traffic  need  not  have  been  stopped  for  more  than  six  or  eight  minutes^  instead  of  being 
blocked  up  as  it  was  for  upwards  of  20  minutes. 

On  inquiring  into  the  reasons  why  the  first  goods-train  was  sent  ofi^  irom  Normanton  so 
badly  sorted,  I  was  informed,  that  it  was  because  the  Lancashire  and  Yorkshire  Company  had 
no  means  whatever  of  sorting  their  goods-trains  at  that  station. 

It  appears  that  Normanton  belongs,  partly  to  the  Lancashire  and  Yorkshire  Company  and 
partly  to  the  Midlands  Company;  and  that  the  Midlands  Company  have  charge  of  the  station 
and  complete  control  over  the  arrangements.  One  siding  only  is  given  up  to  the  Lancashire 
and  Yorkshire  Company,  into  which  all  goods<4rucks  destined  for  the  various  places  on  their 
lines  are  put  as  they  happen  to  arrive  from  different  places,  without  any  refeurenee  to  their 
ultimate  destination.  The  Lancashire  and  Yorkshire  Company's  engines  take  out  the  trucks, 
as  they  happen  to  stand  in  the  siding,  and  are  not  allowed  to  remain  in  the  station  to  sort  thenu 
It  may,  therefore,  happen  that  a  goods-train  has  a  dozen  trucks  for  the  same  places  scattered 
all  over  a  lon^  train.  This,  in  my  opinion,  is  a  positive  source  of  danger  on  such  a  busy  line 
as  the  Lancashire  and  Yorkshire  Railway. 

I  now  proceed  to  describe  the  movements  of  the  second  goods-train. 

When  the  first  goods-train,  which  had  come  from  Normanton,  had  left  the  Mirfield  station^ 
the  second,  which  bad  come  from  Leeds,  proceeded  to  shift  some  trucks  in  the  Mirfield  sidings* 
and  to  take  out  13  trucks  which  it  was  to  take  on.  The  engine  then  required  water  and  coke. 
All  this  took  up  15  minutes,  and  the  train  started  at  j^  to  9,  and  reached  the  danger-signal  432 
yards  from  the  Heaton  Lodge  junction  points  at  8  minutes  to  9.  It  passed  the  danger-signal, 
and,  proceeding  very  slowly,  went  up  to  within  a  few  waggon  lengths  of  the  van  left  by  the  first 
goods-train.  There  it  stopped.  The  train  consisted  of  an  engine  and  tender,  19  loaded  trucks, 
and  a  van ;  and  the  van,  when  it  stopped,  was  about  150  yarcb  within  the  danger-signal. 

The  morning  was  a  very  foggy  one,  and  the  danger-signal,  though  showing  a  large  red  light, 
eould  scarcely  be  distinguished  at  a  greater  distance  than  8  or  U)  yards. 

Under  these  circumstances  it  was  clearly  the  duty  of  the  guard  to  have  gone  back  with  a  red 
lamp  and  some  detonating  fog-signals ;  and  to  have  fixed  the  fog-signals  to  the  rails  at  distances 
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Appendix  No.  63.    of  100  feet  apart,  and  the  nearest  not  less  than  400  yards  from  the  train,  as  directed  by  the 

— 7  Lancashire  and  Yorkshire  Company's  printed  instructions. 

V^L^h^^^p^  m"^  2"^  '^^  "^^^  appears  to  have  considered  that  his  train  was  sufficiently  protected  by  the  fixed 

Yor  s  ire  Kai  way.  jj^ng^r.gjgnal  150  yards  behind  him  ;  and  that,  at  any  rate,  having  passed  the  signal-post,  he 
was  within  the  station,  and  under  the  orders  of  the  station-master,  and  that,  therefore,  his  own 
responsibility  ceased.  Instead,  therefore,  of  going  back  to  stop  the  passenger-train,  which  he 
knew  must  be  following  him,  the  guard  left  his  break- van,  and  walked  towards  the  head  of  his 
train,  to  speak  to  the  engine  driver.  This  was  a  grievous  error  of  judgment,  and  unfortunately 
the  proper  person  to  have  corrected  that  error,  the  station-master,  had  left  his  station,  and  gone 
away  up  his  own  line  to  conduct  into  the  proper  sidings  the  coke-trucks  of  the  first  train. 

Wiien  the  first  goods-train  had  come  back  from  the  London  and  North  Western  Company's 
sidings,  and  coupled  on  the  three  trucks  and  van  left  upon  their  own  main  line,  the  guard  of 
that  train  called  to  the  driver  of  the  second  train  to  back,  to  give  room  for  the  first  to  back 
also ;  and  the  driver  of  the  second  train  proceeded  to  back  accordingly.  Yet,  even  then,  the 
guard  of  that  second  train  does  not  appear  to  have  thought  it  necessary  to  take  any  precautions, 
and  the  station-master,  who  now,  for  tlie  first  time,  learnt  the  arrival  of  the  second  train, 
appears  to  have  been  so  busy  with  the  arrangements  for  sending  away  the  first,  that  he  attended 
to  nothing  else. 

The  second  goods- train  had  backed  about  10  yards,  and  the  van  was  within  140  yards  of  the 
fixed  signal,  when  the  branch  passenger- train  from  Mirfield  to  Huddersfield  came  up  and  ran  into  it. 

The  branch  passenger-train  was  timed,  as  I  understand,  to  leave  Mirfield  at  ^  past  8,  but 
was  detained  to  allow  the  two  goods-trains  to  get  away  before  it. 

At  this  point  a  question  naturally  sugojests  itself,  why  were  not  the  goods-trains  made  to 
make  way  for  the  passenger-train,  according  to  the  usual  custom  on  railways,  and  in  accord- 
ance with  the  Lancashire  and  Yorkshire  Company's  own  rules  ?  The  answer,  as  I  am 
informed  is,  that  the  siding  accommodation  at  Mirfield  is  insufficient  for  the  great  goods-traffic 
now  centering  there ;  being  at  the  outlet  of  the  branch  from  Lowmoor  and  Bradford,  all  the 
goods-traffic  of  those  places,  and  all  the  goods-traffic  between  places  on  the  Lancashire  and 
Yorkshire  lines  and  the  London  and  North  Western  Company's  lines  as  far  as  Huddersfield, 
centre  at  thatpoint,  and  so  completely  fill  up  the  only  two  sidings  that  there  is  generally  no 
space  for  the  main  line  goods-trains  to  shunt  to  make  way  for  a  passenger-train. 
•  On  the  morning  in  question,  one  of  the  sidings  was  occupied  by  the  branch  goods-train 

waiting  to  follow  the  branch  passenger-train  to  Huddersfield;  the  other  siding  was  filled  with 
trucks  from  various  places,  including  the  13  trucks  taken  on  by  the  goods  train  from  Leeds. 

The  I^ancashire  and  Yorkshire  Company  appear  10  be  aware  of  the  insufficiency  of  the 
siding  accommodation  at  the  Mirfield  station,  compared  with  ihe  amount  of  goods  traffic  now 
centering  there  ;  but  they  expect  that,  when  their  line  through  Halifax  is  completed,  affi>rding  a 
more  direct  route  between  Manchester  and  Bradford,  that  goods-traffic  will  be  materially 
lessened,  and  that  then  the  present  extent  of  siding  at  Mirfield  may  be  found  sufficient  I 
am  of  opinion,  however,  that,  even  if  the  goods-traffic  between  Manchester  and  Bradford  were 
removed  from  Mirfield,  the  present  sidings  would  be  found  insufficient  to  accommodate  the 
branch  traffic  to  Huddersfield,  and  yet  allow  room  for  the  main  line  goods- traffic  to  shunt  when 
required.     It  appears  to  me  that  the  siding  accommodation  at  Mirfield  should  be  increased. 

The  branch  passenger-train  left  Mirfield  at  6  minutes  to  9  o'clock ;  and  about  9  o'clock,  as 
it  drew  near  the  Heaton  Lodge  junction,  the  driver  perceived  a  plate-layer  wave  his  hand  to 
him  to  stop.  He  immediately  shut  off  his  steam,  and  called  to  his  stoker  to  put  on  his  break. 
He  does  not  appear  to  have  thought  it  necessary  to  reverse  his  engine,  or  blow  the  dangei*- 
whistle  for  the  guard  to  apply  his  break,  as  he  had  only  had  a  momentary  view  of  the  man 
through  the  fog,  and  did  not  clearly  understand  what  his  signal  meant  About  100  yards 
further  on,  however,  he  came  up  with  the  fixed  signal -post,  and  the  red  ligb^  then  seen  for  the 
first  time,  at  once  apprised  him  of  his  danger.  He  reversed  his  engine  as  quickly  as  possible, 
and  blew  the  whistle  for  the  guard  to  apply  his  break. 

The  train,  consisting  of  an  engine,  tender  first,  followed  by  a  break-van,  behind  which  were 
four  carriages,  does  not  appear  to  have  been  running  at  any  high  speed ;  and  by  the  time  they 
had  reached  the  signal -post,  the  stoker  had  got  his  break  screwed  on.  Still  the  various  move- 
ments required  to  reverse  the  gearing,  and  get  the  steam  on  against  the  driving-wheels,  and  the 
time  it  took  the  guard  to  get  out  of  the  centre  compartment  of  his  van,  and  screw  on  his  break, 
appear  to  have  consumed  the  whole  of  the  short  interval  it  took  the  train  to  run  over  the  140 
yards,  separating  the  signal-post  from  the  goods-train,  and  the  engine,  upon  whose  speed  the 
only  effectual  check  had  been  the  action  of  the  tender-break  for  140  yards,  was  still  moving,  as 
far  as  I  can  judge,  about  seven  miles  an  hour  when  the  collision  occurred. 

The  shock  was  not  a  very  violent  one,  yet  its  effiscts  extended  to,  and  were  felt  at  the  very 
head  of  the  goods-train.  The  engine-driver  and  stoker  of  that  train,  though  separated  from 
the  van  in  rear  by  19  trucks,  were  thrown  down  by  the  concussion  :  this  I  attribute  to  the 
circumstance  of  the  train  being  engaged  in  backing  at  the  time,  by  whidi  movement  all  the 
trucks  had  been  run  up  close  together,  so  as  to  form,  as  it  were,  a  continuous  mass. 

The  van  in  rear  of  the  goods-train,  which,  therefore,  received  the  first  shock  of  the  collision, 
was  in  no  way  hurt ;  next  it  were  four  trucks  laden  with  casks  of  oil ;  the  trucks  were  not  hurt, 
but  the  casks  were  strained,  and  the  oil  lost.  Next  came  a  new  truck  laden  with  the  iron  bars 
of  which  they  make  the  tires  of  wheels :  this  truck,  though  new  and  strong,  was  broken  up, 
and  rendered  unserviceable.  Then  came  some  trucks  laden  with  grain,  and  these  again  were 
unhurt,  though  the  grain  was  pitched  out  over  the  line.  No  further  injury  can  be  traced  till 
we  reach  the  engine,  and  here  the  feed-pipe  of  the  tender  was  broken,  showing  that  the  shock 
must  have  been  nearly  as  great  at  the  head  as  at  the  tail  of  the  train. 

The  engine-driver  and  stoker  of  the  passenger-train  had  jumped  oft'  when  they  saw  that  a 
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collision  was  inevitable :  they  were  in  no  way  hurt.      The  guard  had  just  given  the  last  turn  to    Appendix  No.  6S. 
his  break  when  he  was  thrown  violently  against  the  side  of  the  van,  and  coming  into  contact  — - 

with  it  with  his  head  first,  he  was  for  a  moment  rendered  senseless.      On  recovering,  he  found      I-anjstshire  and 
that  he  was  a  ^ood  deal  bruised  ;  and,  feeling  too  much  shaken  to  go  back  himself,  ne  sent  the  Y®'^**""^  Railway, 
stoker  back  with  a  red  flag,  and  detonating  fog-signals ;  and  this  man  went  back  and  stopped 
the  branch  goods-train  which  was  following. 

Three  of  the  carriages  of  the  tmin  were  empty,  but  there  were  10  or  12  third-class  pas- 
sengers in  the  remaining  carriage.  As  far  as  I  can  learn,  the  injuries  sustained  by  these  were 
not  very  serious ;  the  prmcipal  sufferer  appears  to  have  been  a  woman  whose  nose  was  broken. 

The  tender  of  the  passenger-train,  which  was  in  front  of  the  engine,  was  a  good  deal  injured; 
the  tank  was  separated  from  the  framing,  and  shifted  on  it  about  a  foot;  the  feed-pipes  were 
broken.  The  engine  was  not  hurt.  The  carriages  were  slightly  strained;  the  bodies  being 
shifted  about  an  inch  on  the  framing. 

On  reviewing  all  the  circumstances  of  this  collision,  it  is  at  once  apparent  that  the  more 
immediate  cause  of  the  accident  was  the  neglect,  or  error  of  judgment,  of  the  guard  of  the 
second  goods-train,  in  trusting  to  the  fixed  signal  150  yards  behind  him,  instead  of  going  back 
to  a  sufficient  distance  to  five  timely  notice  to  the  train  which  he  knew  was  following.  I 
understand  that  this  guard  has  been  discharged  from  the  service  of  the  Lancashire  and  York- 
shire  Company. 

The  London  and  North  Western  Company's  station-master  at  Heaton  Lodge  appears  also 
to  have  acted  with  a  want  of  proper  consideration,  in  leaving  his  station  to  conduct  goods 
trucks  into  distant  sidings.  Having  the  charge  of  all  trains  stopping  at  his  station,  he  £ould 
have  remained  to  watch  over  their  safety. 

Again,  the  station- master  at  Mirfield  appears  to  have  been  to  blame  for  allowing  a 
passenger-train  to  start  so  soon  after  two  goods-trains,  the  first  of  which  he  knew  would 
probably  be  detained  some  time  at  the  Heaton  Lodge  junction,  without  cautioning  the  driver, 
and  telling  him  to  approach  the  junction  very  slowly,  and  with  great  circumspection. 

But  though  these  are  the  causes  more  immediately  apparent,  I  am  of  opinion  that  the 
principle  cause  lies  deeper;  and  that  it  will  be  found  in  the  fact,  that  the  goods-traffic  upon  the 
Lancashire  and  Yorkshire  Railway  has  now  out-grown  the  accommodation  provided  for  it :  and 
that  the  consequence  is  that  the  traffic  upon  that  line  is  now  attended  with  a  degree  of  risk  to 
which  it  ought  not  fairly  be  exposed. 

Three  points  in  the  course  of  the  Lancashire  and  Yorkshire  Company's  goods-traffic  have 
come  under  review  during  the  present  inquiry,  Normanton^  Mirfield,  and  the  Heaton  Lodge 
junction,  and  at  each  the  extent  of  siding  accommodation  appears  to  be  insufficient ;  and  at 
Heaton  Lodge  it  is  most  inconveniently  placed. 

At  Normanton  the  goods-trains  cannot  be  sorted,  and  the  consequence  is,  the  frequent 
detention  of  those  goods-trains  for  au  unreasonable  time  at  the  various  places  where  they 
exchange  traffic. 

At  Mirfield  the  sidings  are  insufficient,  and  the  main  line  goods-trains  have  frequently  no 
means  of  shunting  to  get  out  of  the  way  of  passenger-trains. 

At  Heaton  Lodge  the  inconvenient  position  of  the  sidings  causes  constant  and  dangeroiis 
delays  to  the  Lancashire  and  Yorkshire  goods-trains. 

I  would  recommend,  that  the  Lancadiiire  and  Yorkshire  Railway  Company  should  make 
every  effort  to  obtain,  at  the  Normanton  station,  the  means  of  sorting  and  classifying  their 
goods-trains.  The  present  arrangement  at  that  station,  in  my  opinion^  exposes  their  whole 
traffic  to  constant  danger. 

I  would  also  recommend  that  the  siding  accommodation  at  Mirfield  be  increased,  and  that 
more  convenient  sidings,  opening  directly  from  the  Lancashire  and  Yorkshire  main  line,  be 
provided  as  soon  as  possible  at  tho  Heaton  Lodge  junction. 

I  have,  &c., 

Capt.  Harness,  B.R,  R.  M.  Laffan, 

^c.        §*c.  Capt.  Royal  Engineers. 

Office  of  Commissioners  ofRailwaySy  Whitehall, 
Sir,  November  16,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  report  made  to  them  by  Captain  Laffan>  on  the  collision  which  occurred  at  the 
Heaton  junction,  on  the  3rd  instant. 

It  appears  from  this  report  that  the  public  safety  is  endangered  by  the  want  of  sufficient 
siding  accommodation  at  the  Heaton  junction  and  at  the  Mirfield  stations,  for  the  large 
amount  of  traffic  at  present  passing  those  places.     It  also  appears  that  thb  accommodation  is  . 
necessary  to  ensure  that  regularity  in  the  passenger-trains  which  the  convenience  of  the  public, 
as  well  as  their  safety,  requires. 

I  am  to  inform  you  that  the  Commissioners  have  directed  a  communication  on  this  subject 
to  be  addressed  to  the  London  and  North  Western  Railway  Company,  and  they  hope  that  the 
Lancashire  and  Yorkshire  Railway  Company  will  communicate  without  delay  with  that  Com- 
pany, and  that  such  arrangements  as  may  ensure  the  safety  and  convenience  of  the  public  will, 
by  their  co-operation,  be  promptly  effected. 

I  am  also  to  inform  you  that  the  remarks  contained  in  Captain  Laffan*8  report,  upon  the 
amount  of  the  trains  at  Heaton,  have  been  communicated  to  the  Midland  Railway  Company* 

I  have,  &c.,  • 

The  Secretary  of  the  H.  D.  Harness, 

Lancashire  and  Yorkshire  Railtcay  Comjmny.  Capt.  Royal  Engineers. 


Digitized  by 


Google 


126        APPENDIX  to  REPORT  of  (he  COMMISSIONERS  of  RAILWAYS. 


Appendix  No.  63. 
LaMMbife  and 


Appendix  No.  64. 

Lancashire  and 
Yorkshire  and  East 
LancashireRailway. 


Sir. 


Office  of  Commiuionen  of  Railways,  JFAttekallj 
November  16,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  report  made  to  them  hy  Captain  Laffan,  on  a  collision  which  occurred  on  the  line 
of  the  Lancashire  and  Yorkshire  Railway  on  the  3rd  instant,  close  to  the  Heaton  junction, 
and  which  appears  to  be  to  a  certain  extent  attributable  to  the  imperfect  siding  accommodation 
at  the  Heaton  station,  which  is  under  the  control  of  the  London  and  North-Westem  Railway 
Company. 

I  am  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company  to  the  whole  of 
this  report,  which  appears  to  claim  their  careful  consideration^  and  to  inform  them  that  the 
Commissioners  have  directed  a  communication  to  be  addressed  to  the  Lancashire  and  York- 
shire Railway  Company,  calling  their  attention  to  the  observations  of  Captain  LafTan  on  the 
deficiencies  at  the  Heaton  L^ge  and  Mirfield  stations,  and  to  the  Midland  Railway  Com- 
pany, with  reference  to  his  remarks  upon  the  arrangement  of  the  trains  at  Normanton,  and  they 
hope  that,  by  the  co-operation  of  the  London  and  North  Western  with  those  Companies^  audi 
arrangements  as  may  ensure  the  safety  and  the  convenience  of  the  puUic  will  be  promptly 
eflfected. 

I  have,  &e., 


The  Secretary  of  the 

London  and  North  Tfeetem  Railway  Company. 


H.D. 


Harness, 

Capt.  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Railways,  Whitehall, 
November  16,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
extracts  from  a  report  made  to  them  by  Captain  LaSan,  on  a  collision  whidi  occurred  on 
the  Lancashire  and  Yorkshire  Railway,  on  the  3rd  instant,  near  the  Heaton  Junction,  and  to 
request  you  to  call  the  attention  of  the  Directors  of  the  Company  to  the  inconvenience  and 
dangers  which  may  be  occasioned,  as  shown  by  the  extracts,  by  an  injudicious  arrangement  in 
a  train  of  the  carriages  to  be  detached  during  its  progress,  and  to  express  the  hopes  of  the 
Conunissioners  that  the  instructions  enforced  at  Normanton  on  this  subject  will  receive  renewed 
consideration. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

Midland  Railway  Company.  Capt.  Royal  Engineers. 


Sir, 


Derby,  November  29, 1849. 

Referrino  to  your  communication  of  the  16th  instant,  enclosing  extracts  from  Captain 
Laffan's  report  on  a  collision  on  the  Lancashire  and  Yorkshire  Railway,  I  am  instructed  to 
state,  in  reply,  that  to  marshal  the  trains  at  Nomanton  in  the  way  suggested  would  be  fraught 
with  far  more  delay  and  danger  than  can  possibly  arise  at  the  Heaton  junction. 

At  Normanton  there  are  about  150  trains  in  the  24  hours,  whilst  at  Mirfield  there  are 
about  25. 

The  trains  arrive  from  Hull  and  York  in  trains  of  from  40  to  60,  or  70  waggons,  placed 
indiscriminately  as  to  station,  and  to  re-arrange  them  at  Normanton,  as  suggested,  would  block 
up  the  main  line  for  a  long  time,  occasionally  for  an  hour  and  a  half  or  two  hours. 

I  consider  that  the  want  of  sidings  at  Heaton  junction,  as  alluded  to  by  Captain  LaSan,  to 
be  the  evil  more  particularly  requiring  to  be  remedied. 

I  have  conferred  with  the  station-master  at  Normanton,  who  is  most  desirous  to  do  aU  in  his 
power  to  facilitate  the  tra^c  and  ensure  safety. 

I  have,  &c., 


Q^t.  Mamess,  R.&, 
Sfc        ^. 


Joseph  Sanders, 

General  Manager. 


Appendix  No.  64. 


LANCASHIRE  AND  YORKSHIRE  AND  EAST  LANCASHIRE  RAILWAY. 

Office  of  Commissioners  of  Railways, 
Sir,  December  II,  1M9. 

I  hate  the  honour  to  lay  before  you,  for  the  information  of  the  Commissioners,  the 
result  of  my  inquiries  into  the  circumstances  attending  a  twofold  collision  which  occurred  <m 
the  morning  of  the  26th  uH.,  upon  the  joint  line  of  the  Lancashire  and  Yorkshire  and  East 
Lancashire  Railway  Companies,  leading  from  the  joint  terminus  of  those  Companies  at 
Liverpool. 

The  ioint  line  extends  from  the  Liverpool  terminus  to  the  Walton  junction,  distant  3  miles ; 
there  the  lines  separate ;  the  East  Lancashire  going  off  to  the  left,  towards  Ormskirk,  and 
the  Lancashire  and  Yorkshire  proceeding  onwards  towards  Wigan.  The  joint  portion  is 
under  the  superintendence  of  an  officer  representing  both  Companies ;  the  only  station  upon 
•t  is  situated  in  Bootle-lane,  1}  miles  from  Liverpool,  and  th^^  tne  staff  consists  of  a  station- 
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master  and  signal-mao,  appointed  by  the  joint    Companies,   and  of  a   ticket-collector  or    Appendix  No.  64. 
porter  appointed  separately  by  each  Company;  in  all,  four  servants.  

Proceeding  from  Xirerpool,  the  line  on  leaving  the  Bootle  station  rises  for  a  distance  of  285      Lancashire  and 
yards  on  a  gradient  of  1  in  400,  thence  for  1,370  yards  further,  the  ascent  is  1  in  471  '6,  and  r^^f^^^*** 
the  last  1,240  yards  of  this  distance  passes  through  the  Walton  tunnel.     Prom  the  summit        casmreKauw^. 
which  coincides  with  the  northern  mouth  of  the  tunnd,  the  line  descencU  again  at  a  gradient 
of  1  in  400  to  the  junction,  distant  from  the  tunnel  mouth  325  yards. 

The  first  collision  occurred  in  consequence  of  the  8  a.m.  East  Lancashire  passenger-train 
from  Liverpool — which  should  have  stopped  at  the  Bootle  station  at  5  minutes  past  8 — not 
reaching  that  station  till  10  minutes  past,  and  to  its  being  further  delayed  in  the  long  tunnel 
which  intervenes  between  the  Bootle  station  and  the  Walton  junction,  by  the  driver  seeing 
the  reflection  of  a  strong  red  light  a-head,  which  he  mistook  for  a  danger-signal.  Before  he 
could  recover  his  usual  speed  after  this  last  stoppage,  his  train  was  run  into  by  a  Lancashire 
and  Yorkshire  goods-train  which  had  left  Liverpool  5  minutes  after   him,  and  which  had 

Eassed  the  Bootle  station  without  topping  or  even  checking  its  speed  only  3i  minutes  after 
e  had  started  from  it. 

As  the  passenger^train  would  lose  2  minutes  in  getting  up  its  speed  on  rails  that  were 
very  slippery,  it  appears  that  it  only  had  1 J  minute's  start  of  the  goods-train  on  entering  the 
tuimel,  and  that  short  interval  appears  to  have  been  lost  by  the  momentary  check  caused  by 
the  supposed  danger-signal. 

The  second  collision  was  a  consequence  of  the  first.  The  shock  in  the  tunnel  had  detached 
the  three  last  carriages  of  the  passenger-train,  and  the  driver  went  on  with  his  engine  and 
tender,  followed  by  a  break-van  and  two  carriages.  On  reaching  the  Walton  junction,  he 
turned  off  on  to  the  East  Lancashire  line ;  but  the  guard,  seeing  that  part  of  the  train  had 
been  left  behind,  called  to  him  to  stop,  and  the  driver  stopped  before  the  buffers  of  the  last 
of  the  carriages  that  had  followed  him  were  quite  clear  of  the  path  of  the  line  he  had  just 
left.  In  this  position  those  buffers  were  struck  by  the  three  detached  carriages,  which  had  been 
carried  over  the  summit  by  the  velocity  at  which  they  were  running  when  detached,  aided  by 
the  shock  of  the  collision,  and  had  then  run  down  the  descending  gradient  towards  the  junction 
at  a  speed  gradually  diminishing,  but  which,  when  they  struck  the  last  of  the  preceding  car- 
riages, was  still  so  great  aa  to  throw  that  carriage  off  the  line. 

Before  entering  into  any  further  detail  of  the  circumstances  attending  these  collisions,  there 
are  two  points  in  the  evidence  which  I  would  wish  to  point  out  to  the  attention  of  the  Com- 
missioners. 

The  first  is,  that  I  was  unable  to  get  the  evidence  of  the  driver  and  fireman  of  the  East 
Lancashire  passenger^rain,  in  consequence  of  these  men  forming  part  of  a  large  body  of  the 
East  Lancashire  drivers  and  firemen  who  have  lately  left  that  Company's  service,  in  conse- 
quence of  some  dispute  with  the  managers.  To  this  circumstance,  however,  J  do  not  attach 
much  importance,  as  the  only  value  of  their  testimony  would  have  been  to  explain  how  their 
train  was  so  late  at  the  Bootle  station  that  morning ;  and  to  state  how  the  mistake  arose  as  to 
the  supposed  danger-signal  in  the  tunnel.  The  first  of  these  is,  in  my  opinion,  sufficiently 
accounted  for  by  the  met  that  the  morning  was  a  very  foggy  on^  and  that  the  rails  were 
slippery ;  and  the  second  I  was  fortunately  able  to  trace  out,  though  with  considerable  diffi- 
culty, from  other  evidence. 

The  second  point  in  the  evidence  is  that  which  refers  to  the  working  of  the  signals  at  the 
Bootle  station,  and  on  this  the  witnesses  made  such  conflicting  statements,  that  it  was  only  after 
repeated  cross-examination  that  I  was  able  to  satisfy  myself  as  to  the  real  facts  of  the  case. 
I  shall  quote  the  evidence  on  this  point  at  some  length,  that  the  Commissioners  may  be  able  to 
judge  whether  I  am  right  in  my  conclusion. 

The  passenger- train  left  Liverpool  at  8,  and  the  morning  being  very  foggy,  and  the  rails 
slippery,  it  only  got  to  Bootle  at  10  minutes  past.  The  evidence  was,  that  it  reached  that 
station  at  20  minutes  past,  but  it  subsequently  appeared  that  the  latter  time  was  taken  from 
the  clock  at  Bootle  station,  and  that  the  clock  is  an  uncertain  one ;  or  that,  to  use  the  words  of 
one  of  the  witnesses,  "  it  goes  wildly  ;*'  and  that,  on  the  morning  in  question  it  was  10  minutes 
fast.    The  train  stopped  for  one  minute  at  the  station,  and  left  it  again  at  11  minutes  past  8. 

At  this  time  the  station-master  was  absent  from  his  station^  getting  his  breakfast,  and  the 
signal-man  bad  not  yet  come  to  his  duty,  and  the  only  servants  at  the  station  were  the  ticket- 
collectors  or  porters  of  the  two  Companies.^  The  duties  of  these  latter  appear  to  be  undefined ; 
each  collects  the  tickets  of  his  own  trains,  and  beyond  that  their  instructions  are  merely  to 
make  themselves  generally  useful.  They  do  not  hold  themselves  accountable  for  the  manage- 
ment of  signals,  unless  ordered  to  look  to  them  by  the  station-master,  and  on  this  occasion 
the  station-master  was  away.  I  shall  quote  the  evidence  as  to  the  signals ;  but  the  conclu- 
sion to  which  I  have  come  is,  that  no  signal  whatever  vxis  shown  from  the  Bootle  station  after 
the  passenger  train  had  left. 

Un  leaving  Bootle,  the  passenger-train  got  up  speed  slowly,  owing  to  the  slippery  state  of 
the  rails.  Shortly  after  eQtering  the  tunnel,  the  driver  saw  the  reflection  of  a  strong  red  light 
a-head,  and  nearly  in  the  same  place,  the  two  front  white  lights  of  an  engine  approaching 
on  the  opposite  line  of  rails.  He  checked  his  speed,  but  soon  the  other  engine  passing  him, 
explained  the  red  appearance,  and  he  went  on.  He  had  got  within  200  yards  of  the  north 
mouth  of  the  tunnel  when  he  felt  a  slight  concussion,  but  still  went  on,  go^  clear  of  the  tunnel, 
and  reached  the  points  of  the  Walton,  junction,  wher^  he  passed  on  to  the  JEast  Lancashire 
line.  Here  he  was  stopped  as  before  described,  by  the  guard,  who  saw  that  part  of  the  train 
had  been  left  behind. 

Though  unable  to  obtain  the  evidence  of  the  driver  and  fireman  of  this  train,  I  still  have  not 
the  slightest  doubt  that  the  following  is  a  correct  solution  of  the  cause  of  the  red  light  which 
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Appendix  No.  64.  they  mistook  for  a  danger-signal.  The  engine  they  saw  approaching  on  the  opposite  line  of 
— 7  rails  belonged  to  a  goods-train  of  the  Yorkshire  and   Lancashire  Company,  and  the  gauge- 

Lancashire  and  lamp  used  by  the  Lancashire  and  Yorkshire  Company  to  enable  the  driver  to  read  the  gauge 
LancLSreRailw ay.  showing  the  quantity  of  water  in  the  boiler,  is  made  to  show  a  light  on  all  four  sides — a  white 
light  a- head,  where  it  falls  upon  the  gauge,  a  green  light  behind,  and  a  red  light  on  either  side. 
Tnis  is  done  to  render  the  lamp,  on  being  detached,  generally  useful ;  but  when  fixed  on  the 
engine  the  red  light  on  either  side  is  not  shaded  in  any  way,  and  I  am  opinion  that  it  was  the 
reflection  of  this  red  light  from  the  sides  of  the  tunnel  that  deceived  these  men  into  the  belief 
that  a  danger-signal  was  shown. 

The  goods-train  which  followed  the  East  Lancashire  passenger-train  from  Liverpool  be- 
longed to  the  Lancashire  and  Yorkshire  Company.  It  left  Liverpool  5  minutes  after  that 
passenger-train,  and  was  delayed  4  minutes  more  at  the  goods  dep6t,  which  is  situated  half- 
way between  Liverpool  and  Bpotle.  Being  a  very  light  train,  however,  consisting  of  only  an 
engine  and  tender,  two  empty  coke-waggons  and  a  van,  it  reached  the  Bootle  station  only  3i 
minutes  after  the  passenger-train  had  left  it  The  goods-train  had  no  occasion  to  stop  at 
Bootle ;  and  I  have  already  stated  my  opinion  that  no  signal  whatever  was  shown  from  that 
station  to  stop  the  driver  or  warn  him  that  the  passenger-train  was  such  a  short  distance 
a-head.  He,  therefore,  passed  on  at  his  usual  speed,  and  whistled  loudly  on  entering  the 
tunnel.  As  the  passenger-engine  a-head  of  him,  however,  and  the  goods-engine  on  the  other 
line  were  sounding  the  whistles  at  the  same  time,  this  signal^  in  the  confusion  of  sounds  does 
not  appear  to  have  been  of  any  use. 

Thinking  that  all  was  clear  before  him,  the  driver  went  on,  till  within  a  couple  of  hundred 
yards  from  the  northern  extremity  of  the  tunnel,  he  suddenly  saw  the  reflection  of  the  light  of 
nis  own  fire  cast  back  from  a  carriage  some  20  yards  a-head.  He  tried  to  stop,  but  there  was 
no  time,  and  he  ran  into  the  passenger-train.  The  difference  of  speed  at  the  moment  of 
collision  could  not  have  been  great,  for  the  shock  was  scarcely  felt  by  the  men  on  the  engines, 
and  the  guard  of  the  goods-train  was  not  even  aware  that  a  collision  had  occurred,  the  parties 
who  suffered  were  the  passengers  in  the  carriages,  three  of  whom,  who  were  sitting  in  a  coupe, 
were  thrown  with  sucli  force  against  the  plate-glass  that  their  heads  went  through,  and  their 
faces  and  necks  were  much  cut. 

The  fii-st  question  that  naturally  suggests  itself  at  this  point  is,  how  was  it  that  the  driver  did 
not  see  the  red  tail-lamps  of  the  passenger-train  ?  The  answer  appears  to  me  an  extraordinary 
one.  The  East  Lancashire  trains,  though  they  pass  through  this  long  tunnel,  were  not,  up  to 
the  time  of  this  collision,  provided  with  tail-lamps  by  day.  Now,  I  understand  they  are  always 
used.     It  is  scarcely  necessary  to  remark,  that  they  should  never  have  been  omitted. 

On  first  seeing  the  carriage  a-head,  the  driver  of  the  goods-train  had  proceeded  to  stop  his 
train,  and  the  shock  of  the  collision  to  him  appears  to  have  been  so  slight,  owing  to  the  great 
weight  of  the  engine,  that  he  was  not  aware  that  any  damage  had  been  done  to  the  preceding 
*  train.     After  a  momentary  panic,  seeing  that  the  carriages  in  front  of  him  had  gone  on,  and 

knowing  that  a  pilot-engine  was  following  him  which  would  again  be  followed  by  the  8*20 
Lancashire  and  Yorkshire  passenger-train  from  Liverpool,  the  driver  proceeded  slowly  to  the 
junction  where  he  arrived  shortly  after  the  detached  carriages  had  run  against  the  buffers  of 
the  first  part  of  the  passenger-train. 

At  first  sight  it  appears  unfortunate  that  the  first  part  of  the  passenger- train  was  stopped  so 
as  to  be  run  into  by  the  detached  carriages,  yet  it  is  very  questionable  whether  if  these  car- 
riages had  not  been  thus  stopped  a  more  serious  calamity  might  not  have  happened ;  for  an 
East  Lancashire  goods-train  happened  to  be  passing  from  its  own  line  on  to  the  up-line  of  the 
joint  portion  just  at  that  moment,  and  the  driver  of  it  had  been  compelled  to  pull  up,  by  the 
circumstance,  that  a  passenger  in  one  of  the  two  carriages  that  had  followed  the  passenger- 
engine,  frightened  by  the  collision  in  the  tunnel,  and  dreading  something  more,  had  throivn 
himself  out  of  the  carriage  while  the  train  was  still  in  motion,  and  lay  senseless  and  stunned  on 
the  opposite  line.  Had  that  goods-train  not  stopped  at  once,  the  engine  must  have  passed 
over  this  passenger,  and  had  not  the  detached  carriages  been  stopped  by  the  buffers  of  the 
preceding  part  of  their  own  train,  they  would  have  come  in  contact  with  the  goods-train  at  a 
verv  oblique  angle,  and  might  have  been  thrown  off  the  line  and  probably  upset. 

On  inquiring  now  it  came  to  pass  that  the  three  last  carriages  of  the  East  Lancashire  train 
became  detached  by  a  shock  that  does  not  appear  to  have  been  very  severe,  and  questioning 
the  servants  of  that  Company  as  to  whether  there  was  not  something  peculiar  in  the  couplings 
of  the  carriage  that  was  cast  loose,  I  learn  that  the  East  Lancashire  Company's  store-room  at 
Liverpool  has  not  always  been  provided  with  proper  screw  couplings,  and  that  when  one  breaks 
and  there  are  none  in  store,  the  practice  is  to  use  a  chain  such  as  goods-trucks  are  coupled 
with,  and  to  endeavour  by  running  the  carriages  together,  to  get  this  on  so  tight  that  it  may 
answer  the  purpose.  I  have  every  reason  to  believe  that  the  carriage  that  broke  loose  was 
coimled  in  this  way,  and  I  need  scarcely  remark,  that  it  was  a  very  imperfect  coupling. 

On  reviewing  all  the  circumstances  attending  these  collisions,  I  am  of  opinion  that  the 
second  was  in  a  great  measure  due  to  the  imperfect  coupling  of  the  East  Lancashire  train, 
and  that  the  first  may  be  ascribed  to  the  followin^causes  : — 

1st.  To  the  laxity  with  which  the  duties  at  the  Bootle  station  appear  to  have  been  conducted, 
and  the  consequent  neglect  to  give  proper  signals  on  the  arrival  and  after  the  starting  of  the 
passenger-train.  The  station-master  was  absent  from  his  duty ;  the  signal-man  had  not  yet 
come ;  the  Lancashire  and  Yorkshire  ticket-collector  was  doing  the  station-master's  duty  in 
the  ticket-ofiBce ;  and  the  East  Lancashire  ticket-collector  appears  to  think  it  no  part  of  his 
duty  to  attend  to  signals,  and  attends  to  them  or  not  as  he  feels  inclined. 

2nd.  To  the  want  of  tail-lamps  to  the  East  Lancashire  passenger-train.  This  appears  to 
me  to  have  been  a  most  improper  omission. 
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3rd.  Though  in  a  far  mmor  degree  to  the  unrortunate  circumstance  of  the  reflection  of  the    Appendix  No.  64. 
red  light  from  the  Lancashire  and  Yorkshire  gauge-larap  being  mistaken  for  a  danger-signal, —  — 7 

I  would  recommend  that  the  attention  of  the  joint  manager  be  directed  to  the  laxity  of  v^h^^^^p^ 
discipline  and  want  of  definite  instruction  to  the  several  servants  at  the  Bootle  station,  with  a  LM^hkeRailw^^ 
view  to  its  being  amended.  I  would  further  recommend  that  proper  care  be  taken  to  keep  the 
Liverpool  store-room  better  supplied  than  it  has  been  of  late;  that  the  East  Lancashire  trains 
be  never  agam  allowed  to  pass  through  a  tunnel  without  tail-lamps ;  and  finally,  that  the 
Lancashire  and  Yorkshire  Company  be  requested  to  provide  some  means  of  shading  the  red 
lights  of  the  gauge-lamps  upon  their  engines,  to  prevent  the  recurrence  of  a  mistake  so  natural 
as  that  made  by  the  driver  of  this  passenger-train. 

I  have^  &o.. 


Capt.  Harness,  B.E., 


R.  M.  Laffan, 

Capt.  Royal  Engineers, 


Office  of  Commissioners  of  Railways,  Whitehall^ 
Sir,  December  13,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  report  made  to  them  by  Captain  Laffan,  on  the  collision  which  occurred  on  the 
26ih  ultimo,  upon  that  portion  of  railway  by  which  the  lines  of  the  Lancashire  and  Yorkshire 
and  the  East  Lancashire  Railway  Companies  are  connected  with  their  joint  terminus  at  Liver- 
pool, and  to  express  the  hope  of  the  Commissioners  that  the  arrangements  of  the  Bootle 
station  will  receive  the  immediate  attention  of  the  two  Companies  interested,  and  that  by  their 
mutual  co-operation,  the  laxity  which  Captain  Laffan  considers  to  have  been  one  of  the  principal 
causes  of  the  accident,  may  be  effectually  prevented  for  the  future. 

I  am  also  to  request  you  to  call  the  particular  attention  of  the  Directors  of  the  Company 
to  those  parts  of  the  report  which  apply  to  the  arrangements  of  the  East  Lancashire  Railway 
Company. 

I  have,  &c., 


To  the  Secretary  of  the 

East  Lancashire  Railway  Company. 


H.  D.  Harness, 

Capt,  Royal  Engineers. 


Appendix  No.  65. 


LONDON  AND  NORTH  WESTERN  RAILWAY  COMPANY. 

Offijee  of  Commissioners  of  Railways,  fFhitehall, 
Sir,  August  13,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  recdpt  of 
your  letters  of  the  10th  instant,  on  the  subject  of  the  recent  collision  near  Warrington,  and  to 
request  you  to  forward  a  copy  of  the  regulations  by  which  the  number  of  breaksmen  allotted  to 
goods  trains,  and  the  speed  of  such  trains,  are  determmed,  that  they  may  be  referred  to  the 
officer  who  has  been  appointed  to  inquire  into  the  circumstances  attending  the  accident  above 
referred  to. 

I  have,  &c.. 


Appendix  No.  65. 

London  and  North 
Western  Railway. 


The  Secretary  of  Hie 

London  and  North  Western  Railway  Company. 


H.  D.  Harness, 

Capt,  Royal  Engineers, 


Genend  Manager's  Office,  Euston  Station, 
Sir,  August  16,  1849. 

I  AM  instructed  to  answer  your  letter  of  the  13th,  and  to  state  that  there  are  no  specific 
regulations  in  regard  to  the  number  of  breaksmen  with  a  train,  which  depends  not  upon  the 
number  of  waggons  that  are  in  a  train,  but  upon  the  number  of  road-side  waggons  to  be 
detached  on  the  journey. 

With  reference  to  the  speed  of  the  goods  trains,  I  have  the  honour  to  enclose  a  time-bill, 
which  will  give  you  every  information. 

I  may  add  that,  since  writing,  the  Directors  have  met,  and  taken  a  mass  of  evidence  upon 
the  subject ;  the  result  of  the  investigation  has  satisfied  them  that  the  accident  was  one  which 
did  not  arise  from  carelessness  on  the  part  of  any  one,  but  was  the  result  of  a  combination  of 
imfortunate  contingencies. 

I  have,  &c., 


Cdpt.  Harness,  R,E,y 


Mark  Huish. 
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jjonnon'Mia  North 
'W«tt«m  KttlwB^. 


Offiee.  of  Covmduianen,  qf  Railwag^f,  ffliitebalh 
Sir,  Ueomber  1  L,  1649- 

I.  HAVK  the  honour  to  layt  helbro^  jfQUi.for  the  infemaifiion:  oC  tke  ConiBiin8ienffn8v.tltt. 
result  of  mj  iiKpttriM  into  the-  dDsumstaoarft*  aMemiingr  ai  ooUiffion  wiiiclr  ooctivrMi  n|iQn  tJM 
up4ine  oFthe  Lcmdonaml  North  Westerns Ha^agn^abowl  hoalfmiaiji between  tiK<N«wto«j«iBttion 
and  Warrington  at  half- past  iotv  in  the  aftetnoon  of  the  6th  Augugt  hsi;  and  at  the  same 
tinifv  I  beg  to  submit  to  y<iu  some  oonaklaratrciMi  u|ii»  the  anount  of  breBking  power  aUewed 
ta  passenger  ami  goods*  tcaina,  with  referenae.  to  the.  distances  i«ithin  whidi  thai  rtilesi  none  in. 
force  upon  the  London  and  North  Western  Bailw^  re^uiite  that  those  tvains  should  be  able 
to  stop  when  running  at  the  Offdin^ry  ipted. 

This  report  hasu  been  delayed  up  to  the  present  time  by  the  necessity  of  determining  from 
actual  eauttrimenL  thok  values  to  be  ascribed  to  the  various  appliances  now  ru  asafor  slopping 
trains,  and  by  the  numerous  other  duties  to  which  my  attention  has  in  the  mean  time  been 
directed. 

Tlie  spot  where  the  accident  now  imder  consideration  occurred,  is  about  two  miles  south  of 
the  Nenitoo  iuactions  where  tha  Londaa  and  North  Western  line,  proceeding  south,  leaves 
the  Liverpool  and  Iiiianffh<esl:er  line.  The  junction  is  a  double  one,  and  from  the  point  of 
meeting  at  the  curves  which  form  it,  the  line  descends  for  a  mile  and  a  quarter  a  steep  incline, 
varying  from  1  in  87^  at  top  to  1  in  85  at  bottom ;  thence,, for  300  yards,  the  descent  varies  from 
1  in  4b7i^  to  a  level  line,  which  level  is  then- continued  for  sonM  distance.  Firom  the  foot  of  the 
incline  the  line  sweeps  roimd  to  the  left?  on  a  carve  of  wide  radius,  departing  suflBcientlr, 
howewr,  from  a  straight  direction  to  prevent  a  driver  from-  seeing  the  rails  for  any  considerable 
distmice  a-head.  The  rules  direct,  that  no  train  goin^g-south  shall  be  allowed  to  pass  the  points 
at  the  head  of  the  incline  till  five  mitmtes  have  elaps^l  aftc?r  the  preceding  train  has  passed. 

Tiie  collision  occurred  in*  conseqtrenco  of  a  mixed  train  of  passengers  and  goods  baring 
stopped  upon  the  level  line  beywid'the  indiiie,  to  set  right  a  large  paekage  that  had  got  loose 
inr  one  of  tha  waggons.  It  had  soarcefy  been*  stopped' two  miwites  when  it  v;vn  run  into  by  a 
goods  train  which*  raid  followed  it  down  the  incline  at  the  pre8crib«*d  interval  of  five  minutes^ 
and  which  was  unable  to  stop  within  the  distance  to  which  the  parties  in  charge  of  the  mixed 
train  had  had  time  to  send  back  a  danger-signal. 

The  mixed  tnim  cmmted.of  an  engine  and  tender  and  six  loaded  waggons,  behind  which 
weiuf  attached  tw*  paamnfer  carriages. 

The,  waggons  had  come  from  the  St.  Helen's  Railwagp^  wbidfe  j«ns  th»  LivezpooL  and 
Manchester  line  about  three  miles  west  of  Newton  junction. 

This  train  got  safely  down  the  incKne,  but  on  rei^htwg  titg  gentler  gradient  beyond  it,  the 
driver,  looking  back  as  is  customary  at  this  point,  to  see  whether  all  the  couplings  held  good. 
perct*ived  that  a  large  packet  of  plate^glMB>  I?fi»et*by  10  feet,  and  only  1  foot  thick*  which 
had  been  placed  upright  on  its  edge  in  one  of  the  waggons,  was  rocking  from  side  to  side,  and 
presently  he*  sa^  il  fiul  ovari  resting  agaioat  tha  sid^s  o£  tba  waggon,  aod.prmecttng  four  or 
nve  feet  from  the  line  of  the  train,  and  threatening  every  instant  to  faff  out.  lb  this  position 
it  would' havv  came i»  content witb the* niaaanry of  the  first  bridge  it  passed  under;  and  there 
was  besides  a  fifreat  dfmgar'  ttiait>  it  this  large  package,  weighing,  as  I  am  informed,  two  toi^ 
fell  oat,  it  would  throw  soma  of  the  waggons  off  the  liue^  and  possibly  throw  ^ew.on  to  and 
block  up  tl^  down-line  at  a.  moment  when  the  down  mail  train  was  due. 

Seeing  tliese  contiagencies,  thadrijror  resolved  to  stop  his  train  in  order  to  set  this  package 
rights  and  be  stopped  aocordiagly  at  a  level  crossing  about  half  a  mile  from  the  foot  of  the 
inclitto. 

Tlie  gatekeeper  at  the  level  crossing  had  seen  that  the  approaching  train  was  about  to  stop, 
and  receiving  a  sign  from  a  foreman  of  platelayers,  who  happened  to  be  with  the  clriver 
upon  the  engine,  he  ran  back  as  fast  as  he  could,  even  before  the  train  had  stopped,  to  give 
the  danger-signal  to  any  en^ne  that  might  be  following:;  yet,  notwithstanding  the  fortunate 
circumstance  that  this  man,  l>eing  unconnected  with  the  train,  was  enabled*  to  ran  back  even 
before  it  had  stopped,  he  had  only  got  back  350  yards  when  the  goods  train  which  followed 
came  up  and  passed  him. 

When  the  ntixed  train  had  been  bronf^htto  a  stand,  the  fireman  and  guard,  assisted  by  the 
foreman  of  platelayers,  proceeded  at  once  to  the  waggon  where  the  package  of  plate-glass  had 
got  loose,  and  were  conTOieacing  to  set  it  right,  when  they,  heard  the  whistle  of  an  engine 
appaoachinsf  behmd  them.  They  called  to  the  driver  to  mora  on.  and  he  did  so,  but  only  ana 
foagyoH  /blhwed  fm  en^iue.  The  check  of  pulUng-up  suddenly  had  deCacfaed  the  couplings  of 
the  first  and  second  waggons,  and  the  body  of  the  train  was  thus  left  behind.  Seeing  then  that 
a  ooUisioa  was  inevitable,  the  guard  and  fireman  endeavoured  to  set  alt  the  passengers  out  of 
the  two  carriages,  and  thev  had  succeeded  in  getting  all  out,  with  Uie  exertion  of  those  in  one 
of  the  compartments  of  tlie  lasl  carriage,  when  the  goods  train  came  up  and  destroyed  that 
carriage,  ii\|urin^  very  severely  the  passengers  it  still  contained. 

The  goods  train  consisted  of  an  engine  and  tender,  23  loaded  and  4  empty  waggons,  and  a 
break*van.  It  followed  the  other  down  the  incUne  at  the  prescribed  interval  of  five  minutes, 
but  being  a  heavier  train,  and  one  entirely  composed  of  goods  waggons,  it  was  not  so  easily 
handled  as  the  lighter  train  in  front.  It  appears  to  have  acqiured  a  somewhat  greater  vdocity 
in  descending  the  incline,  aini  on  reaching  the  gentler  gradient  beyond  it,  the  driver  appears 
to  lia\^  put  on  his  steam  more  promptly,  to  prevent  the  load  behind,  which  still  felt  the 
influence  of  the  iucUne,  from  ovemmning  him.  He  had  got  his  tnun  safi^  off  the  incline, 
and  was  running  oa  the  curve  of  the  gei^ler  gradient  beyondU  when  he  saw  over  the  hedges  in 
front  the  stenm  of  an  en^ne,  which,  by  the  way  it  ascended,  led  him  to  suppose  that  that 
engine  was  standing  still ;  he  coidd  notsee  upon  which  line  it  stood^  bat  he  immediately  slmt 
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off  his  own  steam,  and  shortly  ader^  seeing  the  gatekeeper  running  towards  him  waving  a 

be  reversed  his  eiigme^and  blew  the  whistle  Joudly,  frtiile  the  fnnnan  and  guard  applied 

their  breaks. 

It  was  too  lato^thowever^  the  distance  was ^o. short  to  stop  sutJh  aweary  train  at:the  velocity 
at  which  it  hiid  come  off  ihe  steep  incline,  and  notwithstanding  ♦every  effort,  the  engine  Tan 
into  tthe  last  carrkige  of  the  ndixed  train^  and  l)roke  it  to  pieces,  itseiri)eing  lifted  £x)bi  .the  line 
and  left  resting  upon  the  hind  wheels  of  the  carriage  it  had  destroyed. 

On  inquiring  particularly  as  to  the  manner  m  which  the  pacjiet  oT  plate*>^lass  bad  been 
secured  in  the  waggon,  I  find  that  no  precautions  whatever  had  been  taken  to  secure  it :  a 
paH^age  of  plate- wmsB  12  •fe^tHon^  ond  •sdandiBg  ID  feet  'high,  and  weighing  1ww>»tons,  had 
been  set  up,  standing  upon  a  base<em)y  oneToot-^ide,  ttnd'twp'ends^of <wafgyms  ^hadAwwi  placed 
lecining  agaimt  it,  one  mmi^itherwde,  wifhout^etther  nails,  or  c«rds,  erwiy»c*her 'contrivance 
to  keep  it  in  place;  *thejtihing  «rf  tfaew«ggon  in  desofwding  ^e  mcdine  iiitd*timiwndown 
'the  'Waggon  ends,  vnd  set 'the  -patAeage  wddng  from  side  to  mde,  •and  ^  -jwoiUatioiffi  increased 
till  at  length  it  fell  over. 

This  waggon  'hadljeen-paAed  %y  *ftie'St.  Heleri^s  Cemfany,  fipom  vhoae  line  ifoame.  No 
inspection  of  the  waggon  was  made  on  its  coming  on  to  the  Londern  and  Nor<h  Western  line, 
tevoad  eeeiftg  that  it  was  iprop»r}y  coapliNl.  The  liOndon  m\d  .Nonth  Westem  Con^pany's 
Dales  direct,  that  .the  fareafcsniaft.bf  a  gdodettminsfaalledwajB  inspect 'the  packing  of  tbe-^oeds 
hAfe  istartJBg,  ;and  .ibe  guard  or  ibveaibsiiian,  in  .this  .instance,  appears  Io  .have  n^ao^ 
iiiaidoty. 

The  coupling-chains  of  the  first  and  second  waggon  of  the  .mixed  traia  which  became 
d£)BiduMl  ^hen  rthat  strain  was -stnppady  wenre  found  lunii^red  on  «  aubscfinent  linspac^idn.  The 
sudden  check  had  thrown  one  of  the  hooks  out  of  the  eye-bolt,  and  tbeneiwas  tben  aottn^gto 
hoid'the  train  iogelher*  This  u  a  contingency  that  he^pms  every  day  to^a  jfoods  train  when 
suddenly  pulled  vp. 

On  reviewing  all  the  circumstances  attending  this  collision,  it  is  impossible  not  to  be  struck 
with  the  convictioUy  tbat  the  interval  .(five  minutes)  allowed  between  two  trains  desoanding  the 
the  Newton  incline  is  insufficient.  Here  we  have  two  trains  following  one  another  at  the 
prescribed  interval:  the  .first  tram,  on  being  .compelled  to  stop,.has  the  unusual  advantage  of 
being  able  to  send  a  signal-man  back,  even  before  it  has  come  to  a  stand,  and  the  parties  in 
charge  of  the  second  apply  the  whole  breaking  power  at  their  disposal ;  yet,  notwithstanding 
this  good  guidance,  aided  by  good  fortune,  the  interval  ;pc9ves  iasuffioiatit,  and  a  collision  b 
the  result. 

I  attribute  this  disaster  to  the  following  cause : — 

1 .  The  insufficiency  of  ihe  interval  allowed  between  two  trains  descendii^  the  Newton 
Incline. 

2.  The  gross  itepkct  of  the  servants' of  the  St.  Ilelen's  Railway  Company,  in  sending 
off  a  waggon  containing;  a  large  and  very  iMavy  package,  placed  in  a  laoat  insecure 
position,  whhout  the  slightest  precaution  to  Ihim  it  in  place. 

3.  The  n^gkct  of  tte  London  and  North  Western  Railway 'OoaaipaiiyV  breaksman,  in 
not  inspecting  the  loading  of  his  waggons  before  starting,  to  ate  that  tbeyiwereipiv^erly 
pfteked. 

4.  The  ;a]»0iies  of  nny  definite  instruetions  in  the  liondon  .and  JMfortb  Weatem 
Company's  printed  regulations,  prescribing  that  a  iMnfuLiaapaotian  iiball  Jie  naade 
•of  all  waggons  coming  from  other  lines,  before  allowing  them  on  to  the  London  and 
North  Western. B«lway. 

5.  The  imperfect  WBy  in  whiih*goads  waggons  are  geaerally  coupled  together,  oansing 
in  this  instance  the  •  separation  of  the  mixed  traia  into  two  parts,  by  the  faikne  of^cme  of 
the  couplings.  Had  it  not  been  for  this  circumstance,  it  appeam  probable  ^hat  the 
drivner  oi*  mt  ittiioed  strain  might  have  moved  on  with  all  his  waggons  and  carriages  on 
'seeing  theiadnritrain  lopproaching,  and  thereby  averted  this  disaster. 

In  connexion  with  the  last-named  cause,  I  beg  to  suggest  how  dangerous  is  the  practice  of 
niixing  goods  waggons,  imperfectly  coujded  together,  with 'passenger  carriages,  wi  a  line*  where 
the  traffic  is  so  great  as  on  the  London  and  North  W«stem  Railway. 

I  would  recommend  that  the  interval  of  five  minutes  between  traitis  deseendmg  the  Newton 
incline  be  increasmi.  The  narrative  6{  tfaepresent  disaster  ^hows  that  it  is  insufficient.  1  •wt)illd 
also  recommend  that  definite  instructions  be  issued  'by  ihe  'London  and  North  1¥estem 
Tlailway  Company,  directing  the  nature  of  tfie  inspectimi  to  vrtiich  goods  trains  coming  from 
<^er  railways  shall  be  subjected  prior  to  their  being  TPceivefl  upon  the  London  und  Nordi 
Western  lines.  Finally,  I  think  it  desirable  to  suggest ' to  *the  London  and  North  Western 
Company  thstt  the  pracfice  of  mixing  passenger  carfiages  with  goods  waggons,  which  are 
unprovided  with  -spring  draw-bars  and  spring  'bufftfrs,  and  Trhidi  are  imperfectly  coupled 
together  by  meatis  of  a  single  t^hain,  is  one  that  should  be  discontinned. 

.The  risk  arising  to  railway  traffic  generally,  from  the  present  constmctfon  and  mode  of 
coupling  of  the  waggons  composing  goods  trains,  appears  to  me' to  be  amibjectxjf  so  much 
importance  that  I  propose  to  reserve  it  for  a  separate  paper.  In  this  report  I  would  merely 
state  mj  opinion — **that  on  a  line  where  there  is  a  considerable  traffic,  and  where  numerous 
goods  trains  are. running  during  the  intervals  between  the  passenger  trains,  it  is  very  desirable 
mat  the  waggons  composing  such  goods  trains  should  be  provided  both  with  spring  drarw4)ars 
and  spring  buffers.** 

I  have  reserved  the  question^  whether  the  amount  of  breaking  power  placed  at  the  disposal 
of  tlvi  parties  in  charge  of  the  goods  train  was  sufficient^  or  the  reverse,  because  that  question' 
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London  and  North 
Western  Railway. 


Appendix  No.  ^5.  appears  to  me  to  merge  in  the  more  general  one  which  embraces  the  subject  of  breaking  power 
in  connexion  with  the  weight  and  speed  of  trains,  and  with  the  rules  by  which  the  Loudon  and 
Northwestern  Company  regulate  their  traffic. 

It  is  evident  that  the  proportion  which  should  exist  between  the  breaking  power  and  the 
total  weight  of  the  trains  must  depend  upon  the  speed  at  which  those  trains  usually  run,  and 
upon  the  distances  within  which  the  Company's  regulations  require  that  they  should  always 
be  able  to  stop,  on  receiving  intimation  of  danger. 

The  London  and  North  Western  Company's  printed  regulations  direct : — 

(Rule  11,  pa^e  62),  That  on  the  arrival  of  a  train  at  a  station,  the  red  signal  shall  be 
shown,  and  contmued  for  five  minutes  after  its  departure. 

(Rule  23>  page  19),  That  there  shall  be  an  interval  of  not  less  than  five  minutes 
between  any  two  trains  descending  the  Newton  incline  towards  Warrington. 

(Rule  2,  pa^^e  26),  That  in  foggy  weather,  fog  signals  shall  be  placed  on  the  rails  for 
600  yards  behmd  any  train  that  has  come  to  a  stand. 

(Kule  2,  page  17),  that  engines  travelling  on  the  same  line  shall  keep  800  yards,  at 
least,  apart  from  each  other. 

From  these  rules  I  draw  the  conclusion  that  the  Company's  offion^  consider  five  mbutes  a 
sufficient  interval  of  time  to  allow  at  stations  between  trains  travelling  upon  the  same  line; 
that  they  consider  800  yards  a  sufficient  interval  of  distance  between  such  trains  at  intermediate 
points ;  and  that  they  are  of  opinion  that  600  yards  give  sufficient  space  to  enable  any  train  to 
stop  on  perceiving  a  danger-signal. 

In  order  to  form  an  opinion  as  to  the  sufficiency  of  these  intervals  of  time  and  of  distance,  it 
is  necessary  to  ascertain  :— 

1.  The  weight  of  ordinary  goods  and  passenger  trains  upon  the  London  and  North 
Western  line. 

2.  The  usual  speed  of  such  trains. 

3.  The  amount  of  breaking  power  usually  placed  at  the  disposal  of  the  parties  in  charge  of 
the  trains.     And, 

4.  The  intervals  both  of  time  and  of  distance  within  ^-hich  such  trains  can  be  stopped. 

The  rules  of  the  London  and  North  Western  Company  direct,  that  goods  trains  shall  not 
consist  of  more  than  40  loaded  waggons ;  and  they  provide,  that  one  break-van  shall  be 
attached  to  each  goods  train.  The  time*bills  for  goods  trains  show,  that  they  run  at  the  rate 
of  25  miles  an  hour.     A  goods  train  1  therefore  take  to  be  composed  as  follows  :-^ 

Toni, 


Engine  weighs 

Tender 

One  break-van 

40  loaded  waggons 


18 
10 

240 
271* 


Weight  upon  four  driving  wheels 
All  wheels  locked  by  breaks     • 
Ditto        ditto        ditto 

Total  weight  on  the  wheels  that) 
are  locked  or  retarded        ) 


Tom. 
12 
10 
3i 


25i 


Total  weighed 
Speed,  361^  feet  per  second. 

An  ordinary  passenger  train  I  assume  to  be  composed  of  an  engine  and  tender,  two  break- 
vans,  and  14  carnages:  and  for  the  speed,  I  take  the  not  unusual  rate  of  45  miles  an  hour. 
Such  a  train  would  be  composed  as  follows : — 


Engine  weighs      « 
Tender 
Two  vans    • 
Fourteen  carriages 


Tont. 

18 

10 

9 

70 

107 


Weight  on  driving-wheels 

All  wheels  locked  •         •         •         . 

Ditto        ditto        •         «         «         • 

Total  weight  on  the  wheels  that) 
are  locked  or  retarded.         J 


Tont. 
9 
10 
9. 


28 


Total  weight  •         « 

Speed,  66  feet  per  second. 

There  remains  to  see  within  what  intervals,  both  of  time  and  of  distance,  the  trains  above 
described  can  be  stopped  when  travelling  at  their  usual  speeds  of  25  and  45  miles  an  hour. 

In  order  to  determine  this  question,  I  have  made  some  experiments,  which,  though  not  so 
extensive  as  I  would  wish,  appear  to  me  to  be  sufficient  for  the  present  purpose.  The  results 
I  give  with  c:)nsiderable  confidence,  for  both  in  making  the  experiments,  and  in  the  subsequent 
comparisons  and  calculations  for  reducing  them  I  had  the  great  advantage  of  being  most  kindly 
assisted  by  my  valued  friend  and  instructor  Professor  Barlow,  to  whose  well-known  experience 
and  skill  I  beg  to  acknowledge  my  obligations. 

The  object  of  the  experiments  was  to  ascertain,  first,  the  amount  of  retardation  due  to  axle- 
friction,  and  oiher  ordinary  causes  of  resistance  to  the  movements  of  trains,  and  next,  the  value 
to  be  ascribed  to  the  action  of  the  various  breaks,  and  to  the  retarded  movement  of  the  engine 
when  the  gearing  was  reversed. 

The  experiments  were  made  with  a  train  composed  of  an  engine  and  tender,  19  loaded 
waggons,  1  first-class  carriage,  and  2  break-vans,  running  at  speeds  varying  from  20  to  30  miles 
an  hour,  over  a  line  perfectly  level  and  straight.  The  formulae  deduced  from  such  experiments, 
therefore,  cannot  be  said  strictly  to  apply  to  any  other  than  trains  similarly  circumstanced ; 
but,  in  the  first  place,  the  action  of  incUned  planes  is  so  well  understood,  that  I  feel  no 
hesitation  in  adding  to  the  formulae  for  a  level  line  the  expressions  representing  the  influence 
of  adverse  and  favourable  gradients ;  and  secondly,  I  am  led  to  believe  from  my  own  experience 
that  these  formulae^  for  speeds  of  between  20  and  30  miles  an  hour^  will  give  a  very  near 
approxin^ation  when  applied  to  the  higher  speeds  of  passenger  trains. 
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The  following  arc  the  formulae  resulting  from  these  experiments : —  Appendix  No.  65. 

Let  R  represent  the  retardation  or  destruction  of  velocity,  estimated  in  feet  per  second,  resulting    »     •        T  -Mf.^u 

from  all  causes,  whether  the  ordinary  resistances,  or  the  action  of  a  reversed  engine,  or  of    Western* Railway. 

the  various  breaks ; 
V  the  velocity,  also  estimated  in  feet  per  second,  at  which  the  train  is  running  when  the 

steam  is  shut  off; 
W  the  whole  weight  of  the  train,  engine  and  tender  included ; 
w  that  portion  of  the  total  weight  of  the  train  which  rests  upon  wheels  that  are  locked  by  the 

action  of  the  breaks,  including  the  weight  upon  the  driving  wheels  when  the  engine  is 

reversed ; 
B  the  base  of  the  slope  (when  on  a  gradient)  which  gives  a  rise  or  fall  of  one  foot ; 
G  the  uniform  accelerating  or  retarding  force  of  gravity  =:  32'  16  feet  per  second. 
D  the  distance  within  which  the  train  can  be  stopped;  and 
T  the  time  consumed  in  stopping. 

Then  upon  a  level  line,  Kith  steam  shut  off  and  no  breaks  applied| 

/W\  G       G 

and  when  the  breaking  power  is  applied,  , 

*     V334  +  ly/ W  -    ^^^^  +  ^W^' 

and  upon  an  ascending  or  descending  gradient,  vhen  the  steam  is  shut  off  and  no  breaking 
power  q>plied, 

and  when  breaking  power  is  applied, 

«      /W,tt>^W\G         .«^„  .  4-594W   .  32-16 

^=(334+7*B)w  =  -'^«^+-^*nr' 

using  the  expression  +  on  an  ascending,  and  —  on  a  descending  gradient.    And  in  all  cases, 

D  =  10V  +  |^,andT  =  10  +  J, 

assuming,  as  I  do  from  experience,  that  10  seconds  are  lost  before  the  breaking  power  can  be 
applied. 

Applying  these  formulae  to  the  trains  previously  described,  we  have  for  the  goods  train, 

W  =  271*  tons, 

to  »  25*  tons, 

V  «:  S6'  666  feet  per  second. 

Then  upon  a  level  line, 

A'tXkA  v>  o«;-«; 
R  =  -0963  +  ^-^-r.T^-^  =  '5278  feet  per  second; 


r.r..^  .  4-594  X  25-5      32' 16        ^,„,^  ^ 
R  =  •  0963  + Trrrg j^  =  •3134  feet  per  second ; 


and  on  a  gradient  descending  1  in  150, 

R=-0963H 

and  on  the  level  line, 

36-666» 
D  =  10  X  86*666  +  — r=r — ;r  =  1640  feet,  or  546*  yards; 

and  T  =  10  + 1  =  10  +  2~^  =  79-47  seconds; 

and  on  a  gradient  descending  1  in  150, 

D  =  10  X  36-666  +  — -^ — ;;  =  2511  feet,  or  837  yards; 
»  "olo4  X  2 

and  T  =  10  +  -ToToT  ^  ^^"^  *^^»^8- 


Next,  for  the  passenger  train  we  have, 
W=107 


tt?  «    28 


V=    66 


4*594  V  28 
then  R  =  -0963  +  — ^_^^°  =  1-2985  feet  per  second; 
107  ^ 


66' 
and  D.  =  10  X  66+  .  ^.., — -  =  2«S7 feet, or 779 yards; 
1  *  i»«700  X  ^ 

fifi 
and  T  =  10  +         --  =  60*  8  seconds,  upon  a  level  line ; 

1 *X90d 


and  upon  a  gradient  descending  1  in  150,  we  6nd, 

32*16  ' 
R  =  1-2985  -  --— -  =  1-0841  feet  per  second; 
150 

66' 
and  D  =  10  X  66  +  .       ",  — ^  =  2669  feet,  or  8894 yards; 
1  -.0o4 1X2 

and  T  =  10 +  7:^  =70-8  seconds.  ' 

Rrom  this  it  appears  that  an  ordinary  goods  train^  proceeding  at  its  usual  speed  of  25  miles 
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Appendix  No.^65.  an  hour,  requires  a  distance  of  M6(  yards,  and  79*47  seconds  of  time  to  enable  it  to  come  to  a 
stand  upon  a  level  line,. and  tfaat  the  distance  is  increased  to  S37  yards,  and  the  time  to  127 
seconds,  upon  a  .gntitent  destcetkKtifir  l  in  1*50.  It  also  appears,  that  an  onlinary  passenger 
train,  travelling  at  the  not  utiusuai  speed  df  45  miles  an  hotir,  requires  779  yards,  and 
60*8  second^  upon  a  level  line,  and  8891  mrdi^  and  70*8  seconds  upon  the  descent  of 
1  in  150. 

To  provide,  then,  for  the  aa&tiy  of  ,pii)4ic  traffic,  it  appears  <bat  ihe  distance  {600  yards)  to 
:wiiiofa  ilange1^-8igttids  aie  directed  to  be  aeut  baok,  should  lie  considerably  increased,  unless  it 
be  thought.nereacpedientto.'augaMFDt  llie  breaking  .power  attached  to  the  trains. 

On  applying  the  conclusions  arrived  at  from  the  preceding  experimenfes  to  .die  circumstances 
of  a  goods  train  traveUing  at  the  rate  ofHb  miles  «n  hoivr,  and  requiring  to  stop  when  followed 
upon  the  sameKne  by  a  passenger'trointrnTBlling  at  the  rate  of  45  miles  an  hour,  it  will  be 
seen  that  in  foggy  weather,  in  order  to  provide  a  sufficient  security  against  the  chances  of  a 
collision,  it  would  be  necessarvy  with  the  present  breaking  power,  that  uf>on  a  level  line  the 
passenger  train  should  be  at  mA  74iKi«ntftesin'pointoftitiie,  or  5]^  miles  in  dt^anoe  behind 
the  goods  train,  and  that,  upon  a  gradient  descending  lin  150,  those  intervals  should  be 
increased  to  8  minutes  and  52  seconas  df  time,  and  nearly  ^  miles  mdistance. 

It  will  aUo  be  seen  that  in  fine  weather,  when  we  may  suppose  that  tbe  signal  might  be 
observed  300  yards  oflF,  the  intervals  between  the  same  trains  should  not  be  less  than 
4^  minutes,  or  3^  miles,  upon  a  level  lipA,4Uul  ^auianAesaud  43  seconds^4u*4r  miles,  upon  a 
gradient  descending  1  in  150. 

if  the  a(bove):th«ii,  be  $i»  inl«9vitk  wUoh  ekould  teidsit  tbetweon  a  ^paseenger  and  a  goods 
train,  upon  all  pails  of  the  line  whereon  such  trains  run  at  the  speeds  descffibfd,  it  appears 
evident  that  the  intervals  at  which  such  trains  -are  allowed  to  pcow  intermediate  stations  should 
be  considerably  greater,  to  allow  for  the  faster  gaining  upon.tlie  elower  train. 

On  reviewing  all  the  circumstances  of  this  collision,  and  comparing  the  present  rules  of  the 
London  and  North  Western  Company  with  the  resiilts  deduced  from  the  experiments  referred 
to  above,  I  am  of  opinion,  that  to  .provide  iade<|uataly  for  the  safety  of  the  public  traffic,  it  is 
desirable  that  the  London  and  North  Western  Company  odopts  one  or  other  of  the  following 
ceumes:^^ 

1.  Either  to  reduce  considerably  the  speed  both  of  passeirger  and  ^oods  trains, 

2.  Or  augment  the  intervals,  both  of  time  and  distance,  prescribed  between  trains 
traveUiqg  upon  the  same  line ; 

3.  Or  lastly,  augment  considerably  the  proportion  of  breaking  power  (attached  to  all 
trains. 

The  last  alternative  appears  to  me  to  be  the  most  desirable,  and  the  easiest  to  accSomplish. 

I  have,  &c., 

Capt.  Harness,  R.E.,  R.  SI.  Lafpak, 

Sfc,        ^c.  Cofd.  Jtcjfol  Engineers, 


Office  ijf  Gmmigsianirs  of  Baihmys,  WhkeJiaU^ 
Sir,  JBeeeaAer  3^  1849. 

I  HAVE  the  honour  to  lay  before  you,  for  the  ittf<miiation  of  the  Commissioners,  the 
result  of  my  inquiries  into  the  circumstances  attending  a  collision  Whicih  eeci^riNl  near  the 
foot  of  the  Whiston  ioeline,  qpon  tbe^ewn  liae  oFlheXiveiyMol  and  Manobester  section  of 
the  London  and  North  Western  Railway,  at  half-^ast  IWe  p.m.,  on  the  afternoon  of  the  14th 
ultimo. 

On  the  Whiston  incline,  the  down  line  of  the  London  and  Ndl^h  Western  Railway 
descends  for  a  considerable  distance  at  a  gradient  of  1  in  97;  then  for  180  yards  further, 
descends,  at  the  rate  of  1  in  244;  and  from  that,  the  lowest  point,  again  rises  for  450  yards  at 
the  gentle  ascent  of  I  in  1,521 ;  and  to  a  considerable  diaianee  further,  at  an  ascent  of  1  in 
1, 1(^.  At  the  end  of  the  ascent  of  1  in  1,521 ;  and'OdO  yards  from  the  foot  of  the  steep  incline, 
is  situated  the  Whiston  or  Rainhill  station. 

Tbe  accident  occurred  in  consequence  of  a  heavy  train  df  empty  cattle-waggons  having 
been  suddenly  checked  when  descending  the  steep  incline,  on  the  driver  pereeiving  a  danger- 
signal  at  the  Rainhill  station,  and  of  the  oeupling-chain  of  one  of  the  waggons  having^  become 
unhooked  by  the  sudden  je^k.  B^ore  mstters  could  be  set  right,  the  train  was  run  mto  by  a 
passenger  train  which  followed  it  down  the  incline,  and  which  was  itself  followed  at  rather 
short  intervals  lapalt  1)y  a^ocA  train  and  two  express  tmiM^  ^all  moving  together  down  the 
incline  upon  the  same  Ime  of  rails. 

The  printed  rules  of  the  London  and  North  Western  Company  direct  that,  on  the  Liverpool 
and  Manchester  line,  a  red  signal  shall  be  shown  far  three  minutes^  and  a  green  signal  for  five 
minutes  more  after  a  stopping  train,  or  one  proceeding  slow^  has  passed  an  intermediate 
station ;  the  former  to  stop,  and  the  latter  to  caution,  the  driver  of  any  engine  following  upon 
the  same  line. 

The  interval  of  three  minutes  is  not  a  great  one  to  allow  between  trains  passing  a  station 
upon  the  same-line^  >yet,  in  praolice,  I  am  informed  that  even  that  brief  interval  is  not  enforced. 
The  traffic  upon  this  part  of  the  London  and  North  Western  line  is,  I  learn,  so  great  at  par- 
ticular hours  of  the  day,  that  it  is  thought  better  ta  allow  each  train  to  proceed  after  cautioning 
the  driver,  and  telling  him  howikr  the  preceding  train  is  a-head.  On  this  he  proceeds  till  be 
|[ets  sight  of  the  train  in. front ;  when  he  follows  it  at  an  interval  of  from  600  to  800  yards. 
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It  18  needless  to  observe,  that  the  rule  I  have  quoted  is  oC  ii0«-vml«ie>  and  tlMtfc  the  traffic  is 
exposed  to  a  great  and  constant  risk,  when  such  a  custom  as  this  is  allowed  to.ymMiaiL 

In  another  place,  the  nilefr  of  the  London  and  North.  Western  Cofnpatr|r  direct  that  no 
engine,  whether  with  passengers  or  goods,  ^li  dasc^d  tht  Whi9t«i»  inrijine  at  a.  g»peater  spaed 
than  30  miles  an*  hour;  but  I  am  not  inclined  ta  attach  moeh  value  to  thfeiregMbrtioMy  fori 
hare  rarely  met  with  an  engine-driver  who  eouldfdrvi'  anything  lihea  oomrectt  eatdaiate  of  th» 
speed  he  might  be  running  at  at  any  paftioiriftr  time.  I  have  fiieque«tiy^  when  travdllinff 
upon  engines,  questioned  the  drivers  as  to  the  speedy  and  tokl'  tfaetn  to  tatke  a  litrfle  tiiae,  and 
con^der  well  their  answers;*  and  those  ansfrers  I  hmei  oampaied  witk  (JMoomel  nitBi 
deduced  from  timing  the  quarter-mile  posts.  In  the  great  OMiyoiiity  of  instfinDea  I  b«\'^e.  ibiind 
that  the  drivers  nrnterially  under-rated  the  speed. 

The  empty  waggon-train  consisted  of  two  engines  and  teii«l»rsi  59  tmfify  eattkhwaggieos, 
and  two- break- vans;  The  parties  in  charge  of  it  consisted  of  two  dnwers^  two&renwn,  and 
two  guards;  the  latter,  as  is  the  custom  upon  the  London'  aadr  North/ Western  Una,  ridiiig 
together  in  the  last  break-van^  so  that  only  one  was  vraiteibiA  to  appijp  a  break. 

Five  hundred  and  ninety  yards  beft>re  reaching  the  foot  of  the  Wluston  inciine^.and  lySSO 
yards  from  the  Rainhilt'  station,  trains  proceeding  towards  Liverpool  pase  iMder  m  long 
narrow  bridge,  called  PlattVbridge ;  on  emergiag  mm  whichr  such:  trains-  first  c*et.  si^^  of 
the  signals  at  the  Rainhill  station*  On  this  occasion  those  signals  showed  a  red  light,  andf 
the  driver  of  the  leading  engine  of  the*  empty'wa|ggo»-trahs,  en  perching  it,  gave  the  signal 
to  stop  the  train. 

The  cause  of  the  red  light  being  shown  at  the  Runbill  station  was,  that  ft  pilot>engtii0  waa 
engaged  there  then,  shifting  some  wagons  from  tiiesidnigs^  and  that  the.  deira-iiRe  was  cq»- 
sequently  blocked  fcr  a  time. 

The  empty  waggon-train  had  mat^ally  ehecked  it&  speedy  when  tlbf  line  thwrngh  the 
station  being  again  cleared,  the  red  signal  was  taken*  ofi^  and  a  white*  op  '^  alt  right'^  signri 
shown.  The  dKvers  of  the  waggon-train  immediately  put?  on  staani  to  prooeedr;  but  tfts 
previous  sudden  check  had  caused  the  waggons  to  run  together,  and  one  of  the  hooks  otf  tbt* 
chain  which  connected  the  2Ist  and  22nd  waggon  had  been  cast  loose  by  the 'sudden  sfafott. 
As  the  engines  ^rroceeded,  thereA)Pe,  ftir  an  increased:  speed,  0B)y*2)  wag^onsifoUivwed  thea^ 
while  the  temamtng  3S  conttmiedt  to  reii  on  at  their  previeustrateYalKuit  bix'miieaafnr  hewr).. 

The  drfvers  soon  felt,  by  the  diminish^  pHU*  upon  the  engiae^  t»iat  a  comidef  abltf  portioa  oS 
the  train  had!  been  led  behind;  but  they  dared  not  step  at  ooee'  lest  the  detached  pevtieRi 
which  they  knewr  to  be  still  advaacmg^>--sbo«ld  ri««  ivto  the  wagKons  that'  had'  follewed  Hh^ 
engines,  and  throw  some  of  them  off  the  line.  They  went  on  aearrfy  half  a  milff^  then  stepped; 
and  pesently,  receivinga  signal  fh>m  a  po(ieema»  ad  the  station^  catne  backrto  neetrthe  detaobed 
waggons- which  were  still  moving  at  the  rateef  some  foarmi>ks  a»  hetsn  Ttitse  two  portieae 
of  the  train  met  about  150  yards  up  the  ascending  gvadibntrof  1  in  450 ;  and'  as  noeely  ae^ 
possible  at  the  same  instant  a  passenger4tnm  (k>m(  Poestev,  wUeh  appeae?  to  have  ooai» 
down  the  incline  at  a  high  speed,  dashed  inte  the  bmak->vait  behind,  as  it  bad  aeftriy 
reached  the  end  of  the  deisceuding  gradient?  o6  I  in  24tt^  which'  stteoeeds  t»*  the*  steep^ 
incline. 

The  breaks-men  of  the  empty  waggen4rain  badf  appttsd'the  Isneak  of  tjbe  van  in.  wWcb  i^^ 
rode  on  hearing  the  whistle  on  the  incline,  andlhsKl  taA^en  itr  otf  agaitr  eofseeiiigtbe'ped'sigwdi 
turned  olF;  but  soon  they  perceived  titot  the  engiQfaffefe'leavtfi||*'thmii/  and  thai;  some^ol^  tW 
cotrpHngs  miYst  have  got  loose.  The  break' wa»  again*  afqpited  to  check  the  speed  of  the 
detached  waggons,  and  prevent  then*  running  too>  vietMi^  agautst  the  preeeding'ones^  ie  caee 
the  engines  were  stopped  too  soon;  btit  the  vao  betagi  eBAptyj*and'  light,  weighing,,  as  I  aai.' 
informed,  only  2  tons  II  cwt.,  the*  break  bad^veryittttte  power  oven  taiiU  a  nnmher  of 
waggons  on  so  steep  an  incline;  nseaiitime- the  seeoiid.bneaKeHnan  had  thronmbmiselffri^ 
the  van,  and  ran  forward  to  endeavour  to  reaeh  the  Wadisg  maiggeii;  and  signal  te  the  engioea 
when  to  come  back ;  and  as  soon  as  the  break  bad  been  turned  ti^iti  the  firot  hireaks»H|aft 
thr^w  himself  out  also,  to  run  back  and  give  a  danger-signal  to  any  ibIiowiBg  train. 

The  first  breaks-man  had  scarcely  reooverad  f«iom>\ht  shook  ef  hb  fUl,  and  theseeond  had 
not  jret  quite  reached  the  leading  waggon,  when  the  passenger-engine  dashed  iato  the  broak*- 
van  in  rear,  at  the  same  tinoe  that  the  rstnming'  waggons,  pushed  back  by  the  enginea, 
came  in  contact  with  the  detached  waggons  in  front.  The  double  shock  caused  the  collision 
to  be  a  severe  one;  the  van  in  rear  was  completely  smashed,  and  four  or  five  ef  the 
waggons  next  it  were  very  much  injured  and  thrown  off  the  line ;  while  three  or  four  more 
were  also  injured,  and  thrown  off  at  the  place  where  the  two  detached  portions  of  the  waggon- 
trdin  met. 

The  passenger-train,  consisting  of  an  engine  and  tender  and  one  van,  followed  by  six  pas- 
senger-carriages,  had  lefk  Preston  at  15  minutes  past  four,  and  was  running  down  theWhiston 
incKne  at  a  higher  speed  than  the  prescribed  rate  of  30  miles  an  hour ;  when,  about  100  yards 
after  emerging  from  the  narrow  bridge  called  Platt'ls-brtdgQ,  the  driver  saw  the  red  lights  of 
a  train  that  appeared  to  be  moving  slowly  in  front  of  him  upon  the  same  line.  He  states, 
that  he  immediately  reversed  his  engine,  and  blew  the  whisde,  for  the  fireman  and  guard  to 
apply  their  breaks  ;  and  his  statement  is  borne  out  by  the  evidence  of  the  fireman  and  guards 
who  state  that  they  heard  the  whistle  at  the  place  stated  by  the  driver,  and  that  they  at  onee 
applied  their  breaks.  Nevertheless,  the  engine  appears  to  have  been  still  moving  at  the  rate 
of  some  10  miles  an  hour  when  it  ran  into  the  waggon-train,  600  yards  from  the  place  where 
the  red  lights  were  first  seen.  Its  speed,  when  those  lights  were- first  seen,  I  estinmte  at  firom 
40  to  42  miles  an  hour. 

The  engine  of  the  passenger-train  had  its  chimney  knocked  off^  and  was  thrown  off  the 
line ;  it  sustained^  however,  no  further  injury,  neither  the  van  nor  the  six  carriages  in  rear 


Appe«ifiLlli».«6. 
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Appendix  No.  65.    of  it  were  injured;  and  the  pass^gers  escaped  with  a  few  bruises  and  a  rough  shock.    It  was 

— -^  a  fortunate  escape, 

w"  t  *R  '1  "^^  The  first  breaks-man  of  the  empty  waggon-train  had  been  unable  to  run  back  to  stop  the 
**  ^^^'  passenger-train,  for  he  had  only  just  recovered  from  the  shock  of  his  fall,  when  the  passenger- 
engine  ran  into  his  van.  After  seeing  the  collision,  he  at  once  ran  back,  and  proceeded  as 
far  as  the  head  of  the  incline,  and  in  that  distance  stopped  first,  a  goods-train  next  the  express 
from  Manchester  to  Liverpool ;  and  next,  the  express  from  Preston  and  the  north  to  Liverpool ; 
the  latter  of  which  was  just  coming  on  to  the  head  of  the  incline.  Here  he  left  directions 
with  the  policeman  not  to  allow  any  more  trains  to  come  on,  and  then  returned  in  all  haste 
to  rejoin  his  own  tr^in.  I  think  it  very  probable  that,  with  trains  following  each  other  so 
closely,  if  this  man  had  not  run  back  to  such  a  distance  as  he  did,  telling  each  irain  to  stop, 
a  second  disaster  would  have  occurred. 

On  reviewing  all  the  circumstances  attending  this  collision,  I  am  inclined  to  attribute  its 
occurrence  to  the  following  causes  :— 

1st.  The  custom  of  allowing  trains  to  follow  each  other  so  closely  as  appears  to  be  now  the 
practice  upon  the  Liverpool  and  Manchester  line.  I  am  of  opinion  tbftt  even  the  interval  of 
three  minutes  prescribed  by  the  London  and  North  Western  Company^s  rules  is  far  from 
being  sufiScient  to  provide  for  the  public  safety ;  and  here  we  have  a  custom  which  neglects 
even  that  slight  precaution. 

2nd.  The  faulty  construction,  and  consequently  insecure  method  of  coupling  the  21st  and 
22ncl  waggons  which  formed  part  of  the  empty  waggon-train.  Of  the  59  waggons  which 
composed  that  train,  30  came  from  the  London  and  Birmingham  section  of  the  London  and 
Northwestern  Railway;  19  from  the  Grand  Junction  section,  and  the  remaining  10  belonged 
to  the  South  Staffordshire  line.  The  first  were  provided  with  spring  draw-bars  and  spring 
buffers.  The  Grand  Junction  waggons,  as  far  as  I  can  learn,  were  also  similarly  provided ; 
the  South  Staffordshire  waggons  had  elastic  India-rubber  buffers,  but  the  more  important 
spring  draw-bar  was  wanting.  It  was  between  two  of  these  last  that  the  coupling-chain 
became  unlocked. 

3rd.  The  last  cause  of  this  collision  was  undoubtedly  the  high  speed,  higher  than  is  allowed 
by  the  London  and  North  Western  Company*s  rules,  at  which  the  passenger-train  was  running 
down  the  incline;  but  I  am  not  disposed  to  attach  much  blame  to  the  driver  of  that  train,  for 
as  I  have  said  before,  my  own  experience  leads  me  to  doubt  the  ability  of  engine-drivers 
generally  to  estimate  correctly  the  speed  at  which  they  run,  and  on  this  occasion  it  w^as 
nearly  dusk  and  raining  heavily,  so  that  the  man  could  not  see  the  quarter  mile-posts. 

I  would  recommend  that  the  London  and  North  Western  Company  either  augment  con- 
siderably the  breaking  power  attached  to  their  trains,  or  that  they  increase  the  interval  of 
three  minutes  which  their  present  rules  prescribe  between  trains  passing  the  several  inter- 
mediate stations  on  the  Liverpool  and  Manchester  line ;  and  whatever  be  the  interval  perscribed, 
I  am  of  opinion  that  it  should  be  strictly  enforced ;  the  present  objectionable  practice  of  dis« 
regarding  the  rule,  and  allowing  trains  to  pass  at  very  short  intervals  with  a  single  caution  to 
the  driver,  should  be  discontinued.  It  is  evident  that  when  trains  follow  one  another  so  closely, 
should  an  accident  occur,  to  stop  or  even  retard  one,  it  is  very  difficult  to  avert  a  collision. 

I  am  aware  that  this  latter  recommendation,  if  followed  out,  will  materially  affect  the 
management  of  the  traffic  upon  the  Liverpool  and  Manchester  line.  The  Company's  engineer 
and  superintendent  at  Warrington  has  represented  to  me  that  the  trains  are  at  times  so 
numerous  that  the  strict  enforcement  of  the  proper  interval  between  them  would  greatly 
derange  the  whole  traffic,  and  cause  delays  that  might  endanger  the  public  safety,  almost  as 
much  as  the  present  practice ;  but  it  appears  to  me  that  such  inconvenience  might  be  averted 
by  a  better  distribution  of  the  times  of  arrival  and  departure ;  and  if  the  traffic  be  indeed  so 
great  that  the  danger  now  undoubtedly  existing  cannot  be  lessened  by  such  new  arrangement, 
then  it  appears  to  me  that  the  time  has  arrived  when  the  Directors  should  consider  seriously 
the  question,  whether  it  would  not  be  advisable  to  provide  additional  lines  to  separate  the 
goods  from  the  passenger-train. 

The  question  referring  to  the  mode  of  coupling  together  the  waggons  composing  goods- 
trains  is  one  to  which  I  have  adverted  in  a  former  report.  It  appears  to  me  to  be  so 
important  that  I  propose  to  make  it  the  subject  of  a  separate  paper. 

I  have,  &c., 

-Capt.  Harness,  B.E.,  R.  M.  Laffan, 

Sfc.        Sfc.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways^  Whitehall, 
Sir,  December  31,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you  that  they  have 
received  a  report  from  Captain  Laffan  on  the  circumstances  attending  the  collision  which 
occurred  on  the  afternoon  of  the  6th  August  last,  on  that  part  of  the  London  and  North 
Western  Railway  known  as  the  Newton  junction  and  Warrington,  one  cause  of  which  appears 
to  have  been  that  a  large  package  <rf  plate-glass,  in  a  waggon  which  had  come  with  others 
from  the  St.  Helen's  Railway,  had  been  insufficiently  secure ;  and  that  Captain  Laffan,  in 
stating  the  different  causes  which  by  their  combination  occasioned  the  accident,  thus  alludes  to 
the  causes  above  mentioned : — 
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*'  2ndly.  The  gross  nefflect  of  the  servants  of  the  St.  Helen's  Railway  Company,  in  sending  Appendix  No.  65- 
off  a  waggon  containing  a  large  and  very  heavy  package,  placed  in  a  most  insecure  position,  — - 

without  the  8li|;hte8tpre«.ution  to  k-^p  it  in  pU^^^^^  ,,  fetn'S^y'! 

The  Commissioners  hope  that  the  Directors  of  the  Company  will  take  such  steps  as  will 
prevent  the  recurrence  of  a  similar  neglect. 

I  have,  &c.. 

The  Secretary  of  the  H.  D.  Harness, 

.  St.  Helen's  Railway  and  Canal  Company.  Capt.  Royal  Engineers. 


Cffice  of  Commissioners  of  Railway,  Whitehall, 
Sib,  January  2,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Captain  LaSan,  on  the  circumstance  attending  the 
collision  which  occurred  between  the  Newton  junction  and  Warrington,  on  the  afternoon  of  the 
6th  of  August,  as  many  of  the  observations  contained  in  that  report  appear  to  deserve  the 
serious  consideration  of  the  Directors  of  the  London  and  North  Western  Railway  Company. 

The  primary  cause  of  the  accident  referred  to,  was  the  insufficient  manner  in  which  a  large 
package  of  plate-glass  was  secured  to  the  waggon  on  which  it  was  being  conveyed ;  and  Captan 
Laffan  attributes  great  neglect  to  the  servants  of  the  St.  Helenas  Railway  Company  from 
whose  line  the  loaded  waggon  had  been  received,  and  a  communication  has  consequently  been 
addressed  to  that  Company ;  but  it  will  be  observed,  that  he  also  considers  that  a  more  careful 
inspection  of  this  waggon  should  have  been  made  by  the  servants  of  the  London  and  North 
Western  Railway  Company  on  receiving  it ;  and  that  he  remarks  upon  the  absence  of  any 
definite  instructions  with  respect  to  such  inspection  from  the  printed  regulations  of  the  Com- 
pany. 

Another  circumstance  to  which  Captain  Laffan  attributes  an  important  share  in  producing 
the  accident,  is  the  insufficiency  of  the  interval  allowed  between  trains  descending  the  Newton 
incline.  It  appears  from  his  report,  that  although  that  interval  had  been  observed,  although 
the  engine-driver  of  the  leading  train  had  been  enabled  to  send  back  a  gate-keeper  on  the  line 
with  a  signal  before  the  train  was  completely  stopped ;  and  although  the  driver  of  the  follow- 
ing train  had  observed  that  another  train  was  standing  on  the  line,  and  had  shut  off  his  steam 
before  he  came  in  sight  of  the  gatekeeper  thus  sent  back  to  warn  him,  there  was  not  a  sufficient 
interval  to  prevent  a  collision. 

It  will  be  perceived  that  the  inquiry  which  these  circumstances  obviously  suggested  has  been 
further  pursued  by  Captain  Laffan,  and  that  he  has  endeavoured  to  form  an  opinion  upon  the 
sufficiency  or  insufficiency  of  the  rules  by  which  the  breaking  power  attached  to  trains,  the 
weight  of  the  trains,  the  interval  required  to  be  preserved  between  them,  and  the  distance 
to  which  signals  are  to  be  sent  back  in  case  of  accident,  are  regulated  on  the  London  and 
North  Western  Railway;  and  that  after  careililly  considering  this  question,  and  making 
several  experiments,  he  has  arrived  at  the  opinion  that  the  present  regulations  are  not  sufficient 
for  the  public  safety,  and  has  found  it  to  be  his  duty  to  make  the  important  recommendations 
with  which  he  concludes  his  report. 

I  have,  &c., 

The  Secretary  of  the  H.  D.  Harness, 

London  and  North  Western  Railway  Company.  Capt.  Royal  Engineers. 


General  Manager's  Office,  Euston  Station, 
Sir,  January  24,  1850. 

Your  letters  under  date  the  2nd  and  3rd  of  January,  inclosing  copies  of  two  reports 
made  by  Captain  Laffan  on  the  11th  and  31st  December,  have  been  laid  before  the  Directors 
of  the  London  and  North  Western  Railway,  and  I  am  desired  to  reply  to  them. 

Captain  Laffan*s  reports  refer  to  two  colusions,  which  occurred  upon  this  Company's  railway 
on  the  6th  of  August  and  14th  November,  and  which,  although  arising  primarily  from  different 
causes,  that  officer  attributes  in  both  instances  to  the  practice  of  allowing  trains  to  follow  each 
other  at  too  short  an  interval.  The  Directors  therefore  consider  that  it  may  be  convenient  to 
take  the  two  reports  together. 

Before  entering  upon  the  main  question  and  the  consideration  of  the  recommendations  which 
Captain  Laffan  has  considered  it  his  duty  to  offer,  there  are  a  few  points  of  minor  importance, 
but  still  of  much  interest,  which  require  to  be  noticed. 

In  relation  to  the  accidents  on  the  Newton  incline.  Captain  Laffan  (among  the  secondary 
causes  which  led  to  the  disaster)  attributes  it  to  the  absence  of  any  definite  instructions  in  the 
London  and  North  Western  Company's  printed  regulations,  prescribing  that  a  careful  inspec- 
tion shall  be  made  of  all  waggons  coming  from  other  lines,  before  allowing  them  on  the  London 
and  North  Western  Railway. 

The  second  regulation  for  breaksmen  in  the  printed  code  is  as  follows : — 

"  They  are  carefully  to  examine  the  loading  and  sheeting  of  the  waggons  before  starting 
from  each  station,  to  insure  the  protection  of  the  goods  from  rain  and  sparks.  They  must 
also,  at  every  station  where  the  train  stops,  ascertain  that  the  loading  of  the  trucks  has  not 
moved,  and  especially  that  it  does  not  overhang  the  sides.'* 

These  instructions  appear  to  the  Directors  to  be  very  "  definite,'*  and  they  are  at  a  loss  to 
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London  and  Nortb 
Western  Railway. 


Appendix  No*  G5.  understand  what  Captain  Laffan  would  require.  If  he  contemplates  that  every  one  of  -the 
1,500  loaded  waggons  per  dien&  which  pass  to  and  from  the  37  railway  Companies  with 
which  the  London  and  North  Western  Company  exchange  traffic  shall  be  unsheeted  and 
examined,  such  a  process,  besides  seriously  endangering  the  safety  of  the  goods,  would  so 
block  up  and  impede  the  business  of  the  line  that  the.  work  could  not  be  carried  on. 

In  regard  to  the  couplings  of  the  waggons^  although  the  present  mode  has  been  in  opera- 
tion for  more  than  20  years  without  any  serious  inconvenience,  the  Directprs  are  free  to  admit 
that  an  improvennent  may  be  made;  the  subject  has  not  escaped  them,  and  their  waggon 
superintendents  have  been,  and  are,  engaged  in  perfecting  a  plan  for  obviating  the  risk  of 
waggons  breaking  away,  which  they  h<^  shortly  to  bring  into  c^eration. 

Uaptain  Laffan's  remark,  that  the  hooks  being  thrown  out  of  the  eye-bolt  is  a  contingency 
*'  that  occurs  every  day/'  can,  however,,  have  no  reference  to  this  railway,  where  it  is  of  rare 
occurrence  indeed. 

The  practice  of  running  passenger-carriages  and  goods-waggons  together  in  a  train  has  been 
the  usual  and  ordinary  modie  of  carrying  on  the  traffic  upon  many  lines  of  railway.  The  only 
case  in  which  it  occurs  on  the  London  and  North  Western  is  in  a  single  trip  traixi^  running 
from  Warrington  to  St,  Helen's  junction  and  back,  in  regard  to  which  me  Directors  can  se« 
no  possible  danger.    The  number  of  waggons  with  this  train  is  limited  to  six. 

Having  disposed  of  these  preliminary  matters — the  question  of  the  interval  to  be  allowed 
between  me  trains — ^the  objections  urged  by  the  Inspector  of  Railways  to  the  present  rule,  and 
the  suggestions  he  makes  for  the  future  conduct  of  the  traffic,  remain  to  be  considered. 

In  regard  to  the  accident  on  the  Newton  incline,  the  Directors  cannot  agree  with  Captaip 
Laffan,  that  it  occurred  from  any  defect  in  the  Company's  regulations,  and  the  evidence  of  the 
Superintendent  of  the  Northern  Division  of  the  railway  is  directly  opposed  to  the  statement, 
that  the  gatekeeper  "  ran  back  as  fast  as  he  could."  On  the  contrary,  Mr.  Norris  is  of  opinioii 
that  the  man  neglected  his  duty  on  this  occasion,  and  that  had  he  used  ordinary  precaution  the 
collision — which  as  it  was  took  place  at  a  very  reduced  speed — would  have  been  altogether 
avoided. 

It  is  admitted  that  the  trains  were  running  at  an  interval  of  five  mmutes,  and  it  is  in  evidence 
that  the  gatekeeper  was  warned  to  proceed  back,  in  order  to  warn  the  coming  train,  before 
the  leading  train  stopped,  yet  he  only  succeeded  in  reaching  a  distance  of  350  yards,  which  is 
quite  inconsistent  with  the  assumption  of ''  his  nmning  back  as  fast  as  he  could." 

In  his  remarks  upon  this  accident.  Captain  Laffan  appears  to  think  that  the  Company's 
servants  did  their  duty,  and  that  "good  guidance"  was  aided  by  ''good  fortune."  The 
Directors  do  not  quite  understand  the  force  of  the  latter  remark  ;  but  they  have  no  hesitation 
in  expressing  their  opinion,  that  had  thegateman  made  reasonable  exertion,  the  accident  might 
have  been  avoided. 

In  respect  to  the  acddent  on  Whiston  incline,  also,  there  can  be  no  doubt  that  the  engineraan 
of  the  passenger-train  was  exceeding  the  speed  at  which  the  regulations  prescribe  that  he  shall 
travel  at  that  part  of  the  line,  and  to  this  cause,  concurrent  with  the  remarkable  contii^ency 
of  a  train  of  waggons  breaking  loose  in  goin^  doum  a  steep  incline,  and  not  to  the  iosumcient 
interval  between  tne  trains,  must  the  accident  be  attributed. 

Here  again  was  neglect  of  duty  in  the  breaksman  not  being  a  sufficient  distance  in  the  rear. 
Captain  Laffan,  however,  illustrates  the  facility  with  which  successive  trains  may  be  stopped, 
if  due  care  is  taken. 

VVhatever  rules  and  regulations  may  be  adopted,  it  is  impossible  to  provide  against  occa- 
sional ni^glect  of  duty  on  the  part  of  the  servants,  although  the  most  rigid  discipline  is  exacteo, 
and  the  severest  penalties  are  enforced. 

Captain  Lafian  has  entered  upon  an  elaborate,  and  highly  interesting  course  of  experiments, 
to  ascertain  the  distance  in  which  a  train  of  a  given  weight  and  at  a  given  speed  can  be  pulled 
up  with  the  present  breakbg  power.  Without  entering  upon  any  analysis  of  these  experiments 
further  than  to  remark,  that  in  practice  the  state  of  the  atmosphere,  and  consequently  of  the 
rails,  exercises  a  large  influence  on  the  breaking  power,  the  Directors  remark  that  these 
experiments  show  that  a  goods-train  at  25  miles  an  hour  maybe  stopped  in  513  yards;  a 
passenger-train  of  16  carriages  at  45  miles,  in  779  yards  on  a  level,  and  889  yards  on  an  incline 
of  1  in  150. 

From  these  facts  Captain  Laffan  deduces  an  argument,  that  the  present  regulation  of  send- 
ing a  man  back  with  a  signal  600  yards  is  insufficient  for  the  public  safety ;  the  Directors  beg 
respectfully  to  state  that  the  experiments  of  Captain  Laffiin  appear  to  them  to  confirm  the 
soundness  of  the  regulation  in  question,  for  a  signal  can  under  almost  any  circumstances  be 
seen  more  than  300  yards,  and  more  frequently  400,  which,  added  to  the  600  yards  in  the  rule, 
(rives  a  distance  beyond  the  power  of  collision  under  the  unusual  circumstances  indicated  by 
Captain  Laffan.  The  Directors  have,  however,  no  objection  to  increase  the  distance  should  the 
Commissioners  think  it  necessary  ;  at  the  same  time,  their  experience  leads  them  to  the  belief 
that  the  present  allowance  is  ample,  and  that  to  increase  it  mi^ht  defeat  the  object  in  view. 

To  the  remarks  of  Captain  Laffan  on  the  mode  of  conducting  the  traffic  upon  the  Liverpool 
and  Manchester  Railway,  and  to  his  theoretical  recommendations  for  remedying  what  he  con- 
siders an  evil,  the  Directors  can  only  offer  their  daily  practical  experience  of  nineteen  years. 
That  experience  teaches  them  that  the  amount  of  traffic,  and  the  frequency  of  trains  on  the 
Liverpool  and  Manchester  line,  has  been  one  great  cause  of  the  admitted  safety  with  which 
it  has  been  conducted ;  the  Directors  can  point  to  the  long  period  I  have  named,  and  (in  no 
boasting  spirit)  inquire  under  what  circumstances,  and  on  what  railway  the  traffic  has  been 
carried  on  with  greater  safety.  To  Captain  Laffan*s  suggestion,  that  a  better  distribution  of 
the  times  of  arrival  and  departure  might  be  made  on  this  branch,  I  am  desired  to  remind  the 
Commissioners  that  when  trains  travel  from  London,  Aberdeen^  York,  and  other  distant  places 
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to  Liverpool*  it  is  impossible  to  regulate  in  practice  their  arrival  within  a  scale  of  minutes ;    Appendix  No.  55« 
and  to  his  remark  that  if  the  danger  which  he  alleges  to  exist  (but  which  the  Directors  do  not  — - 

admit),  cannot  be  lessened,  the  *'time  has  arrived  for  considering  the  question  of  additional    «2    ,^"  ^rL?^' 
tails,'*    I  am  instructed  to  remark,  that  if  the  Board  has  been  enabled  to  carry  on  the  business  *     ^' 

upon  the  Liverpool  and  Manchester  line  for  19  years  with  scarcely  an  accident,  they  caimot 
doubt  their  power  to  so  for  the  future,  considering  that,  unfortunately  for  them,  the  opening  of 
new  lines  has  reduced  the  business  there  by  nearly  one-third. 

Captain  Laffan  appears  to  have  arrived  at  the  conclusion  in  his  own  mind,  that  the  accidents 
in  question  were  caused  by  the  regulation  which  permits  trains  to  follow  each  other  at  an 
interval  oifice  minutes,  and  suggests  that  the  interval  should  be  increased.  The  Directors  have 
received  this  intimation  with  some  surprise,  for  they  cannot  forget  that  the  regulation  itself  was 
imposed  upon  them  by  the  Board  of  Trade.  In  the  year  1842,  when  the  Manchester  and 
Birmingham  line  was  about  to  open,  this  question  was  carefully  considered ;  at  that  time  the 
Orand  Junction  and  the  Manchester  and  birmingham  Companies  were  in  a  state  of  hostility, 
the  latter  intimated  their  intention  of  running  their  trains  over  the  Grand  Junction  Railway.  The 
Directors  knowing  the  feeling  that  existed,  and  fearing  danger  to  the  public  in  consequence  of  the 
excitement  that  prevailed,  prescribed  a  considerable  interval  between  successive  trains.  They 
were  over-ruled  oy  the  Board  of  Trade,  who,  in  their  letter  under  date  the  25th  June,  184^ 
ixeAfive  minutes  between  successive  trains  of  the  same  description,  as  sufficient  for  the  public 
safety.  If,  therefore,  between  rival  companies  usin^  the  same  line,  acting  under  dinerent 
authorities  and  different  regulations,  and  under  peculiar  circumstances  of  irritation,^i;6  minutes 
was  considered  enough  by  the  Inspector  of  Railways,  it  has  certainly  surprised  the  Directors 
to  be  now  blamed  for  adopting  that  very  interval  with  their  own  trains  under  a  single  and  con- 
centrated management,  and  they  are  inclined  to  think  that  the  fact  itself  must  have  escaped  the 
recollection  of  the  Board  of  Trade.  If  the  accidents  have  indeed  arisen  from  the  cause  assigned 
by  Captain  Laffan^  they  have  resulted  from  a  rigid  adherence  to  the  regulation  laid  down  for 
their  guidance  by  that  Board,  BXkd  against  which  the  Directors,  having  reference  to  the  pecu- 
liarities of  the  case,  ventured  at  the  time  respectfully,  and  strongly,  but  ineffectually  to  remon- 
strate. 

In  conclusion,  I  have  to  add  that  the  safety  of  the  public  form  at  all  times  the  paramount 
object  in  the  minds  of  the  Directors :  they  will  carefully  consider  how  they  can  provide  for 
it ;  and  I  am  instructed  to  say  that  measures  are  being  adopted  to  increase  the  weight  of  the 
break-vans  on  the  Liverpool  and  Manchester  line,  and  thereby  to  render  their  breaking  power 
jiK>re  effeetive. 

I  have»  &c., 

dqa.  Harness,  R.E^  Mark  Huish. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  January  30,  1850. 

I  HAVE  the  honour  to  lay  before  you,  for  the  information  of  the  CommissioneiB,  the 
following  observations  upon  Captain  Huish^s  letter  to  you  of  the  24th  inst.,  in  reply  to  my 
reports  of  the  1  Ith  December,  1849,  and  31st  December,  1849,  of  which  copies  had  beea 
sent  to  him. 

In  my  report  of  the  llth  DiBoember,  1849, 1  had  remarked  upon — 

"  The  absence  of  any  d«ffinite  instructions  in  the  London  and  North  Western  Company's 
printed  regulations,  prescribing  that  a  careful  inspection  shall  be  made  of  all  waggons  coming 
from  other  lines  before  allowing  them  on  to  the  I^ndon  and  North  Western  Railway." 

Captain  Huish  points  out  that  the  2nd  para^aph  in  the  London  and  North  Western  Com- 
pany's reguladons  for  the  guidance  of  the  breakcmen  of  goods  trains,  enjoins  that — 

'*  They  are  carefully  to  exMoaine  the  loading  and  sheeting  of  the  waggons  before  starting 
from  eacn  station,  to  insure  the  protection  of  the  goods  from  rain  and  sparks.  They  must 
also,  at  every  station  where  the  train  stops,  ascertain  that  the  loading  of  the  trucks  has  not 
moved,  and  especially  that  it  does  not  overhang  the  sides.'* 

When  readmg  tbn  paragraph  previous  to  sending  in  my  report,  it  then  seemed,  and  on 
reading  it  again  now,  it  still  a|>pears  to  me,  that  the  regulation  does  not  provide  a  sufBoient 
security  against  the  danger  arising  from  ffoods-waggons  improperly  packed  being  sent  on  to  a 
line  so  full  of  traffic  as  me  London  and  North  Western  Railway. 

The  first  part  of  the  paragraph  confines  the  attention  of  the  breaksman  to  seeing  that  the 
goods  are  secure  from  rain  or  sparks ;  but  it  mi^ht,  and  in  the  case  of  the  Newton  collision, 
which  formed  the  subject  of  my  report  of  the  llth  December,  1849,  it  did  hiqipen  that  goods 
nriffht  be  quite  secure  from  sparks,  and  be  of  such  a  nature  as  not  to  be  damaged  by  rain, 
and  at  the  same  tune  be  so  insecurely  placed  in  the  waggon  as  to  endanger  the  safety  of  the 
train. 

The  second  part  of  the  paragrs^h  again  confines  the  attention  of  the  breaksman  to  seeing 
that  the  goods  nave  not  moved ;  and  though  in  the  case  of  a  waggon  which  has  come  from  a 
considersLDle  distajnce  it  may  be  naturally  presumed  that  the  goods  which  have  not  moved  are 
securely  jpacked,  it  appears  to  me  that  the  same  circumstance  affords  no  adequate  proof  of 
safo  packmg  in  the  case  of  a  waggon  which  comes  on  to  the  London  and  North  Western  Bail- 
way  from  a  short  branch  line  over  which  it  has  moved  slowly. 

In  the  case  of  the  accident  near  the  Newton  incline,  it  will  be  remembered  that  a  large  and 
heavy  package  of  plate-glass,  placed  in  a  most  insecure  position  in  a  waggon,  without  any 
precaution  to  keep  it  in  place,  bad  come  safely  over  the  short  line  from  St.  Helen's,  but  that  it 
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Appendix  No.  65.    fell  over  against  the  side  of  the  waggon,  and  caused  a  stoppage,  which  led  to  a  collision  when 

— T  descending  the  Newton  incline  on  the  London  and  North  Western  Railway. 

WesUrn  RaU  ^  V  It  appeared  to  me,  therefore,  very  desirable  that  the  inspection  of  waggons  coming  on  to  the 
^'  London  and  North  Western  Railway  should  not  be  confined  to  seeing  that  the  goods  were  pro- 
tected from  rain  and  sparks,  or  that  they  had  not  moved  in  the  waggons,  but  that  in  all  cases 
where  the  distance  the  waggon  had  already  come  with  safety  did  not  afford  a  reasonable  proof 
of  secure  packing,  the  inspection  should  be  extended  to  seeing  that  the  goods  were  properly 
secured,  and  not  likely  to  break  loose. 

Captain  Huish  remarks  upon  my  expression  that  the  hooks  of  goods-waggons  being  thrown 
out  of  the  eye-bolts  is  a  contingency  that  occurs  every  day.  That  expression  was  founded 
upon  my  own  experience  often  repeated,  and  upon  the  concurring  testimony  of  several  breaks- 
men  and  engine-drivers  of  goods-trains  in  the  service  of  the  London  and  North  Western  Rail- 
way Company.     I  am  happy  to  learn  that  a  new  mode  of  coupling  is  likely  to  be  introduced. 

Captain  Huish  states  that,  with  respect  to  the  collision  near  the  Newton  incline,— 

"  The  Directors  have  no  hesitation  in  expressing  their  opinion  that  had  the  gateman  made 
reasonable  exertion  the  accidents  might  have  been  avoided ;"  and  he  also  states,  that  '*  Mr. 
Norris  is  of  opinion  that  the  man  neglected  his  duty ;  and  that  had  he  used  ordinary  precau- 
tion, the  collision  (which,  as  it  was,  took  place  at  a  very  reduced  speed)  might  have  been 
altogether  avoided.*' 

In  Mr.  Norris's  report  on  the  collision,  addressed  to  Captain  Huish,  and  forwarded  by  Cap* 
tain  Huish  to  this  office,  with  his  letter  of  the  7th  Aurast,  1849,  Mr.  Norris  makes  no  allusion 
to  the  alleged  neglect  of  duty  on  the  part  of  the  gatekeeper ;  and  one  sentence  of  that  report 
says,  "  I  cannot  attach  blame  to  any  of  our  men." 

Captain  Huish  again,  in  his  letter  to  you  of  the  16th  August,  says— 

**  I  may  add  that,  since  writing,  the  Directors  have  met  and  taken  a  mass  of  evidence  upon 
the  subject.  The  result  of  the  investigation  has  satisfied  them  that  the  accident  was  one  which 
did  not  arise  from  carelessness  on  the  part  of  any  one,  but  was  the  result  of  a  combination  of 
unfortunate  contingencies." 

My  own  opinion,  founded  upon  the  testimony  of  all  the  parties  who  were  present  on  the 
occasion  in  question,  is,  that  the  gatekeeper  immediately  obeyed  the  signal  he  received  from  the 
foreman  of  plate-layers,  and  that  he  made  as  much  haste  as  he  could.  The  engineman  and  the 
stoker  of  the  goods-train  which  he  went  back  to  stop,  both  agree  that  the  man  was  running 
towards  them  when  they  saw  him. 

Captain  Huish  also  remarks  upon  *'  the  neglect  of  duty  in  the  breaksman"  (of  the  goods* 
train  which  stopped  upon  the  Whiston  incline),  *'  not  being  a  sufficient  distance  in  the  rear.'* 

In  my  report  of  the  31st  December,  I  have  stated  that  the  man  in  question  had  scarcely 
recovered  from  the  effects  of  the  fall  he  received  on  throwing  himself  firom  his  van  while  it  was 
yet  in  motion,  when  the  train  which  followed  ran  into  his  tram.  Under  these  circumstances,  I 
do  not  see  how  he  could  have  got  to  a  distance  in  rear. 

The  remainder  of  Captain  Huish*s  letter  does  not  appear  to  call  for  any  observation, 
beyond  remarking  that,  in  my  opinion,  it  would  not  be  safe  to  assume  that  ^^  a  signal  can 
under  almost  any  circumstances,  be  seen  more  than  300  yards,  and  more  frequendy  ^K)."  I 
do  not  think  it  would  be  safe  to  assume  that  a  signal  can  be  seen  till  the  following  en^ne  has 
come  much  nearer,  and,  under  certain  conditions  of  the  atmosphere,  till  it  has  actually  come 
up  to  the  man  sent  back  to  stop  it. 

I  have,  &c., 

Capt.  Hamesi,  R.E.y  R.  M.  Lafpan, 

tfc,        i^c.  Capt,  Royal  Engineers. 


Office  of  CoTnmissioners  of  Sailways,  Whitehall, 
Sib,  February  8,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  24th  ult.,  relating  to  the  reports  of  Captain  Laffan  on  two  collisions  wnich 
occurred  on  the  northern  section  of  the  London  and  North  Western  Railway,  and  to  forward, 
for  the  consideration  of  the  Directors  of  the  Company,  the  remarks  of  Captain  LaSan  on  the 
several  allusions  to  his  reports  made  in  your  letter. 

In  your  communication  it  is  stated  that  the  Directors  of  the  Company  have  no  objection  to 
increase  the  distance  to  which  signals  are  to  be  sent  back,  if  the  Commissioners  think  it  neces- 
sary ;  and  I  am  to  inform  you  that  the  Commissioners  are  only  desirous  to  direct  the  attention 
of  the  Directors  of  the  Company  to  the  observations  of  the  Inspecting  Officer,  and  to  the 
reasons  on  which  he  founds  his  suggestions.  Except  under  some  extraordinary  circumstances, 
such  as  that  which  occurred  in  1842,  and  to  which  you  allude  in  your  letter,  the  consideration 
of  the  regulations  necessary  for  the  safe  and  commodious  working  of  different  parts  of  the  line, 
the  ir  attention  from  time  to  time,  as  improvements  ^re  introduced  or  circumstances  are  varied, 
must  evidently  rest  with  the  Directors  of  the  Company ;  but  the  Commissioners  consider  that 
the  observations  made  by  Captain  Laffan  in  his  reports  on  the  point  referred  to,  as  well  as  his 
observations  upon  the  interval  to  be  enforced  between  trains,  and  on  other  subjects,  are  deserving 
of  the  attention  of  the  Directors  of  the  Company  in  establishing  regulations  suited  to  the 
present  time,  and  that  a  serious  responsibility  will  rest  upon  them  if  their  attention  having  been 
directed  to  the  opinion  of  the  Inspecting  Officer,  as  to  the  doubtful  efficiency  of  the  arrange- 
ments at  the  time  the  accidents  reported  upon  occurred,  those  regulations  do  not  now  receive 
their  careful  reconsideration. 

The  Commissioners  have  instructed  me  to  add,  that  they  are  glad  to  perceive  by  your  letter 
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that  the  breaking  power  of  the  trains  is  likely  to  be  rendered  more  eflTective,  and  that  they    Appendix  No.  65. 
request  to  be  informed  of  any  further  precautions  which  may  be  adopted  to  secure  the  public   -         ""^ 
safety  on  the  Liverpool  and  Manchester  Une.  . .  ^  m.tm*Ra?wI? 


I  have,  &c.. 

To  the  Secretary  of  the  H.  D.  Harness, 

London  and  North  Western  Railway  Company.  Capt.  Royal  Engineers, 


Western  Railway* 


Sir, 


General  Managers  Office,  Etuton  Station, 
March  2,  \850. 

Your  letter  under  date  the  8th  February,  giving  cover  to  a  report  of  Captain  Laffan, 
under  date  the  30th  Januiary,  was  yesterday  laid  before  the  Directors. 

They  have  given  the  report  their  best  consideration^  and  having  weighed  the  remarks  and 
arguments  of  the  Inspector  of  Railways/ they  regret  that  they  cannot  modify  the  views  contained 
in  my  former  letter. 

They  are  unable  to  detect  the  deficiency  in  their  regulation  whidi  Captain  Laffan  discovers, 
and  they  are  satisfied  that  if  the  breaksmen  '*  carefully  examine  the  loading  and  sheeting  of  the 
waggons  before  starting  from  each  station,**  and  also  ''  at  each  station  where  the  train  stops 
ascertain  that  the  loading  of  the  trucks  has  not  moved,**  they  have  done  all  in  their  power  to 
prevent  accident* 

Captain  Laffan  indeed  appears  to  admit  this  conclusion,  but  seems  to  think  that  an  exception 
to  it  exists  where  the  waggons  come  from  a  short  line. 

If,  therefore.  Captain  Laffan  will  define  the  limit  at  which  such  extra  examination  shall 
commence,  the  Directors  will  meet  and  consider  his  recommendation. 

With  reference  to  the  collision  at  Newton  junction,  and  Nr.  Norris's  report,  that  gentleman 
states : — **  My  report  was  made  on  the  evening  of  the  6th,  on  the  afternoon  of  which  the  acci- 
dent happened,  and  before  I  had  an  opportunity  of  making  a  fiill  inquiry.  I  was  afterwards  of 
opinion,  and  am  so  now,  that  the  gateman  did  not  go  back  fast  enough,  or  as  fast  as  he  might 
have  done.  The  goods-train  had  left  the  iunction  five  minutes  after  the  passenger-train,  and 
travelled  slower.  Now,  allowing  one  mmute  for  the  slacking  of  the  passenger-train,  the 
gateman  would  have  full  four  minutes  to  run  back  in.  A  strong  man  can  run  at  the  rate  of 
10  miles  an  hour  for  half  a  mile,  and  four  minutes  at  this  rate  gives  1,173  yards  as  the  distance 
he  ought  to  have  been." 

With  regard  to  the  more  important  matter  of  the  distance  which  it  is  desirable  to  maintain 
between  successive  trains,  the  Directors  will  be  ready  to  take  into  their  earliest  consideration 
any  specific  regulation  which  the  Commissioners  of  Railways  may  think  proper  to  forward  to 
them,  but  as  the  Board  of  Trade  have  decided,  after  due  inquiry,  that  an  interval  of  five 
minutesis  sufficient  for  the  public  safety  between  trains  of  rival  Companies,  running  upon  the 
same  rails,  they  feel  that  there  can  be  no  sufficient  reason  for  apprehending  accident  where  the 
same  elements  of  danger  do  not  exist. 

I  have,  &Cm 

Capt.  Harness,  RE,, 
g-c.        ^c. 


Mark  Huish. 


Sir, 


Office  of  Commissioners  of  Railuxtys,  Whitehall, 
March  8, 1850. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  dated  the  2nd  instant,  in  reply  to  the  communication  from  this  office  on  the  8th 
of  February,  on  the  subject  of  the  accident  which  occurred  at  Warrington  on  the  6th  August, 
and  at  the  VVhiston  incline  on  the  14th  November,  1849,  and  to  inform  you  that  the  Commis- 
sioners have  no  observations  to  add  to  the  remarks  contained  in  their  letter  of  the  8th  ultimo. 

I  have,  &c.) 

ne  Secretary  of  the  H.  D.  Harness, 

London  and  North  Western  Railway  Company.  Capt.  Royal  Engineers. 


Appendix  No.  66. 

MIDLAND  RAILWAY.— (iVotttnyAawt  and  Lincoln.) 
Sir,  Whitehall,  December  28,  1849. 

I  HAVE  to  report  to  you,  that  upon  receipt  of  your  letter  of  the  8th  inst.,  conveying  to 
me  the  directions  of  the  Commissioners  of  Railways,  to  inauire  into  and  report  upon  the  state 
of  the  Nottingham  and  Lincoln  Branch  of  the  Midlana  Railway,  and  the  circumstances 
attending  an  accident  reported  by  the  secretary  to  have  occurred  to  the  mail  train  on  the 
morning  of  the  6th  inst.,  I  communicated  with  the  Railway  Company,  and  on  the  llth 
December  inspected  the  Nottingham  and  Lincoln  Branchy  and  made  the  necessary  inquiries ; 
I  have  deferred  this  report  in  consequence  of  continued  absence  from  London,  and  a  desire  to 
obtain  further  information,  as  regards  the  nature  of  floods  generally,  in  the  low  country  bor- 
dering upon  the  Trent. 


Appendix  No.  66.^ 
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Midland  Railway. 

(^Nottingham  and 

Lincoln.) 


Appendix  Na  66.  It  appears  that  on  the  5th  December^  a  very  heavy  fiood  oocorred  tm  the  bwer  part  of  the 
River  Trent,  by  whidi  the  lowlands  bordering  upon  it  between  Nottingham  and  Newark  wme 
completely  flooded,  being  in  many  places  several  feet  under  water.  The  railway  paasea 
through  these  lands,  and  a  little  below  Newark  forms  an  embankment^  ^hich  keeps  the  water 
from  the  river  from  flowing  freely  over  the  adjoining  meadows,  which,  however,  are  flooded  by 
another  stream,  or  by  the  backwater  from  the  Trent  passing  under  a  bridge  which  carries  the 
railway  over  that  stream,  some  distance  lower  down  the  river  than  where  the  accident 
occurred.  On  the  evening  of  the  5th  at  4  o*clock,  the  foreman  plate-layer  of  the  district  walked 
over  his  beat  and  looked  at  the  sluice  where  the  accident  occurred,  and  although  the  water  was 
high  be  saw  no  cause  of  appr^ension,  and  he  considered  that  there  was  only  a  foot  difference 
of  level  in  the  water  on  the  opposite  sides  of  the  embankment  I  should  have  stated,  that  the 
sluice  in  question  was  on  the  north  or  river  side  of  the  embankment,  which  is  here  only  a  few 
feet  high,  and  was  erected  for  the  purpose  of  allowing  any  water  which  might  lodge  in  the 
meadows  on  the  land  side  of  the  embankment  to  run  off  through  a  bnck-aiched  culvert  of 
email  dimensions  laid  under  and  across  the  railway.  The  flood  must  have  continued  to  rise 
during  the  night  of  the  5th,  but  no  damage  to  any  extent  had  been  done  at  9  o'clock,  when  the 
up-mail  pass^  without  aaytbiug  being  observed  by  the  driver  or  guards,  but  the  down- 
mail,  in  passing  shortly  after  4  o*clock  on  the  morning  of  the  6th,  on  arriving  at  the  culvert, 
was  stopped  by  the  two  last  carriages  of  the  train  getting  into  the  water,  the  engine  tender  and 
one  other  carnage  having  passed  safely  over.  The  water  had  burst  the  culvert,  and  excavated 
a  passage  for  itself  through  the  embankment.  The  flood  being  still  very  high,  at  the  time  of 
my  inspection,  I  was  not  able  to  ascertain  the  exact  form  of  the  culvert,  and  whether  built  with 
an  inverted  arch  in  the  bottom  of  it ;  but,  I  am  inclined  to  beUeve,  that  the  water  nuist  have 
rushed  through  the  sluice,  which  was  imperfect  on  the  upper  side,  and  acted  on  the  foundations, 
and  so  caused  the  culvert  to  fall  in,  and  that  the  train  must  have  arrived  just  at  the  moment 
that  it  was  giving  way,  and  thus  that  the  leading  part  of  it  escaped  being  thrown  into  the 
chasm.  The  Company  are  about  to  restore  the  culvert,  and  at  the  time  of  my  iuspection,  a 
temporary  timber  bridge  had  been  made  by  laying  balks  across  the  opening,  resting  on  piles 
driven  to  carry  them,  which  rendered  the  passage  of  one  line  by  trains  quite  secure,  the  railway 
being  worked  as  a  single  line  from  Newark  to  me  next  station,  CoUingoam,  for  which  piu'pose 
the  Company  had  arranged  that  one  specified  engine  was  to  travel  over  that  portion  of  the 
line  with  every  train. 

Prom  inquury,  it  appears  that  the  sluice  in  <jpiestion  has  never  been  opened  since  it  was 
erected  at  the  time  of  the  construction  of  the  railway,  the  Company  having  been  required  to 
place  it  there  by  the  proprietors  of  some  acyoining  property,  with  a  view  to  remove  any  water 
that  may  remain  after  the  floods,  and  for  which  he  bad  no  other  outlet  into  the  river^  the 
natural  drain  of  the  country. 

Under  these  circumstances,  the  flood  not  being  higher  than  has  be^i  known  before  since  the 
construction  of  the  railway  without  producing  injury,  I  do  not  consider  that  the  Gompai^ 
have  been  guilty  of  any  want  of  precaution  in  not  guarding  against  this  accident  Mr.  Barlow, 
the  engineer,  has  however  now  issued  the  inclosed  orders  to  plate-layers  and  inspectors  of  per- 
manent way,  which  will,  it  is  to  be  hoped,  effectually  prevent  the  recurrence  of  any  risk  to 
trains  upon  the  lines  of  the  Midland  Company  generally. 

Near  Lowdham  station,  also  upon  this  Une,  the  flooding  of  a  small  tnill-stream  had  pro- 
duced some  damage  to  the  line.  Its  direct  course  was  nearly  straight,  and  through  a  timber- 
bridge,  carrying  the  railway  with  ample  water-way ;  but  the  railway  being  on  an  embankment, 
had  been  formed  from  side-cutting,  between  which  and  the  stream  on  the  upper  side  of  the 
embankment  a  small  bank  of  earth  had  been  left,  so  that  the  stream  should  not  be  diverted 
into  the  side-cutting.  This  embankment,  probably  by  being  lessened  by  continual  wear,  and 
also  by  the  weight  of  the  flood  water,  was  forced  in»  and  the  stream  thus  rushed  through  the 
side-cutting,  and  foimd  its  way  out  through  a  small  culvert  not  intended  to  carry  such  a  mass 
of  water,  and  which  not  being  inverted^  was  damaged,  and  an  accident  might  nave  ^ocurred 
had  it  not  become  known  to  the  station-porters  that  titte  stream  was  injuring  the  culvert. 
Timber  was  placed  across  the  opmng,  and  the  traffic  was  not  stopped. 

I  also  remarked  another  small  culvert  without  an  invert,  apparently  built  on  a  very  soft 
foundation,  the  vertical  brick  sides  to  which  had  considerably  settled.  It  would  appear  ad- 
visable to  place  an  invert  under  these  walls  to  secure  them.  Whilst  upon  this  subject,  I  may 
remark  that  the  system  of  constructing  railways  has  been  to  inquire  generally  from  the  oldest 
inhabitants  the  extent  of  the  highest  floods  known  by  them,  and  from  the  data  of  the  land- 
marks, which  are  generally  to  De  ascertained  on  every  stream,  indicating  the  extent  of  the 
greatest  known  flood,  to  calculate  the  space  to  be  allowed  for  the  escape  of  flood  waters  through 
railway  embankments  crossing  or  skirting  valleys ;  but  attention  having  been  drawn  of  late 
years  to  a  very  great  extent  to  the  drainage  of  lands  for  agricultural  purposes,  it  appears  that 
the  extent  and  nature  of  floods  in  streams  and  rivers  has  raaterisuly  altered,  and  may  be 
expected  from  year  to  year,  as  agricultural  improvements  progress,  to  vary  still  more.  The 
effect  of  heavy  rains  is  more  speedily  felt  in  the  rivers  and  streams  which  are  the  natural 
and  only  outlets  to  the  drainage  of  large  districts,  producing  not  only  higher  floods,  but 
greater  rapidity  of  currents,  and  which  will  continue  to  increase  unless  the  outiaUs  of  these 
streams  are  improved,  to  correspond  with  the  improvements  in  dridnage.  This  will  account 
also  for  the  water  in  the  streams  being  diminished  in  dry  seasons  beyond  what  was  formerly 
the  case,  the  same  cause  operating  to  prevent  the  gradual  supply  to  the  streams  of  the  water 
which  used  to  maintain  in  them  a  certain  level,  that  water  being  carried  off  more  rapidly  by 
the  improved  drainage.  To  this  cause  it  appears  to  me  not  improbable  that  in  many  cases  ibs 
means  which  have  been  provided  for  the  escape  of  flood-waters  wtU  be  found  not  to  safSee,  and 
thus  damage  similar  to  that  which  has  now  occurred  on  the  Nottingham  and  Lincoln  Branch  of 
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the  Midland  BaUway,  may  be  expected   to  occur  in  the  event  of  heavy  rains  in  districts  Appendix  No.  66. 

drained  by  natural  water  courses^  near  to  which  railway  enabankments  and  works  have  been  

erected.  Midland  Railway. 

I  have,  &C^  (J^oUingham  and 

Capt,  Harness,  lt.E„  J.  L.  A.  Simmons, 

^c.        ^.  Capt.  Royal  Engineers. 


lAncoln.) 


Spetnal  Order  to  PlcUeAayers. 

Plate-layers  are  required,  in  the  event  of  a  flood,  to  examine  carefnlly  the  action  of  the  water 
through  the  culverts  and  bridges  on  their  respective  lengths,  and  should  they  see  the  water  rushmg 
violently,  or  any  other  cause  to  apprehend  danger,  they  must  immediately  inform  the  inspector  of  the 
length  thereof,  and  must,  at  the  same  time,  exhibit  the  proper  signals  for  the  trains  to  proceed  cau*' 
tiously,  or  to  stop,  as  necessity  may  require ;  and  until  the  inspector  arrives,  they  must  take  all  precau- 
tionary measares  for  securing  the  stability  of  the  line. 

W.  H.  Barlow,  Engineer. 

Derby ^  December  7, 1849. 


Engineer's  Office^  Derby^  December  7,  1849. 
In  consequence  of  a  serious  accident  having  happened  on  the  Nottingham  and  Lincoln  line  by  the 
burstiBg  of  a  small  culvert,  inspectors  of  permanent-way  are  required,  in  the  event  of  a  flood,  to 
examine  carefully  the  action  of  the  water  through  the  culverts  and  bridges  on  their  respective  lengths^ 
and  should  they  see  the  water  rushing  violently,  or  any  other  reason  to  apprehend  danger,  they  must, 
immediately  appoint  a  competent  person  to  watch  the  place,  and  signal  the  trains  to  proceed  cautiously, 
or  to  stop,  if  necessary ;  and  at  the  same  time  they  must  take  such  precautionary  measures  as  may  be- 
required  to  secure  the  stability  of  the  work,  and  immediately  report  the  case  to  the  Superintendent  of^ 
Permanent  Way,  and  to  the  Engineer's  office,  at  Derby. 

W.  H.  Barlow,  Engineer. 


Sir, 


Office  of  Commissioners  of  Railways^  Whitelialh 
December  31,  1849. 


I  HAVB  been  directed  by  the  Commissioners  of  Railways,  in  reference  to  your  report  on 
the  state  of  the  Nottingham  and  Lincoln  line  to  request  you  to  communicate  privately  with 
the  engineer  of  the  Midland  Railway  Company  on  the  subject  of  the  culverts  remarkM  upon 
in  the  report  above  mentioned,  as  constructed  without  an  invert. 

I  have,  &e.. 


Cc^t,  Simmons,  -B.JE> 
^.        Sec. 


H.  D. 


Harness, 

Capt,  Royal  Engineers. 


Appendix  No.  67. 


EAST  LANCASHIRE  RAILWAY. 


SlB, 


Bury,  Lancashire^June  1,  184^, 


I  am  instructed  by  the  Directors  of  this  Compai^  to  forward,  for  yoor  information, 
copy  of  a  letter  addressed  to  the  magistrates  assembling  in  Petty  Sessions  at  Burnley,  and 
beg  to  subjoin  an  outline  of  the  proceedings  that  have,  in  the  opinion  of  the  Directors,  rendered 
the  transmission  of  such  a  communication  necessary. 

ITie  contractors  implicated  in  the  dispute  are  Messrs.  Richard  and  William  Hattersley ; 
and  the  contract  under  their  charge  extends  from  Hapton  to  Colne,  a  distance  of  about  9  miles. 
By  the  contract  deed,  they  are  bound  to  maintain  the  permanent  way  and  works  for  12  months 
after  completion. 

The  Directors  have  bad  cause  of  complaint,  generally,  against  the  contractors,  for  their 
tardy  execution  of  the  works;  and  on  several  occasions  have  given  formal  notice  to  them 
as  to  the  necessity  of  greater  exertion,  which  notices  generally  have  be^i  disregarded. 

On  the  opening  of  the  line  to  Colne,  a  considerable  portion  of  the  works  remained  still  to  be 
completed;  and  as  the  contractors  bad  previously,  and  still  persisted  in  disregarding  the 
instructions  of  the  Directors,  as  conveyed  by  their  engineer,  the  Company  on  the  9th  March 
last  (with  a  view  to  the  public  safety  and  the  completion  of  the  railway)  gave  notice,  under  the 
provisions  of  the  contract,  of  their  intention  to  maintain  the  line  and  complete  the  works,  unless 
the  Messrs.  Hattersley,  within  the  prescribed  period,  brought  upon  the  line  the  necessary 
number  jof  men  and  materials  for  this  purpose.  This  notice  was  unheeded,  and  the  Company 
had  no  alternative  but  to  finish  the  work  themselves ;  and  in  their  endeavours  to  do  so,  th^ 
have  been  met  by  a  resort  to  force  on  the  part  of  the  contractors,  to  compel  the  withdrawal  of 
the  Company's  men. 

The  contractors  still  persisted  in  employing  their  own  men  upon  the  line,  as  previously ; 
although  the  works  had  been  taken  possession  of  by  the  Company,  in  pursuance  of  the  notice 
aforesaid,  and  were  being  proceeded  with  by  men  specially  employed  by  the  Company. 
Hence  arose  a  series  of  disputes  and  assaults  between  the  two  sets  of  workmen,  which 
eventually  led  lo  the  case  being  brought  under  the  notice  of  the  magistrates  at  Burnley.  On 
the  23rd  April  an  understanding  was  conae  to,  in  the  presence  of  the  magistrates,  that  neither 
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Appendix  No.  67.  party  should  interfere  with  the  work-people  of  the  other.  This  arrangement  was  observed  by 
the  contractors  for  some  time,  but  was  eventually  broken  by  their  causing  the  workmen  m 
their  employ  to  mix  themselves  with  the  servante  of  the  Company  on  the  railway,  so  as  to 
prevent  the  works  proceeding,  and  the  Company  then  found  it  necessary  to  remove  the  con- 
tractors' men  from  the  line.  This  led  to  the  case  being  again  brought  before  the  Burnley 
magistrates,  and  resulted  in  a  number  of  the  Company's  men  being  committed  on  a  charge  of 
riot,  ahhough  in  the  opinion  of  the  Company's  legal  adviser  no  breach  of  the  peace  had  been 
committed,  inasmuch  as  the  men  had  been  quietly  removed. 

This  decision  in  effect  deprived  the  Company  of  all  authoriry  over  their  own  works,  and 
rendered  it  necessary  to  withdraw  the  men  they  had  employed. 

In  these  circumstances  the  Directors  consider  it  their  duty  to  forward  to  you  the  enclosed 
communication,  together  with  the  explanation  now  given,  for  presentation  to  the  Commissioners 

of  Railways.  ,  ,         « 

I  have,  &c.. 


Capt.  Harness,  RE., 


James  Smithells,  Secretary. 


Obntlbmbn,  Bury,  Laneashire^  May  29, 1849. 

I  AM  instracted  by  the  Directors  to  inform  you  thai,  in  consequence  of  your  having  come  to  a 
decision  whereby  the  Company  is  deprived  of  the  means  of  protecting  their  servants  maintaining  the 
railway  and  works  in  the  Burnley  district,  the  Directors  have  no  course  left  but  that  of  withdrawing, 
for  the  present,  the  men  employed  by  the  Company  on  that  duty,  and  appealing  to  the  Court  of 
Chancery  for  redress. 

In  doing  this  the  Directors  wish  it  to  be  distinctly  understood,  that  they  hold  the  magistrates 
responsible  for  the  safety  of  the  public  until  the  authority  of  the  Company  on  the  railway  has  been 

established. 

I  have,  &c., 

To  the  Magistrates  assembling  in  James  Smithblls,  Secretary. 

Petty  Sessions,  BumUy. 


Sir, 


Office  of  Commissioners  of  Railways^  Whitehall, 
June  A,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  1st  instant,  with  its  inclosure,  relative  to  a  dispute  between  the  East  Lan* 
cashire  Railway  Company  and  the  contractors,  for  the  maintenance  of  the  permanent  way ; 
and  to  inform  you  that  the  Commissioners  have  directed  an  inspecting  officer  of  this  depart- 
ment to  inquire  into  the  circumstances,  and  report  to  them  whether  the  public  safety  is 
endangered  by  the  proceedings  in  question. 

I  have,  &c.. 


The  Secretary  of  the 

East  Lancashire  Railway  Company. 


H.  D.  Harness, 

Capt  Royal  Enyineers. 


Sir,  Whitehall,  June  18.  1849. 

I  HAVE  to  report  that,  in  compliance  with  the  appointment  of  the  Commissioners  of 
Railways,  communicated  verbally  by  you,  and  since  received  in  your  letter  of  the  4th  instant, 
which  having  been  mis-sent,  only  came  into  my  hands  on  the  l5th,  having  seen  the  engineer 
and  sohcitor  of  the  Company,  1  obtained  a  copy  of  the  letter  from  the  secretary  of  the 
Company,  to  the  Commissioners  and  its  Enclosure,  and  proceeded  on  the  14th  instant  to 
Manchester  in  order  to  cany  out  their  instructions,  **  to  examine  and  report  whether  the  public 
safety  is  endangered  by  the  proceedings  which  are  now  taking  place  upon  the  East  Lancashire 
Railway,  in  consequence  of  a  dispute  between  the  Company  and  the  contractor  for  the 
permanent  way  ;**  the  communication  with  its  enclosure,  from  the  Company,  complaining  of 
these  proceedings,  forwarded  with  your  letter,  is  herewith  returned. 

From  .the  statement  of  the  Company,  it  appears  that  Mr.  Hattersley  contracted  for  the 
construction  of  8|  miles,  or  thereabouts,  of  the  East  Lancashire  Railway,  from  Hapton  through 
Burnley  to  Colne,  3  miles  of  which,  from  Hapton  to  Burnley,  was  opened  for  the  conveyance 
of  the  public  in  September  last,  and  the  remainder  on  the  2nd  February  of  the  present  year. 
By  the  contract,  the  Company*s  officers  state  that  the  contractor  is  bound  to  maintain  the  road 
and  works  for  12  months  af^er  the  opening  of  the  railway,  and  it  is  to  these  81  miles  to  which 
the  complaint  of  the  Company  had  especial  reference.  I  did  not  critically  examine  the 
whole  distance,  but  only  those  parts  to  which  my  attention  was  particularly  called  by  the 
Company. 

The  ballast  in  many  parts  is  very  deficient,  and  in  one  place,  in  a  cutting  near  Burnley,  of  a 
very  indifferent  nature,  but  little  removed  from  common  clay.  In  the  Barrack  cutting  at 
Burnley,  I  remarked  that  a  slip  had  occurred,  choking  up  the  side  drains,  causing  the  bottom 
of  the  road  to  be  in  a  very  wet  and  bad  state,  and  the  rails  had  been  forced  inwards,  so  that 
the  central  interval  between  the  two  lines  of  rails  was  only  4  feet  8  inches,  instead  of  6  feet, 
which  it  ought  to  be  and  is  elsewhere.  I  also  found  in  one  place,  within  the  length  of  100 
yards,  six  broken  chairs.  I  found  several  keys  out,  and  the  keys,  where  I  examined  them, 
appeared  to  be  in  a  great  measure  of  a  tenworary  nature,  very  dry,  and  of  such  dimensions 
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that  it  is  perfectly  impossible  that  they  could  keep  the  rails  firm  in  the  chairs.     The  sleepers    Appendhc  No.  67. 
were  many  of  them  split,  and  the  chairs  badly  seated  upon  them. 

I  enclose  herewith  a  section,  made  at  my  request  and  forwarded  by  the  Company's  engineer, 
of  an  embankment  between  two  bridges,  in  which  the  subsidence  will  be  seen  to  have  entirely 
altered  the  gradient,  and  I  saw  no  preparations  for  remedying  this  defect.  It  ought  never  to 
have  been  allowed  to  go  down  to  this  extent.  In  fact,  from  the  examination  of  the  short 
lengths  of  the  railway  which  I  insroected,  I  consider  that  the  railway  is  in  a  very  bad  condition, 
end  in  its  present  state  quite  unss^  for  the  conveyance  of  the  public.  I  do  not  consider  that 
the  deficiency  of  ballast,  and  the  imperfect  state  of  the  works  are  alone  sufficient  to  call  for  this 
strong  remark,  but  the  absence  of  that  care  and  attention  which  are  necessary  to  bring  all  new 
railways,  when  first  opened,  into  a  proper  state,  and  which  is  evident  from  the  fact  of  th6 
number  of  broken  chairs,  loose  keys,  &c.,  which  were  to  be  found.  A  considerable  amount  of 
work  remains  to  be  done  on  all  new  railways  after  their  opening,  such  as  the  trinciming  of 
slopes,  and  making  lip  of  deficiencies  in  ballast,  and  keeping  up  embankmaits  to  their  proper 
level,  and  other  similar  works;  and  it  is  the  custom,  and  necessary  for  the  public  safety,  that 
all  due  energy  should  be  used  in  executing  and  maintaining  them ;  but  this  has  evidently  not 
been  given  in  the  present  instance,  the  engineer  to  the  Company  complaining  that  he  cannot 
keep  his  own  men  upon  the  works.  Under  these  circumstances,  I  can  only  state  that  thd 
Company  incur  great  responsibility  in  running  trains,  and  the  public  great  risks,  the  con- 
tinuance of  the  works  and  line  in  their  present  condition  being  likely  to  produce  serious 
accidents. 

I  have,  &c., 

Capt.  Harness,  R.K,  J.  L.  A.  Simmons, 

§•(?.        ^c.  Capt.  Royal  Engineers. 


Sir, 


Office  of  Commissioners  of  Railways,  Whitehall, 
June  18,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  the  report  made  to  them  by  Capt.  Simmons,  upon  the  circumstances  referred  to  in 
your  communication  to  this  department  of  the  1st  instant,  and  to  inform  you  that,  in  the 
opinion  of  the  Commissioners,  the  Company  incurs  a  most  serious  responsibility  in  running 
trains  upon  their  line  while  its  condition  is  such  as,  in  the  opinion  of  Capt.  Simmons,  to 
endanger  the  public  safety* 

I  have,  &c., 

TIte  Secretary  of  the  H.  D.  Harness, 

East  Lancashire  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  Bury^  Lancashire^  June  22,  1849. 

Referring  to  your  communication  of  the  18th  instant,  enclosing  the  Report  of 
Capt.  Simmons  on  the  state  of  the  East  Lancashire  line,  I  beg  to  say  that  the  Directors 
expect  they  will,  in  the  course  of  this  week,  be  in  a  position  to  put  the  line  in  perfect  condition, 
as  on  Saturday  next  the  motion  for  an  injunction  to  restrain  the  contractor,  Mr.  Hattersley, 
from  further  interfering  with  the  works  will  be  heard ;  and  the  Directors  cannot  doubt  but, 
under  the  circumstances,  the  Vice- Chancellor  will  at  once  ^nt  an  injunction.  In  the  mean 
time,  every  precaution  in  the  power  of  the  Company  wiU  be  used  to  avoid  accidents  on 
the  line* 

I  have,  &c„ 


Capt.  Harness,  R.R» 
^c.        ^c 


James  Smithells>  Secretary. 


Appendix  No.  68. 

LONDON  AND  NORTH  WESTERN  RAILWAY.— {Rugby  and  Leamington  Line.) 
Sir,  Whitehall,  May  8,  1849. 

I  HAVE  to  report  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that  in 
compliance  with  the  instructions  contained  in  your  letter  of  the  16th  ultimo,  I  inspected  the 
works  of  the  Rugby  and  Leamington  Railway,  in  order  to  be  enabled  to  report,  whether 
*'  their  remaining  in  their  present  condition,  if  the  time  for  completing  the  works  is  extended, 
will  be  attended  with  serious  inconvenience  to  the  inhabitants,  and  on  me  nature  of  such  incon- 
venience,'* having  previously  communicated  with  the  Secretary  to  the  London  and  North 
Western  Railway  Company,  and  with  the  memorialists,  who  had  petitioned  the  Commissioners 
not  to  grant  the  extension  of  time  for  the  purchase  of  land  and  completion  of  the  works,  sought 
for  bv  the  Railway  Company. 

I  find  from  the  inspection  of  the  works,  and  the  statement  of  the  engineer  and  contractor, 
that  the  whole  line  is  in  a  very  advanced  state^  their  remaining  only  to  be  expended  by  the 
Company  the  sum  of  55,000/.  out  of  a  contract  for  the  whole  of  the  works,  exclusive  of  stations, 
rails,  and  chairs,  of  260,000/.,  which  comprised  the  whole  of  the  works  throughout  the  extent 
of  the  line.    Of  this  55,000/.  the  contractor  states,  that  the  actual  work  remaining  to  be  done 
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Appendix  No.  68.  does  not  exceed  40,000/.  The  principal  portion  of  this  outlay  will  be  incurred  in  or  near  the 
town  of  Leamington,  in  the  completion  of  a  viaduct  through  it,  and  connecting  the  other  part 
of  the  Rugby  and  Leamington  line  with  the  present  branch  from  Coventry  to  Leamington. 
This  viaduct  was  commenced  in  August,  1847^  and  is  in  a  very  advanced  state,  being  about 
two-thirds  completed,  but  has  progressed  but  slowly  since  April,  1848,  when  the  wor&  upon 
the  line  were  almost  entirely  stopped.  Forming  part  of  this  viaduct  is  a  bridge  of  139  feet 
span,  to  carry  the  railway  over  the  angle  made  by  four  of  the  principal  thoroughfares  in  the 
older  part  of  the  town  of  Leamington.  This  bridge  would,  according  to  its  present  plan, 
require  four  months  to  put  in  a  fit  state  to  enable  the  contractor  to  draw  the  material  over  to 
complete  an  embankment  on  the  west  side  of  the  town,  and  the  whole  of  the  work  might  with 
&.cility  be  completed  in  seven  or  eight  months,  so  as  to  enable  the  Company  to.  open  the 
railway  through  from  Rugby  to  the  junction  with  the  Coventry  and  Leamington  branch.  Upon 
going  along  the  railway  to  Rugby,  I  found  that  for  several  miles  the  rails  were  laid,  and  that 
the  line  was  ballasted  ready  for  the  rails  for  a  considerable  length,  and  that  the  whole 
was  completed  to  the  formation-level,  with  the  exception  of  about  three  months'  moderate  work; 
and  pome  cutting  reserved  by  the  contractor  until  after  the  completion  of  the  viaduct.  The 
land  had  been  purchased  throughout,  with  the  exception  of  that  which  may  be  required  for 
ac^mmodation  for  an  intermediate  station,  which  will  probably  not  amount  to  much,  as  there 
is  no  town  upon  the  road,  and  the  population  is  not  dense. 

I  was  informed,  as  a  reason  for  the  incomplete  state  of  the  viaduct  in  the  town  of  Leamingt^a, 
that  it  is  in  contemplation  for  the  Birmingham  and  Oxford  Junction  Railway  to  make  use  of 
this  viaduct,  and  thus  that  the  expense  of  a  second  viaduct  should  be  avoided.  As  this  other 
railway  is  upon  the  broad-gauge,  the  works  would  require  to  be  slightly  wider,  to  an  extent 
which  in  the  masonry  and  brick  portions  of  the  viaduct  might  be  obtained  by  a  reduction  in 
the  thickness  of  the  parapet;  but  that  it  would  require  a  modification  of  the  bridge  over  the 
cross  streets  before  mentioned.  As  the  total  estimated  cost  of  this  enlargement  of  the  viaduct 
is,  according  to  the  statement  of  the  Company's  engineer,  only  3,500/.,  I  do  not  conceive,  that 
even  admitting  that  a  delay  were  necessary  to  bring  about  this  end,  it  would  be  advisable  to 
prolong  the  inconvenience  to  the  town,  produced  by  the  incomplete  state  of  the  works;  but 
ample  time  appears  to  me  to  remain  for  completing  this  negotiation  and  the  works  before  the 
expiration  of  the  time  at  which  they  are  required  to  be  completed  by  Act  of  Parliament ;  and 
much  more  than  in  accordance  with  the  spirit  of  the  70th  clause  9  and  10  Vict.,  c.  368,  being 
the  Act  for  making  the  railway,  which  provides  that  the  several  works  authorized  or  required 
to  be  made  in  or  upon  any  of  the  streets  or  roads  within  the  town  of  Leamington  Priors  shall, 
when  commenced,  be  proceeded  with  by  the  Company  with  all  reasonable  despatch. 

I  have,  &c.. 


To  the  Secretary  of  the 

North  Western  Railway  Company. 


J.  L.  A  Simmons, 

Copt.  Royal  Engineers. 
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Appendix  No.  69. 
LANCASHIRE  AND  YORKSHIEE  RAILWAY. 


SiK, 


Whitehall,  June  19, 1849. 

I  HAVE  to  report  to  you,  that  having  passed  over  that  part  of  the  Manchester  and 
Bolton  Railway,  now  the  property  of  the  Lancashire  and  Yorkshire  Railway  Company,  between 
Manchester  and  the  Clifton  Junction,  on  the  15th  inst,  on  my  way  to  perform  the  duties  to 
which  I  was  appointed  by  your  letter  of  the  4th  inst.,  upon  the  East  Lancashire  Railway,  I 
marked  that  the  bridges  to  which  the  aitention  of  the  Commissioners  was  called  by  my  lett^ 
of  the  17th  August  last,  and  the  construction  of  which  had  been  reported  by  Capt.  Codding- 
ton,  in  December,  1846,  as  dangerous  to  the  public,  have  not  yet  been  altered,  with  the  excep* 
tion  of  one,  and  that  the  other  three  remain  in  fhe  same  objectionable  state.  I  have,  therefore^ 
considered  it  my  duty  again  to  bring  the  subject  under  the  consideration  of  the  Commissioners^ 
as  i  fully  concur  in  the  opinion  expressed  by  Captain  Coddington. 

I  have,*&c.. 


Capt.  Harness,  RJE., 
Sfc.         Sfv. 


J.  L.  A.  Simmons, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railway s,  Whitehall, 
Sir,  June  21,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  report  addressed  to  them  by  Captain  Simmons,  and  to  inform  you  that,  in  their 
opinion,  it  is  incum1>ent  on  the  Directors  of  the  Company  to  lake  iaMnediate  i^eps  to  ensure 
the  public  safety,  which,  in  the  opinion  of  Captain  Simmons,  is  endangered  by  the  present  state 
of  the  bridges  on  the  Manchester  and  Bolton  Railway. 

I  have,  &c, 
7b.  the  Secretary  of  the  H.  J>.  Haicn£8s, 

Lancashire  and  Yorkshire  Baiboay  Company.  Capt.  Royal  Engineers. 
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Sib,  Secretary's  Office,  Manchester,  June  27,  1849.       Appendix  No.  69* 

Referring  to  your  communication  of  the  21st  inst.,  which  was  laid  before  the  Directors     Lancaghke  and 
yesterday,  I  am  instructed  to  reply  that,  since  my  letter  to  the  Commissioners  dated  24th  Au-  Yorkshire  Railway, 
gust  last,  the  alteration  of  three  more  of  the  bridges  on  the  Bokon  Railway  has  been  com-- 
menced,  and  will  shortly  be  con^pleted;  in  these  three  bridges  are  included  two  of  those  which 
Captain  Simmons  reports  as  remaining  unaltered,  but  for  which  the  castings  are  prepared,  and 
which  have  been  proceeded. with  as  rapidly  as  circumstances  permitted. 

I  have,  &c.^ 

CV-  Samess,  R.E.,  John  S.  ftEAR.N,  Secretary, 

fpc.        8fc. 


Appendix  No.  70. 
IRISH  SOUTH  EASTERN  RAILWAY. 
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tSiB»  Whitehall^  August  14,  1849. 

I  HBO  to  bring  under  the  notice  of  the  Commissioners  the  state  of  a  bridge  on  the 
South  Bari;eni  Railway  (Irdand),  that  casually  came  under  my  notice  during  my  late  visit  of 
ittspeetion  in  that  country. 

The  bridge  I  speakof  is  near  Bagnalstown,  over  the  Dunleckney  road.  It  is  a  wrought- 
iron  lattice  girder  bridge,  but  differing  materially  in  construction  from  those  usually  put  up  by 
Sir  John  Maeneill,  who  stated  to  me,  when  I  inspected  this  line  in  July,  1848,  that  owing  to  a 
want  of  headway  over  the  road,  he  had  been  compelled  to  reduce  the  depth  of  the  girder  from 
3  feet  4  indies,  which,  according  to  his^oaloulation,  was  the  depth  due  to  the  span  of  43  feet,  to 
3  feet  4  inches.  And  to  compensate  for  this  reduction  in  the  depth,  he  had  placed  three  longi- 
tudinal girders  under  each  line  of  railway,  connectin;^them  together  at  top  and  bottom  by  trans- 
verse wroaght4ron  plates,  thus  forming  one  compound  girder  about  5  ft.  8  in. 
wide  by  2  feet  4  inches  deep,  approximating  somewhat  to  a  tubular  girder,  ^^ — 


^^ 


with  lattice  sidet.  These  girders  eoctend  across  the  opening  at  an  oblique 
angle  of  45  degrees,  consequently  one  side  of  the  girder  receiving  the  weight 
of  the  engine  before  that  side  is  deflected  and  the  opposite  one  raised. 

The  lateral  motion  thus  imparted  to  trains  passing  at 
high  speeds  proved  to  be  so  ^at  that  it  was  foimd  neces- 
sary, shortly  after  opening  the  line,  to  give  the  ^rder  a 
square  bearing,  by  means  o^ alternate  prop»  at  either  end, 
Tiz^,  at  Al.  and  B.,  as  marked  on  the  sketch.  These  {)rop8 
still  remain  up,  and  besides  interfering  with  the  carriage- 
way, might  be  knocked  away  at  any  time  by  mischievous 
persons. 

The  girders,  when  first  put  up,  were  found  not  to  deflect 
(under  the  weight  of  an  engine)  more  than  seven-eighths 
of  an  inch ;  it  was  therefore  fairly  presumed  that  they  were  of  sufficient  strength,  but  under 
the  action  to  which  they  have  since  been  exposed  from  passing  trains,  the  deflection  has 
increased  to  upwards  of  two  inches.  This,  in  my  opinion,  is  a  greater  degree  of  flexibility 
than  is  safe  in  a  permanent  railway  structure,  and- 1  wouH  recommend  that  the  present  girders 
should  be  immediately  replaced  by  others  of  a  better  construction,  and  until  this  is  done,  no 
train  to  be  allowed  to  pass  over  at  a  greater  speed  than  five  miles  an  hour. 

I  have,  &c.^ 

Capt.  Harness,  RE.j  George  Wtnnb,  ^ 

^c.        ^c.  Copt'  ^(^  Engineers. 


SiK, 


Office  of  Commissiomrs  of  Ilaihoaysj  Wkitehally 
August  l%,\i^. 
I  HAVE  been  directed  by  the  Cbmmnissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  a  report  made  to  them  l^  Captain  Wynne  upon  the  defective  state  of  a  railway  bridge 
near  Bagnalstown,  and  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company  to 
the  subject  with  the  least  possible  delay,  that  measures  may  be  immediately  taken  for  the  sub- 
stitution of  girders  of  a  better  construction  for  those  at  present  in  use ;  and  that  in  the  mean 
time  the  temporary  supports  may  be  properly  secured,  and  a  very  low  speed  enforced  for  all 
trains  passing  the  bridge.  .     ,     i.   .  ^  u.- 

I  am  also  to  inform  you  that,  until  a  satisfactory  report  is  received  of  the  stale  of  tins 
bridge,  every  opportunity  will  be  taken  by  the  Commissioners  to  ascertain  its  condition,  by 
directing  its  inspection  by  the  officers  of  this  department 

I  hftve>  &c.> 


To  the  Secretary  (fthe 

Irish  South  Eastern  Baxlway  Company. 


H.  D.  Harness, 

Capt.  Royal  Engineers. 
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Appendix  No.  70. 


"TTn.   .       Sir, 


Irish  South  Eastern  Baihoay 


Irish  South  Eastern 
Railway. 


\s,  9,  KUdare-street^  Dublin, 
1849. 


Appendix  No.  71. 

Shrewsbury  and 
Chester  Railway. 


I  HAVE  had  the  honour  to  submit  your  letter  of  the  18th  instant*  with  report  of  Captain. 
Wynne  on  the  Dunleckney  Bridge,  to  the  Board,  and  am  instructed  to  inform  you,  that  the 
immediate  attention  of  Sir  John  Macneill  has  been  called  to  the  subject,  with  the  view  of 
carrying  out  the  suggestions  of  the  Railway  Commissioners. 

I  have,  &c.^ 


Capt.  HamesSf  R.E.i 


Andrew  Wilson,  Secretary. 


Appendix  No.  71. 


SHREWSBURY  AND  CHESTER  RAILWAY. 

Gentlemen,  Sion,  Oswestry,  September  17,  1849. 

I  BEO  to  bring  to  your  notice  the  state  of  a  railway  girder-bridge  close  to  the  station 
at  Oswestry..    It  was  erected  shortly  before  the  opening  of  the  railway  last  year.     Shortly 
s^ter  it  was  finished^  one  of  the  buttresses  began  to  separate  from  the  pier  of  the  bridge;  props 
were  placed  against  it,  but,  notwithstanding,  the  chasm  has  continued  to  increase,  and  it  is  now 
about  3  inches  wide.     Besides  this,  one  of  the  blocks  of  free-stone  which  caps  the  brickwork 
and  supports  one  of  the  girders,  has  become  displaced,  and  is  protruded  to  the  extent  of  about 
an  inch.   There  are  cracks  in  other  parts  of  the  bridge.  These  may  or  may  not  be  symptoms* 
of  its  insecurity,  but  it  is  right  that  they  should  be  brought  to  your  knowledge,  more  particu- 
larly as,  about  three  weeks  ago,  I  wrote  to  Mr.  Boy,  the  person  who  is  employed  as  secretary 
to  the  Company,  and  have  received  no  answer  to  my  letter;  nor  has  anything  yet  been  done 
to  this  bridge,  which  I  viewed  this  morning,  and  found  to  be  in  a  worse  condition  than  it  was 
a  fortnight  or  three  weeks  ago.     I  beg  to  state  that  I  am  quite  disinterested  in  making' 
these  complaints,  excepting  for  the  sake  of  my  neighbours,  the  inhabitants  of  Oswestry,  for- 
I  have  never  but  twice  ox  three  times  passed  over  the  bridge,  the  Oswestiy  station  not 
being  that  most  convenient  to  this  place. 

I  have,  &c., 

Wm.  B.  E.  Wynne, 


Office  of  Ccmmissionefs  of  Railways,  Whitehall, 
Sir,  September  19,  1849. 

I  HATE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt 
of  your  letter  of  the  17th  instant,  calling^  attention  to  the  state  of  a  bridge  upon  the  Oswestry 
Branch  of  the  Shrewsbury  and  Chester  Kailway ;  and  to  inform  you  that  the  first  inspecting 
officer  who  is  in  that  neighbourhood  will  be  directed  to  examine  the  bridge  in  question. 

I  have,  &c. 


}y.,  TVyrme^  Esq., 

Sum,  Oswestry. 


H.  D.  Harness, 

Copt.  Royal  Engineers. 


Sir,  Manchester,  September  28,  1849. 

I  HAVE  the  honour  to  acquaint  you,  for  the  information  of  the  Commissioners,  that  on 
the  26th  instant  I  inspected  a  bridge  on  the  Oswestry  Branch,which  Mr.  Wynne  in  a  letter 
to  the  Commissioners  complained  of  as  being  in  a  dangerous  state. 

The  bridge  in  question  is  the  only  one  on  the  line ;  it  is  a  cast-iron  girder  bridge,  over  a 
tumpike-ros^  close  to  the  town  of  Oswestry,  and  is  built  on  the  skew,  suid  the  emlmnkments 
on  either  side  are  about  14  feet  high. 

The  appearance  which  the  bridge  presented  on  approaching  it  on  the  west  side,  were  strong 
shores  set  against  the  pilaster  at  Uie  obtuse  angle  of  the  abutment,  and  also  against  the  wing 
wall ;  passing  through  the  bridge,  the  corresponding  pilaster  was  seen  shored  up  in  a  simil^ 
manner ;  on  examining  the  brickwork  closely,  the  face  of  the  south-west  front,  which  was 
most  strongly  shored,  appeared  very  slightly  bulged ;  and  an  opening  in  the  stones  of  the . 
blocking  course  on  the  top  of  the  brickwork  was  apparent,  of  about  2  inches :  this  could  not 
be  traced  for  any  distance  down  the  brickwork  on  the  inside  face  of  the  same  abutment ;  there 
were  several  small  cracks  extending  from  the  top  half-way  down,  but  not  further ;  and  there 
was  a  slight  wind  in  the  upper  part  of  the  work  where  these  cracks  existed ;  the  shoring  of  • 
the  corresponding  pilaster  on  the  east  side  was  apparently  a  precautionary  measure,  as  I  could 
not  trace  anything  wrone,  except  an  opening  in  the  stones  of  the  blocking  course,  and  that 
the  stone  which  capped  me  pilaster  was  twisted  in  its  bed,  which  was  also  the  case  on  the  other 
pilaster,  and  was  evidently  caused  by  the  expansion  of  the  outside  girder  which  abutted  against  a 
rabote  in  the  cap  stone. .  The  originating  cause  of  the  faulty  state  of  the  work  appears  to  have 
been  from  throwing  the  weight  of  the  embankment  on  the  abutments  while  they  were  yet  in  a 
green  state,  and  the  subsequent  vibrations  from  passing  trains  has  to  a  certain  extent  further 
loosened  the  worL  Mr.  Robertson,  the  engineer,  proposes  building  strong  buttresses  against 
the  pilasters  which  are  now  shored  up ;  and  taking  down  the  inside  part  of  the  south  abutment 
as  far  as  the  work  appears  damaged,  which  is,  as  I  before  remarked,  about  half-way  from  the 
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Shrewgbury  and 
Chegter  Rulway. 


top^  and  rebuilding  it.     These  measures  being  adopted^  I  am  of  opinion  the  bridge  will  be    Appendix  No.  71 
placed  in  a  perfectly  secure  state,  and  though  I  am  not  apprehensive  of  any  immediate 
danger,  I  would  recommend  these  remedial  measures  being  undertaken  before  the  setting  in  of 
the  winter. 

I  have,  &c.r 

Cktpt.  Harness^  R.E.,  George  Wynne, 

Sfc.        Sfc,  Capt  Royal  Engineers. 


Sir, 


Office  of  Commissioners  ofBatltoat/s,  JFhitehaU, 
October  3,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  that  their 
attention  having  been  called  to  the  state  of  a  bridge  by  which  the  Oswestry  Branch  Rail- 
way crosses  a  turnpike-road  near  the  town  of  Oswestry,  they  directed  that  the  first 
inspecting  officer  of  this  department  in  the  neighbourhood  should  visit  the  bridge,  and  report 
to  them  thereon,  and  that  from  the  report  which  has  in  consequence  been  made  to  them  by 
Captain  Wynne,  it  appears  that  the  bridge  is  not  in  satisfactory  state,  and  that,  although  he  is 
not  apprehensive.of  any  immediate  danger,  he  recommends  that  remedial  measures  should  be 
completed  before  the  winter. 

The  Commissioners  trust  that  this  recommendation  will  receive  the  attention  of  the  Directors 
of  the  Company. 

I  have,  &c.. 


TTie  Secretary  of  the 

Shrewsbury  and  Chester  Railway  Company. 


H.  D.  Harness, 

Capt,  Royal  Engineers. 


Appendix  No.  72. 


EAST  LANCASHIRE  "RMlMAX.^iAccrington  Station.) 

Blackburn,  Lancashire,  November  17,  1849. 


GENTLEBfEN, 

I  AM  directed  by  the  magistrates,  assembled  in  Petit  Sessions  yesterday  at  Accrington, 
to  draw  the  attention  of  your  Board  to  the  state  of  the  East  Lancasture  Railway  Company's 
station  at  Accrington. 

The  magistrates  are  of  opinion  that  the  arrangements  made  at  that  station  are  such  as  to 
cause  not  only  great  inconvenience  but  serious  danger  to  the  public  The  complaints  made  by , 
travellers  are  incessant.  Passengers  travelling  from  Accrington  to  Manchester  have  to  take 
their  tickets  at  one  side  of  the  station ;  they  then  have  to  cross  no  less  than  nine  lines  of  rail  to 
the  opposite  side  where  they  enter  the  carriages.  As  the  booking-office  is  only  opened  a  short 
time  before  the  arrival  of  the  various  trains,  it  often  happens  that  three  different  trains  are 
entering  the  station  at  the  very  time  when  parties  are  compelled  to  cross  the  lines,  thus 
leaving  them  exposed  to  the  danger  of  being  run  over, — a  risk  which  is  very  much  increased 
during  the  present  dark  evenings. 

When  passengers  from  Preston  or  Blackburn  to  Accrington  happen  to  get  into  a  carriage 
going  forward  to  Manchester,  they  have  to  cross  all  the  lines  before  they  are  allowed  to  leave 
Sie  Accrington  station. 

The  Directors  of  the  Company  have  made  various  alterations  at  the  station  with  regard  to 
the  ingress  and  ^ress  of  passengers,  before  completing  certain  arrangements  which  are 
absolutely  necessary  to  the  public  safety. 

The  accommodation  is  very  limited,  and  totally  unequal  to  the.  neighbouring  population, 
which,  taking  Accrington  as  the  centre  of  a  circumference  of  three  miles,  is  upwards  of  25,000. 

The  innumerable  complaints  from  all  parties  of  the  inconvenience  and  absolute  danger  of 
this  station  have  determined  the  magistrates  to  address  you  on  the  subject 

Communications  have  been  repeatedly  made  to  the  Directors,  but  entirely  without  effect. 

If  the  Board  should  be  pleased  to  send  a  person  down  to  view  this  station  and  inquire  into 
its  arrangements,  I  am  desired  to  say  that  the  magistrates  will  attend  and  give  any  assistance 
in  their  power  towards  endeavouring  to  place  matters  on  a  better  '/ooting  as  regards  the  public 
convenience  and  safety. 

I  have,  &c.. 

To  the  Honourable 

the  Commissioners  of  Railways. 


Appendix  No.  72. 

East  Lancadure 

Railway. 

(Accrington 

Station.) 


Henry  Brock, 

Clerk  to  the  Magistrates. 


Sir, 


Office  of  Commissioners  of  Railways,  Whitehall, 
November  19,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Hallways  to  acknowledge  the  receipt  of 
your  letter  of  the  17th  instant,  on  the  part  of  tlie  magistrates  assembled  in  retty  Sessions  at 
Accrington,  and  to  inform  you  that  they  have  appointed  an  o£Bcer  to  inspect  and  report  upon 
the  station  of  the  East  Lancashire  Railwav  Company  at  that  place ;  and  that  due  notice  of 
the  day  fixed  by  him  for  such  inspection  will  be  given  to  you  and  tothe  Railway  Company. 

I  have,  &C.5 

The  Clerk  to  H.  D.  Harness, 

the  Magistrates^  Blackburn..  ^  Capt.  Royal  Engineers. . 
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i^p6»dixiNo;  T2. 


r ^'        Sl»> 


EmA  Lairaashbe 

(Accrmgton 
Station.) 


Office  of  Commissioners  of  Railways,  Whiteltoll, 
November  19,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  yon  the 
enclosed  copy  of  a  letter  from  the  magistrates  assembled  in  Petty  Sessions  in  AeeringtoD, 
together  with  a  copy  of  the  Commissioners*  reply  to  the  communication  in  question. 

I  have,  &c.,  ,     . 

2%e  Secretary  of  H.  D.  Harness,  • 

the  Hast  Lancashire  Railvoay  Compmiy.  Capt.  Royal  Engineers. 


Sib,  ..  December  1,  1849. 

I  HAVE  the  honour  to  acquaint  you  that  on  the  28rd  instant  I  proceeded  U>  Acerington, 
on  the  East  Lancashire  Railway,  to  inspect  the  station  there,  having  ref^ence  to  certain 
complaints  of  danger  and  inconvenience  to  the  publie  made  by  the  local  magTStmtes,  arising 
from  iwme  late  arrangements  made  by  the  Company.  I  met  by  aj^intment  at  Accrington 
several  of  the  magistrates,  and  on  the  part  of  the  Company,  Mr;  Perring,  their  engineer. 
The  magistrates  handed  to  me  a  paper,  of  which  the  following  is  a  copy  > — 

"  Danger  to  the  PuUic. 

*^  1st.  Passengers  to  Accrington  having  to  cross  the  line  from  the  Manchester  side  in  con- 
sequence of  the  door  being  locked. 

"  2nd.  Passengers  from  Accrington  to  Manchester  have  to  cross  the  line  after  having  taken 
their  tickets. 

''  3rd.  Both  of  the  last  objections  might  be  removed  by  the  door  on  the  Manchester  side 
being  opened. 

"  4th.  The  inconvenience  of  waiting  in  an  open  shed  during  wet  weather. 

<'  5th.  No  direction  boards  to  point  out  to  passengers  where  to  go. 

'*  6th.  Not  a  sufficient  number  of  servants. 

"  7th.  Extreme  danger  to  the  public  through  their  having  to  cross  the  line  on  a  dark  night,, 
when  perhaps  two  trains  are  coming  in  on  oj^site  sides. 

'*  8th.  Passengers  to  Preston  on  a  wet  day,  wishing  to  remain  in  the  waiting-nooin,  have  to 
cross  the  line  twice.** 

In  order  that  the  Commissioners  may  fully  understand  the  sources  of  danger  alleged  in  tbe 
9bove  statements,  and  allow  them  their  just  weight,  Ibeg  to  refer  them  to  me  accompanying 
plan  while  I  describe  the  arrangements  connected  with  the  station  and  the  arrival  and  departure 
of  the  trains.  The  station  is  situated  at  the  junction  of  the  north  and  south  line  with  the  east 
and  west  Une  of  the  East  Lancashire  Railway ;  the  former  is  the  Manchester  line  and  the 
latter  the  one  between  Colne  and  Preston.  A  large  building  to  contain  the  booking-office,  waiting- 
rooms,  &c.,  with  an  easy  and  convenient  access  to  the  town,  haa  beep  erected  on  the  Maur 
Chester  line,  and  until  these  few  months  has  been  used  for  the  purposes  it  was  intended  for ; 
but  the  Company,  finding  their  main  traffic  to  he  on  the  east  and  west  line,  have  removed  their 
booking-office  to  a  temporary  wooden  building  on  that  line,  the  acoees  to  which  i&  by  means  of 
a  wooden  staircase  up  a  steep  bank  :  this  arrangement  is  quite  a  tempomry  one  pending  the 
erection  of  a  suitable  station-house,  the  site  of  which,  with  proper  approaches  is  marked  out 
and  may  be  seen  on  the  plan,  and  the  erection  of  which,  I  understand,  will  probably  be  com- 
menced  in  the  spring.  Meanwhile  the  access  is  closed  on  the  Manchester  line,  which  is  the 
''door"  alluded  to  in  the  1st  and  3rd  statements,  and  a  circuitous  and  (for  the  present)  incoa*- 
venient  approach  substituted. 

The  arrangem^its  of  the  trains  are  as  follow : — Eight  times  arday,  between  the  hours  of 
7*55  A.M.  and  7*50  p.m.,  three  trains  simultaneously  meet  at  Accrington  from  Manchester. 
Colne,  and  Preston;  these  trains  are  then  sorted  and  divided,  and,  when  fully  marshalled, 
take  their  departure  for  the  same  places,  viz.,  Manchester,  Colne,  and  Preston.  The  first  train 
that,  cotties  in  is  the  one  from  Manchester ;  it  runs  on  past  the  old  station  to  the  points  at  the 
signals,  and  is  shunted  into  the  siding  on  the  Preston  and  Colne  line  to  the  platform  opposite  to 
where  the  new  station  is  to  be ;  the  engine  is  detached  and  sent  out  of  the  way ;  the  train  is  then 

Xated  in  the  middle,  one  part  being  for  Preston  and  the  other  for  Colne.  The  next  train 
[i  comes  up  is  generally  the  one  from  Colne ;  it  draws  up  at  the  signal-points,  and  separates 
'  there  into  two ;  the  part  that  is  to  go  ,on  to  Preston  is  drawn  forward  past  the  new  station  until 
it  reaches  the  points  of  the  crossing  into  the  siding,  into  which  it  is  shunted  and  joined  on  to  the 
carriages  for  Preston  which  are  standing  there,  while  the  part  for  Manchester  is  drawn  on  to  the 
platform  of  the  old  station.  The  train  from  Preston  has  by  this  time  come  up ;  it  is  run  on 
to  the  points  at  the  signals,  divided  into  two,  the  part  for  Colne  is  shunted  into  the  siding,  and 
joined  on  to  the  Colne  carriages  standing  there  which  came  from  Manchester,  and  the  part  for 
Manchester  drawn  a  little  further  on  to  the  points  beyond  the  signals  and  shunted  on  to  Join 
the  train  forming  for  Manchester  at  the  platform  of  the  old  station  ;  this  completes  the  mar- 
shalling of  the  trains :  the  two  for  Colne  and  Preston  are  standing  end  to  end  in  the  siding, 
and  the  Manchester  train  is  at  the  platform  of  the  old  station,  and  they  are  now  ready  to 
start  for  their  several  destinations.  Besides  all  this  shunting  and  passing  to  and  fro  of  the 
carriages,  an  engine,  to  be  out  of  the  way,  or  for  some  other  cause,  is  frequently  placed  in  the 
carriage-shed,  and  issues  out  unexpectedly,  forming  another  element  of  danger. 

Now  while  all  this  is  going  on,  persons  from  Accrington  going  to  Manchester  have  to  take 
their  tickets  at  the  new  station,  and  then  to  cross  the  Ime  to  the  old  station.  Passengers  like- 
wise &om  Colne  altid  Preston  going  to  Manchester,  who  may.  through  inadvertence^  or  from 
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arriving  late  and  in  a  hurry,  have  got  into  wrong  carriages  at  either  of  the  above  stations,  will  Appendix  No.  7% 
also  be  compelled  to  cross  the  line.  It  may  be  said,  that  if  passengers  arrive  in  proper  time 
they  can  cross  before  any  of  this  shunting  takes  place :  so  they  certainly  could ;  but  this  would 
involve  their  coming  at  least  15  or  20  minutes  before  the  train  is  ready  to  start ;  and  no  pre- 
cautions will  prevent  Manchester  passengers  coming  from  the  east  and  west  frequently  getting 
into  wrong  carriages,  and  they  miLst  cross  over. 

I  know  of  no  station,  certainly  none  of  any  magnitude,  similarly  circumstanced  to  the 
Accrington  one,  where  parties  have  to  book  on  one  side  and  then  to  cross  a  number  of  lines 
whilst  that  which  is  equivalent  to  the  arrival  and  departure  of  six  trains  is  going  on.  At 
Crewe  station,  on  the  London  and  North  Western  Railway,  there  is  but  one  booking-office,  ancl 
there  three  trains  arrive  simultaneously,  but  these  are  all  formed  into  one,  and  the  shunting 
takes  place  beyond  the  station,  and  there  is  no  necessity  for  any  one  to  cross  the  line ;  but,  not- 
withstanding, the  Company  are  making  an  over-crossing. 

Were  there  two  booking-offices  at  the  Accrington  station,  and  the  ingress  and  egress 
to  and  from  the  old  station  re-opened,  the  sources  of  danger  would  be  lessened,  though  not 
removed;  the  inconvenience  complained  of  by  the  magistrates  would  certainly  be  removed  by 
this  arrangement.  But  the  circumstance  of  the  Accrington  station  standing  on  a  considerabfe 
embankment  offers  a  facility  for  making  an  underground  passage  of  easy  access  which  would 
remove  all  source  of  danger  from  the  causes  above  stated,  and  would  not,  I  believe,  involve  any 
considerable  expense. 

I  have  no  hesitation  in  expressing  my  opinion  that  the  representation  of  the  magistrates 
is  fully  borne  out,  in  stating  that  "the  present  arrangements  involve  considerable  danger  to  the 
public,  and  that  this  danger  will  be  greatly  increased  in  dark  and  wet  nights;"  and  I  would 
recommend  the  Commissioners  urgently  to  press  upon  the  Company  to  take  immediate  steps 
first  to  lessen,  and  finally,  by  the  measures  I  have  pointed  out,  or  some  other  which  may  be 
more  convenient  to  them,  to  remove  altogether  the  danger  to  which  the  public  is  at  present 
exposed. 

I  am,  &c., 

C(q>t.  Harness,  B.E.,  Gkorok  Wynne, 

8fc.        8fc.  Copt.  Boyal  Engineers.  • 


Office  of  Commission/ere  of  BaHtoaySj  WhitehaU, 
Sib,  December  3,  1849. 

I  HATE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the 
enclosed  copy  of  Captain  Wynne*s  report  of  his  inspection  of  the  Accrington  station  of  the 
East  Lancashire  Railway  Company;  and  to  acquaint  you,  for  the  information  of  the  magis- 
trates of  Accrington,  that  a  copy  of  that  report  has  been  forwarded  to  the  Railway  Company, 
with  a  request  that  they  would  take  immediate  steps  to  remedy  the  evil  complained  of  in  your 
letter  of  the  17th  instant. 

I  have,  &c., 


The  CSerkto 

the  Magistrates,  Blachbum. 


H.  D.  Harness, 

(Japt.  Royal  Engineers. 


Sm, 


Office  of  Commissioners  of  Railways,  Ifhiteludl, 
December  3,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  tlie- 
enclosed  copy  of  Captain  Wynne's  report  of  his  inspection  of  the  Accringfton  station  of  the  East 
Lancashire  Railway  Company,  and  to  request  you  to  call  the  attention  of  the  Directors  of 
the  Company  to  that  officer's  remarks,  particularly  as  regards  the  public  safety. 

I  am  at  the  same  time  to  express  to  you  the  hopes  of  the  Commissioners  that  some 
immediate  steps  will  be  taken  by  me  East  Lancashire  Railway  Company  to  remedy  the  evil 
so  justly  csomiAained  of  by  the  local  magistrates. 

I  have,  &c*. 

The  Secretary  to  H.  D.  Harness, 

the  East  Lemeashire  Railway  Conqxmy.  Capt.  Royal  Engineers. 


Sir,  Bury,  Lancashire,  December  4,  1 849. 

I  BEG  to  acknowledge  the  receipt  of  yonr  communication  of  the  3rd  instant,  enclosing 
a  copy  of  Captain  Wynne's  report  of  his  inspection  of  this  Company's  station  at  Accrington, 
which  shall  be  submitted  to  the  Directors  on  an  early  day. 

I  have,  &c.. 


Qgfft.  Harness,  R.R, 
5^.       *-c. 


Jambs  Smithells^  Secretary. 
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Appendix  No.  73. 

SOUTH  EASTERN  RAILWAY  COMPANY. 

Grot^s  Crescent,  BlacUieatli, 
Gentlemen,  DecemJer  1 1, 1849. 

I  HAVE  the  honour  to  enclose  herewith  the  copy  of  a  letter  signed  by  upwards  of  a 
hundred  constant  passengers  by  the  North  Kent  line  of  the  South  Eastern  Railway  Company, 
addressed  to  the  Directors  of  that  railway,  remonstratinff  against  the  substitution  for  the 
ordinary  first  and  second-class  carriage,  of  a  novel  description  of  carriage,  believed  to  be 
dangerous  on  several  accounts,  together  with  the  reply  of  the  Directors  thereto. 

These  carriages  are  about  39  feet  8  inches  long,  and  9  feet  wide,  run  on  eight  wheels,  and 
are  divided  into  four  compartments  of  apparently  equal  size;  one  of  the  centre  compart- 
ments being  intended  for  first-class  passengers,  the  oUier  three  for  second-class  passengers. 
To  convey  some  idea  of  their  size  it  may  be  mentioned  that  on  one  occasion,  in  one  first-class 
compartment  28  passengers  were  crowded^  at  which  rate  one  carriage  might  be  made  to 
carry  112  passengers. 

The  gauge  of  the  rails  is  4  feet  8  inches,  and  I  am  told  some  of  the  curves  on  the  line  are 
very  sharp. 

Now,  as  the  South  Eastern  Railway  Directors  have  expressed  their  belief  that  there  is  not 
any  description  of  carriage  on  the  English  lines  of  railway  more  safe  than  these  larse 
carriages  are,  myself  and  fellow  travellers  would  feel  very  greatly  obliged  if  your  Honourable 
Board  would  authorize  the  Inspector  of  Railways  to  satisfy  our  anxiety  in  reference  to  the 
following  queries :  — 

1.  What  is  the  average  length  of  the  carriages  in  use  on  railways  in  ISngland  of  a  gauge 
not  exceeding  4  feet  8  inches  ? 

2.  Is  or  is  not  such  average  length  the  best  length  with  reference  to  safety,  having  regard 
to  the  average  of  curves  on  the  English  railways,  and  if  not,  what  is  the  best  length? 

3.  May  a  railway  carriage  be  made  of  any  length  without  affecting  its  safety  ?  and  upon 
a  line  of  4  feet  8  inches  gauge,  and  having  such  sharp  curves  as  the  &>uth  Eastern  Railway,  . 
what  length  of  carriage  is  to  be  most  recommended  ? 

4.  What  b  the  average  breadth  of  the  carriages  in  use  on  railways  in  England  of  a 
gauge  not  exceeding  4  feet  8  inches  ? 

5«  Is  or  is  not  such  average  breadth  the  best  breadth  with  reference  to  safety,  having 
regard  to  the  average  of  curves  on  English  railways,  and  if  not,  what  b  the  best  breadth  ? 

6.  Upon  a  line  of  4  feet  8  inches  gauge,  and  having  such  sharp  curves  as  the  South 
Eastern  Railway  has,  what  breadth  of  carriage  is  to  be  most  recommended  ? 

7.  Are  not  the  lar^e  carriages  in  use  on  the  North  Kent  line  both  too  long  and  too  broad 
to  travel  safely  at  fuU  speed  over  some  of  the  curves  of  that  line  ? 

8.  Are  the  large  carriages  in  question  built  of  extra  strength  in  proportion  to  their  extra 
length  and  width,  so  that  in  the  event  of  their  falling  over  an  embankment,  or  being  run  into 
by  another  train,  the  passengers  would  not  fare  worse  than  those  in  the  first  and  second-class 
ordinary  carnages  ? 

The  sanction  of  Parliament  to  the  particular  curves,  gauge,  and  general  construction  of 
this  line  of  railway  was  obtained  on  the  evidence  of  engineers  and  others,  who  calculated 
only  on  the  use  of  carriages  similar  to  those  used  on  other  English  railwajrs  of  a  similar 
gauge.  This  attempt  to  run  carriages  so  long»  so  broad,  and  so  slightly  constructed  as  those 
to  which  the  attention  of  your  Board  is  requested  maybe  designated  as  a  species  of  fraud 
on  the  Parliament,  and  an  abuse  of  the  powers  granted  to  the  Company.  Indeed  it  now 
appears  as  necessary  to  de6ne  the  extreme  dimensions  of  the  carriages  to  be  run  on  each 
railway  as  to  define  the  height  of  their  embankments  or  the  sharpness  of  their  curves. 

I  have,  &c.. 
The  Hon.  CommissioTiers  of  the  Railvoay  Board,  Henry  Hbald. 

Board  of  Trade,  WhitehaU. 


November  30,  1849. 
We,  the  undersigned  constant  passengers  by  the  North  Kent  line  of  your  railway, 
take  leave  to  express  our  disapprobation  of  the  carriages  recently  placed  thereon,  inasmuch 
as  they  expose  us  to  much  danger  and  discomfort.  To  danger,  because  in  consequence  of 
their  extreme  length  (39  feet  8  inches),  they  are  quite  unsuitable  to  a  railway  having  such 
sharp  curves  as  are  to  be  found  on  this  line,  in  passing  over  which  there  is  necessarily  a 
strong  pressure  on  the  sides  of  the  curve,  and  an  inclination  to  run  off  the  line ;  this  tendency 
is  much  increased  by  the  great  width  of  the  carriages  (9  feet),  which  on  a  gauge  of  4  feet 
8  inches  (the  gauge  of  this  railway)  causes  the  carriages  to  extend  on  each  side  beyond  the 
wheel  2  feet  2  inches.  The  effect  of  these  combined  causes  is  seen  in  the  fact,  that  the  car- 
riages in  question  are  continually  thrown  off  the  rails,  thereby  endangering  the  safety  of  the 
trains  with  which  they  are  connected,  and  causing  great  irregularity  in  the  service  of  the 
railway  generally.  If  no  accident  to  any  passenger  have  yet  occurred  in  consequence,  the 
circumstance  neither  justifies  the  continued  employment  of  the  carriages  nor  dispels  our 
just  alarm. 

Aa  to  the  discomfort  of  the  carriages,  it  may  be  comprehended  at  a  glance.  One  first-class 
compartment  is  intended  to  receive  no  less  than  22  passengers !  though  there  is  not  proper 
sitting  room  for  more  than  16.  There  are  no  divisions  to  prevent  inconvenient  or  improper 
crowding,  which,  to  ladies  especially,  is  very  objectionable. 

The  draught  of  air  into  so  large  a  carriage  is  much  complained  of  by  those  exposed  to  its 
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influence^  to  remedy  which  the  windows  are  frequently  closed ;  this  in  a  well-filled  compart-    Appendix  No.  73. 
ment  quickly  renders  the  atmosphere  close  and  disagreeable. 

Lastly^  iron  bars  are  placed  across  the  windows,  thus  preventing  the  possibility  of  commu-      ^*^J^*^^'^'^ 
nicating  with  the  guard  or  railway  attendant  in  case  of  accident  or  otherwise.  ^^* 

These  inconveniences  we  feel  to  be  serious,  and  those  who  have  paid,  and  are  willing  to  pay 
for  the  best  accommodation,  are  entitled  to  expect  more  liberal  treatment. 

Under  these  circumstances,  the  undersigned  do  not  feel  it  unreasonable  to  request  that  the 
carriages  in  question  may  be  immediately  withdrawn,  and  that  those  used  during  the  months 
of  August,  September,  and  October  may  be  restored.  We  feel  it  due  both  to  you  and  to 
ourselves  to  add,  that  as  (mr  personal  scfety  is  daily  involved,  we  shall  hope  for  and  expect 
your  early  attention  to  this  application. 

[Here  followed  the  signatures  of  more  than  a  hundred  constant  passengers.] 

The  Directors  of  the  South  Eastern  Railway  Company. 

South  Eastern  Railway,  London  Terminus, 
Sir,  December  &,  1849. 

I  HAVE  the  honour  to  acknowledge  the  receipt  of  a  statement  signed  by  you,  and 
addressed  to  the  Directors  of  this  Company,  regarding  the  large  carriages  now  in  use  on  the 
North  Kent  line. 

I  beg  to  acquaint  you,  that  alterations  are  being  made  in  some  of  these  carriages,  which  if 
found  to  answer,  as  the  Directors  think  they  will,  will  be  generally  adopted,  and  the  Directors 
trust  that  every  reasonable  convenience  will  be  found  by  passengers  using  them. 

With  regard  to  safety,  the  Directors  feel  bound  to  state  to  you,  that  they  believe  there 
is  not  any  description  of  carriage  travelling  on  the  English  lines  of  railway  more  safe  than 
these  large  carnages  are,  and  this  opinion  of  the  Directors  is  supported,  not  only  by  experience 
of  their  use  on  otner  lines  of  railway,  but  also  by  the  concurring  opinion  of  scientific  men, 
who  have  given  their  consideration  to  the  subject 

I  have  to  add,  on  the  part  of  the  Directors,  their  thanks  for  your  frankness  in  commu- 
nicating your  opinion  to  them,  and  also  to  assure  you,  that  it  is  tiieir  earnest  desire  to  afibrd 
every  possible  convenience,  facQity,  and  punctuality  to  passengers  using  the  South  Eastern 
lines  of  Railway. 

I  have,  &c., 

Henry  Healdj  Esq.,  G.  T.  Herbert, 

Sf^e.        Sfc.  Secretary. 

Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  December  12,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt 
of  your  letter  of  the  11th  instant,  and  to  inform  you  that  an  oflBcer  of  this  department  has  been 
directed  to  inspect  the  carriages  in  question. 

I  have,  &c., 

H.  Heald,  Esq.,  Grote^s  Crescent,  Blachheath.  H.  D.  Harness, 

Capt.  Royal  Engineers. 

Gratis  Crescent,  Blachheath, 
Gentlemen,  January  17,  1850. 

On  the  1 1th  December  last  I  had  the  honour  to  address  to  you  a  letter  on  the  subject 
of  the  large  carriages  in  use  on  the  North  Kent  line  of  the  So\ith  Eastern  railway,  in  reference 
to  which  1  received  a  communication  from  Captain  Harness,  informing  me  than  an  officer  of 
your  department  had  been  directed  to  inspect  the  carriages  in  question. 

Without  wishing  to  press  for  the  report  of  the  gentleman  to  whom  this  duty  may  have  been 
intrusted  to  his  inconvenience,  I  beg  with  all  respect  to  express  my  anxiety  to  be  made 
acquainted  with  the  result  of  his  examination,  as  I  have  no  alternative  but  to  ride  in  these 
carriages  daily. 

I  have,  &c.. 

To  the  Hon.  Commissioners  of  Railways,  Whitehall.  Henrt  Heald. 


Sir,  Whitehall,  January  18,  1850. 

I  HAVE  to  report,  to  you,  for  the  information  of  the  Commissioners  of  Railways,  that, 
upon  the  receipt  of  your  letter  of  the  12th  ultimo,  conveying  to  me  their  directions  to  inspect 
and  report  upon  the  carriages  on  the  North  Kent  Railway,  referred  to  in  a  letter  from 
Mr.  Heald  of  the  1 1th  December,  forwarding  a  copy  of  a  memorial  purporting  to  have  been 
signed  by  a  number  of  constant  passengers  upon  that  railway,  and  addressed  to  the  Directors, 
with  the  reply  of  the  Directors  thereto,  I  communicated  with  the  Secretary  to  the  South 
East^ern  Railway  Company,  and  inspected  one  of  the  carriages  complained  of,  on  the  17th 
December,  and  having  found  that  there  was  no  immediate  danger  to  be  apprehended  from 
Uieir  use,  I  proceeded  to  the  north  to  attend  to  other  duties  to  which  I  had  been  appointed, 
and  that  I  again  examined  one  of  the  carriages  in  question,  and  passed  over  the  North  Kent 
Railway  in  it  from  London  Bridge  to  Rochester,  in  order  to  ascertain  whether  there  is  sufficient 
space  for  the  passage  of  these  carriages  at  all  points  of  the  railway, — ^whether  in  tunnels, 
cuttings  revetted  with  masonry,  under -oridges,  or  elsewherCr 
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Appendix  No.  1%.  The  earriag^t  are  of  large  dimensions,  the  under-framing  being  40  feet  in  length*by  9  feet 
in  breadth,  exclusive  of  buffers,  supported  upon  eight  wbsek,  die  axles  of  which  are  10  feet- 
apart,  giving  therefore  a  bearing  upon  the  rails  of  30  feet.  These  frames  appear  to  be  of 
sufficient  strength  to  Desist  the  oitlinarp  concussions  of  railway  traffic;  and  although,  of- 
course,  in  the  case  of  a  violent  collision  with  any  other  substance  or  carriage,  it  is  to  be 
expected  that  much  damage  will  be  done^  and  possibly  a  carriage^frarae  very  much  crippled 
and  injured ;  nevertheless,  I  conceive  that  this  carriag&-frame  is  as  strong  as  ordinary 
earriage-frames,  and  therefore  that  the  passengers,  as  far  as  collisions  are  ccmcemed^  are  as 
safe  in  these  as  in  ordincuy  earriages. 

A  peculiar  adaptation  of  spnng  allows,  the  wheels  to  traverse  to  the  extent  of  six  inches,  so 
that  each  set  of  wheels  on  one  side  can,  under  the  rigid  oarriage-frame^  assume  the  positiaii. 
necessary  for  passing  round  a  curve  of  3*41  chains  radius,  but  the  axles  are  kept  perfectly 
parallel.  I  passed  over  curves,  the  radii  of  which  were  30  chains,  at  a  rfiteof  speed  of  about 
30  miles  an  hour,  and  do  not  hesitate  to  report  that  there  is  no  danger  to  be  apprehended 
from  the  carriages  passing  round  the  curves  of  the  North  Kent  Railway  at  high  velocities. 
Of  course,  to  prevent  the  eentri(ugar  force  being  felt  by  the  passengers,  it  will  require  that 
on  curves  the  out$ide  rail  should  hQ  raised  to  correspond  with  the  highest  ^eeds  intended  to 
be  used. 

At  present  the  upper  parts  of  the  doors  of  the  carriages  have  iron  bars  fixed  across  them, 
to  prevent  passengers,  when  the  windows  are  down,  from  putting  their  heads  out.  This  pre- 
caution has  been  necessary  in  consequence  of  a  doubt  as  to  the  width  of  the  bridges  and  other 
works  upon  the  railway,  whether  they  allow  a  sufficient  space  for  the  projection  of  a  head 
beyond  the  carriage  itself.  As  these  bars  are  very  unsigntly,  and  give  to  the  passengers  a^ 
idea  of  danger,  although  it  may  not  really  exist,  I  caused  a  number  of  laths  to  be  prepared 
and  fastened  to  the  carriage-frame,  allowing  them  to  project  18  inches,  which  appears  to  me 
sufficient  to  allow  for  the  projection  of  any  person  beyond  the  carriage  as  much  as  they  wdl 
can  with  safety  tp  themselves.  I  found  that  at  many  places  these  laths  were  broken,  and 
that  the  wires  and  posts  of  the  electric  telegraph  were  fixed  very  near  to  the  carriages,  in  one 
case,  under  a  bridge,  so  near  that  a  hand  projecting  through  the  bars  would  almost  be  struck 
by  them.  The  works  will  allow  the  rails  to  be  shifted  so  as  to  clear  the  masonry  at  this 
point,  and  the  telegraph  wires  can  be  moved  to  a  different  position  under  the  bridge.  I 
should  recommend  that  this  be  done  at  once,  and  that  at  the  other  places  where  the  lo-inch 
laths  did  not  clear,  that  similar  adjustments  either  of  the  works  or  rails  be  made,  after  which 
the  iron  rods  may  be  removed.  They  are  objectionable  on  the  score  of  safety,  for  in  the  ev^it 
of  an  accident  the  passengers  cannot  liberate  themselves.  I  did  not  pass  over  the  main  line 
of  the  South  Eastern  Railway  to  ascertain  whether  these  carriages  are  such  that  passengers 
can  be  carried  in  them  with  safety  over  that  line ;  but  from  the  information  I  obtained  from 
the  engineer,  I  believe  th^  cannot ;  therefore  until  satisfied  on  this  point,  I  cannot  recommend 
that  the  Commissioners  should  gire  their  sanction  to  the  use  of  them  upon  any  but  the  Nerdi 
Kent  line  from  London  Bridoe  to  Rochester,  and  then  only  after  the  adjustments  before 
alluded  to  shall  have  been  made. 

The  width  of  these  carriages,  however,  appears  to  be  objectionaUe  on  account  of  the  doors 
projecting  so  far  over  the  platforms,  passengers  being  often  in  the  habit  of  opening  doors 
before  trains  come  to  a  sitand-atill.  This  might  be  prevented  without  the  use  of  the  iron  bara^ 
by  fixing  the  glass  parf  of  the  doors  so  that  they  cannot  be  lowered,  and  providing  some 
means  of  signaling  to  the  guard,  either  by  striking  a  gong  on  the  outside  of  the  carriage,  or  by 
some  other  contrivance. 

The  traverse  also  of  the  body  of  the  carriage  seems  excessive,  as  there  are  no  curves  having 
a  much  less  radius  than  10  chains,  even  at  points  entering  sidings,  which  for  a  bearing  of  SO  feet 
wfll  give  but  a  very  small  versed  sine  as  requisite  for  the  traverse.  The  longer  traverse  of 
six  inches  may,  I  eonceive,  possibly  be  injurious,  and  produce  an  excessrve  jenc  in  the  case 
of  goiHff  round  a  curve  at  hi|^  velocities,  more  particularly  if  the  principid  part  of  the  load 
should  be  on  the  side  of  the  carriage  furthest  from  the  centre.  I  have  annexed  hereto  a  repoir( 
from  the  builder  of  these  carriages  to  the  Directors  of  the  Company,  which  gives  a  more 
detailed  description,  but  forbear  to  remark  on  the  accommodation  and  details  which  do  bet 
relate  to  the  question  of  safety. 

I  have,  &c., 


Capt.  Harness,  R.E., 


Gentlbmsh, 


J.  L.  A.  Simmons, 

Gxpt.  Soydl  Eitgi\ 


December  21,  1849. 


Having  received  an  official  conuounieation  from  the  Secretary  of  the  South  Eastern 
Railway,  to  the  effect  that  allegations  have  been  made  to  your  Board  respecting  the  loi^ 
composite  carriages  buih  for  the  North  Kent  line  by  the  firm  to  which  I  belong,  stating  that 
the  said  carriagea  are  imssfe  and  unsuited  to  the  traffic,  I  b^  to  lay  before  you  the  following 
statement:-^ 

The  carriages  are  40  feet  long  by  9  feet  wide.  They  are  armed  of  two  frames  20  feet 
each,  on  four  wheels,  so  arranged  that  they  couple  rigidly  togeioier  by  two  screws  at  the  lower 
frames,  and  two  at  the  ujqper  comers  of  the  bodies,  so  that  when  coupled  they  form  one  eight- 
wheel  carriage,  with  spring  buffisrs  at  each  comer  in  the  usual  position.  When  uncoupled, 
they  are  four*wheded  carriages,  ea^  to  handle  or  remove  from  the  line,  as  in  case  of  repair. 

The  wheels  are  of  splid  wood,  and  the  tjrres  are  held  on  by  side-reUdniag  rings,,  without 
any  bolt-hole  piercing  the  tread  of  the  tyre,  which  holes  are  a  common,  cause  of  a  tyre  ln'eak«> 
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ing,  and  supponng  one  of  the  tyres  to  bileak  acroas,  H  m6\M  still  be  held  fest  by  the  retaining    Appendiit  No.  7^ 

rings.     Experiment,  durin)^  several  months,  has  prored  that  a  tyre,  purposely  cut  into  three 

pieces,  is  Bsdely  held  on  at  wotk.    The  idieel  centres  are. pressed  into  the  tyre  cold  by  hydraulic 

pressure,  so  that  no  injurious  heating  and  cooling  takes  place*    The  great  ad?antage  of  the 

BoHd  wood  centres  is,  that  the  tyte  is  always  kept  circular^  that  the  fannnig  action  is  prevented, 

madthat  the  wood  helps  to  prevent  vibration  of  ^lie.axle.. 

The  axles  project  more  than  usually  distant  from  the  wheels^  so  as  to  increase  the  distance 
between  the  centres  of  bearings  to  7  feet. 

.  The  bearings  are  8  iiK^hes  by  3  niches  in  diameter,  so  tlaat  the  total  length  k  7  feet  8  inches; 
leaving  8  inches  overhung  of  the  body  on  each  side.  This  increased  length  of  axle  lessens  the 
chance  of  breakage  by  blows  of  the  wheel,  as  room  is  left  for  elastic  aetkm.  The  bearings  or 
joarnals  run  in  Ada«is'  patent  grease-tight  axle-boxes,  so  that  they  are  immersed  in  a  bath 
of  grease  on  the  underside,  and  are  also  lubricated  from  above  in  the  usval  manner.  It  is, 
tberefove,  almost  impossible  Aat  they  should  heat. 

The  bearing-springs  are  formed  of  single  plates  of  highly  elastic  steel.  The  whole  friction  ef 
wheels  when  in  action,  is  reduced  to  an  axis  movement  capable  of  lubrication.  Should  a 
epring  break,  no  harm  can  result,  as  it  »  inclosed  in  iroiiKWerk,  and  the  frame  would  simply 
vest  on  the  axle-box,  and  it  can  be  replaced  by  witfadrawiag  and  reptstting  two  bolts. 

The  base  of  the  wheels,  on  the  rails,  extendi  over  a  space  of  30  feet  by  4  feet  9  inches,  the 
fe«r  axles^  being  10  feet  apart  from  each  other.  The  base  of  the  spriagv  is  36  fbet  by  7  feet 
S  indies.    The  base  of  the  body  is  9  feet  by  40. 

The  springs  are  attached  to  the  axle-boxes  by  shackles  and  roller,  so  that  when  on  a  curved 
&e  eadi  axle  and  each  pair  of  wheels  can  diverge  laterally  right  or  left  to  the  extent  of  3 
each  when  the  pressure  of  the  flanges  is  against  the  rails.  Thtis  the  carriage^  though  40  feet 
long,  can  pass  freely  round  corves^  gi^g  ^  versed  sine  of  6  iocbes  in  30  feet,  ot  two  raik 
bi^th,  which  gives  a  radius  of  little  more  than  three  chains  and  a  half*  Now,  as  the  versed 
doe  of  the  rails  at  the  points  and  crossings  is  never  less  than  six  chains^  or  nearly  400  feet,  it 
isfvery  clear  that  the  carriage  must  be  perlsctly  safe  at  any  speed  on  rails  whose  extreme  carves 
are  not  less  than  1,360  feet. 

. '  Front  the  above  combination  of  mechanical  arrangenents,  it  followsr  that  long  carriages  are 
lafer  to  passengers  than  the  ordinary  four-wheel  short  stock.  The  following  are  the  reasons : 
One  railway  wneel  bekg  keyed  on  firmly  to  one  ^aft,  it  is  necessary  to  make  the  tyres  of  A 
conical  form  on  their  perepherics  smaller  on  their  external  and  larger  at  their  flange  (fiameter, 
in  order  to  compensate  for  the  different  lengths  of  the  rails  on  curves^  when  the  wheel  is 
flopposed  to  gather  on  its  large  diameter  by  the  centrifugal  force  throwing  it  on  the  outer  rail^ 
and  viee  versa  on  the  inner  rml.  But  as  the  axle  has  no  end-play  in  the  boxes,  and  the  boxes 
are  retained  by  the  axle-guards  in  the  same  plane  as  the  earriage^frames^  it  follows  that  the 
whole  body  must  partake  of  the  lateral  movement  of  the  wheels^  which,  on  a  line  out  of  order, 
becomes  sudi  an  incessant  oscillation  and  annoyance  to  passengers,  and  is  moreover  so  dan-* 
gerous,  that  the  practice  has  obtained  of  coupling  the  whole  carriages  of  a  train  dosely 
together  to  induce  steadiness.  The  result  is>  that  the  wheels  become  partial  sledges,  and  an 
eaormous  excess  of  steam  power  is  required  to  draw  the  trains.  . 

'  But  with  the  long  carriages  no  such  coupling  is  required,  as  each  one,  by  its  length  and 
width,  runs  steadily  without  oscilkitien,  and  the  body^  by  its  inertia,  and  the  proper  position 
a£  the  centre  of  gravity,  maintains  its  equilibrium  vertically  and  laterally.  The  wheels  require 
no  axle-guaids,  and  each  pair  is  free  to  move  according  to  the  circumstances  of  the  rails  witl^ 
out  affecting  the  superstructure.  It  is  scarcely,  within  a  ealculatioa  of  dumces  that  eight 
Vibeels  should  be  combined  in  the  same  circumstances  to  produce  a  specific  oscillation,  md^ 
in  point  of  fact,  they  do  correct  each  other's  irregularities,  and  without  any  blow  on  the  rails, 
as  in  the  ease  with  the  wheels  of  the  ordinary  stock  when  the  momentum  of  the  body  is  added 
to  that  of  the  wheel. 

Another  cause  of  saC^y  is  feund  in  the  multiplication  of  the  wheels.  If  one  wheel  of  four 
fasoaks,  the  carriage  usuaUy  pitches  down*  One.  wheel  broken  out  of  eight  is  of  course  of  far 
less  risk. 

Another  source  of  safety  is  the  elasticity  of  the  springs,  and  the  freedom  of  the  wheels  to 
move  up  and  down  vertically  to  suit  the  irregularities  of  the  rails.  With  the  common  car- 
riages, and  also  with  engines,  the  practice  is  to  fasten  the  springs  down  with  the  eye  of  the 
axlcrguard,  so  that  if  passing  a  sunk  rail  the  wheel  is  suspended  to  the  [carriage,  and  this, 
happening  at  a  bad  joint,  is  a  frequent  cause  of  accident  in  getting  off  the  line.  Therefore^  to 
render  the  joints  of  the  rails  firm  and  immovable  is  an  object  of  the  greatest  importance. 

To  render  the  wheels  still  more  perfect,  two  things  are  essential.     First,  that  the  wheels 

should  move  on  the  axles  independently  of -each  other,  as  weU  as  the  axles  in  their  boxes. 

*  Secondly,  the  mischievous  practice  of  applying  breaks  to  stop  the  wheels,  and  thus  grinding 

flat  surfaces  on  their  tyres,  as  well  as  breaking  down  the  joints  of  the  rails,  should  b^ 

abandoned,  and  that  proper  aledge-breaks  should  be  made  to  run  directly  on  the  rails. 

That  the  foregoing  statements  as  to  the  structures  of  these  long  carriages  are  correct  may 
be  gathered  from  the  fact  that  passengers  can  easily  stand  steady  on  them,  and  read  and 
write  while  at  speed. 

The  next  question  of  safety  is  as  to  strength  in  the  frsunings.  Examination  will  show  that 
the  section  of  timber,  and  the  strength  of  knees,  is  greater  than  that  of  any  of  the  ordinary 
dass  of  passenger  carriages. 

And  in  case  of  collision,  there  is  one  element  of  safety  in  the  carriages  which  does  not  exist' 
in  the  ordinary  stock. 

When  a  train  is  suddenly  retarded  by  an  obstruction  in  front,  or  struck  by  an  engine  in  the 

X  2 


Digitized  by 


Google 


South  Eastern 
Railway. 


156       APPENDIX  to  REPORT  of  the  COMMISSIONERS  of  RAILWAYS. 

Appendix  No.  73.  rear/  the  buffers  usually  collapse  to  their  full  extent.  In  this  case  there  is  about  four  tons*^ 
pressure  of  elastic  springs  ready  for  recoil.  This  pressure  is  sb  exerted  as  to  make  the 
carriages  rise  upwards  irom  the  rails.  In  this  act  the  buffer-heads  slip  past  each  other,  and 
frequently  break  the  legs  of  the  passengers  in  the  comer  seats.  The  carriages  then  ride  on 
a  heap,  one  on  the  back  of  the  other.  In  the  long  carriages  this  risk  is  avoided.  Their  length 
and  weight  precludes  their  rising  from  the  rail.  Having  dealt  with  the  question  of  safety,  the 
next  question  is  their  accommodation. 

The  bodies  are  divided  into  four  compartments  each.  Each  compartment  has  two  doors> 
with  glasses  to  let  down,  and  four  large  fixed  plate-glass  windows,  3-Sths  inch  in  thickness. 
Hiere  are  also  four  ventilators  about  5  inches  by  18  indies,  capable  of  being  open  or  closed  at 
pleasure,  but  the  veotilators  would  be  preferable  in  the  roof.  One  of  the  compartments  is 
trimmed  for  20  first-dass  passengers,  the  others  hold  32  second-class  each;  total  110.  But 
one  of  the  first-class  has  been  altered  to  hold  only  18  passengers,  a  central  seat  beins  differently 
arranged,  with  elbows,  and  it  is  exceedingly,  convenient.  Even  for  a  long  journey  this  carriage 
has  an  advantage  over  the  ordinary  kiiid,  as  the  roof  is  very  high,  and  passengers  could  stand 
upright  to  relieve  the  pressure  on  their  limbs. 

When  these  carriages  were  first  constructed,  it  was  thought,  as  they  were  wider  than  usual, 
there  might,  by  possibility,  be  some  temporary  projections  that  would  endanger  Uie  safety  of 
a  passenger,  incautiously  putting  his  body  out  of  the  window.  Some  years  bade  a  heavy 
statue  hsd  to  be  transported  over  the  ^few  Cross-bridge,  on  the  Croydon  line,  and  it  was 
judged  needful  to  support  the  bridge  by  shores.  A  passenger  seeing,  something  unusual,  put 
his  head  out  from  an  ordinary  carnage  and  was  killed.  To  prevent  any  risk  of  this  kind  from 
the  curiosity  of  passengers  on  a  new  line,  wires  have  been  applied  externally  to  the  doors  of  the 
large  cari:iages  for  two  purposes,  to  prevent  passengers  protruding  their  heads  and  bodies,  and 
from  opening  the  doors  unguardedly.  In  ordinary  carriages  they  are  accustomed  to  do  this 
previous  to  arriving  at  the  stations,  and  the  porters  probsU)ly,  in  the  first  instances,  were  not 
prompt  enough  for  impatient  people.  On  the  North  Woolwich  line,  on  the  opposite  side  of 
the  river,  where  similar  carriages  have  been  in  use  for  three  years,  the  door-windows  are  all 
barred,  and  no  complaint  has  taken  place. 

'  In  summing  up  these  remarks,  it  may  be  as  well  to  state  that  these  carriages  cost,  to  build, 
only  one-half  the  price  per  passenger  of  the  ordinarjr  stock,  which  is  a  very  important  matter 
to  Kailway  Companies,  and  especiauy  those  of  low  dividends,  and  they  will  doubtless  be  appre- 
ciated by  the  Board  of  Trade,  who  have  ever  been  anxious  to  acquire  cheap  transit  for  the  public. 

In  working  this  kind  of  stock  there  ought  also  to  be  a  considerable  saving  in  expenses. .  By 
increasing  the  breadth  of  the  train  the  length  is  decreased,  and  the  action  of  the  wind  also. 
There  is  also  a  considerable  saving  in  the  length  of  platfornl  and  attendants,  four  doors  to 
open  in  lieu  of  eight,  and  eight  wheels  to  grease  and  to  draw  in  lieu  of  sixteen. 

To  conclude : — In  considering  the  question  of  railway  economy,  there  can  be  no  mechanical 
doubt  that  the  narrow  ^uge  involves  less  friction  than  the  broad  wHen  any  curves  exisL  But 
notwithstanding  this  the  narrow  gauge  has  thus  far  achieved  more  than  the  broad,  Slaving 
9  feet  by  40  carriages,  or  360  feet  floor  area,  whilst  the  maximum  of  the  broad  gauge  is  only 
8  feet  6  by  28  feet ;  total  238.  But  it  is  to  be  lamented  that  the  narrow  gauge  hs^  not  greater 
width  in  the  mde  spaces,  for  in  such  case  the  carriages  might  be  10  feet  in  width,  giving  a 
larger  floor  area,  and  in  the  case  of  first-class  carriages  permitting  a  space  of  2  feet,  for  a 
central  longitudinal  passage,  and  16  compartments  of  four  passengers  eadi;  total  64.  This 
would  have  been  the  steadiest  possible  express  carriage,  and  the  most  convenient,  as  it  might 
be  fitted  with  every  convenience  for  the  road.  A  12-iiich  cylinder  engine,  rightly  constructed, 
would  draw  three  such  carriages ;  total,  180  first-class  passengers  between  Ix>ndon  and  Dover 
in  an  hour  and  a  half;  and,  in  the  cold  season,  the  waste  steam  of  the  engine  might  be  applied 
to  warm  them.    On  the  broad  gauge  it  would  be  practicable  to  construct  carriages  50  feet  by  12. 

I  am,  &c., 

WiLLiABi  Bridges  Adams. 

In  the  United  States  the  ordinary  length  for  railway  carriage  is  40  feet,  but  the  improved 
plan  is  60  feet,  with  a  passage-way  down  the  centre. 


Sir, 


Office  of  Commissioners  of  SailuxiySy  Whitehall, 
January  21,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  in  reply  to 
your  letter  of  the  17th  instant,  that  they  are  satisfied,  by  the  report  of  their  inspecting  officer, 
that  the  carriages  referred  to  in  your  communications  to  this  department  can  be  i^ed  with 
safety  to  the  public  on  the  North  Kent  Railway. 

I  have,  &c., 

J.  Hedld,  Esq.,  H.  D.  Harness, 

8fc.      ^c.  Copt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  January  22,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
extract  from  Captain  Simmons's  report  on  the  carriages  in  use  upon  the  North  Kent  Railway, 
and  to  request  you  to  call  the  attention  of  the  Directors  of  the  Company  thereto. 

1  have,  &c.. 
The  Secretary  of  the  H.  D.  Harness, 

South  Eastern  Railway  Company.  Capt.  Royal  Engineers. 
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Appendix  Na.  74.  •  Appwdix  No.  74, 


-"■"■"^  Monmouthihica 

'  MONMOUTHSHIRE  RAILWAY  AND  CANAL  COMPANY.  ^^"cliS^nfT^ 

Sir,  39,  Grosvenar-plaee,  Bath,  February  9,  1849. 

May  I  beg  the  favour  of  your  laying  the  enclosed  memorial  before  the  Commissioners 
of  Railways ;  and,  if  it  should  be  necessary  to  address  me,  please  to  do  so  at  No.  39,  Gros- 
venor-place,  Bath. 

I  have,  &c., 

C€ipt.  Harness,  B.E.,  Henry  Marsh. 


The  Monmoothshire  Railway  and  Canal  Company,  formerly  called  The  Monmouth- 
shire Canal  Navigation  Company. 

The  Memorial  of  Henry  Marsh,  Proprietor  of  the  Rock  Colliery,  in  the  County 
of  Monmouth,  respectfully  sheweth. 
That  the  above  Company  obtained  an  Act  in  the  last  Sessions  of  Parliament,  inti- 
tuled "The  Newport  and  Pontypool  Railway  Act  Amendment  Act,  1848,"  for  altering  and 
amending  the  Newport  and  Pontypool  Railway  Act,  1845,  which  last-mentioned  Act 
embodies  the  original  Acts  under  which  the  Company  was  formed,  namely, — firstly,  an  Act 
passed  in  the  thirty-second  year  of  the  reign  of  His  late  Majesty  Kii^  George  the  Third  ; 
secondly,  an  Act  passed  in  the  thirty-seventh  year  of  the  same  reign;  and,  mirdly,  an  Act 
passed  in  the  forty-second  year  of  the  same  reign ;  under  the  powers  of  which  three  last- 
mentioned  Acts  all  the  roads,  canals,  and  other  works  of  the  above-named  Company  at  present 
open  for  traffic  have  been  constructed. 

That  neither  the  railway  from  Newport  to  Pontypool,  nor  the  bratiches  thereof  authorized  to 
be  made  by  the  Act  of  1845,  have  been  completed. 

That  the  freighters  on  these  roads  and  canals  have  hitherto  provided,  at  their  own  cost,  and 
are  still  provided,  with  all  necessary  motive  power,  waggons,  and  carriages,  for  the  transport 
of  coals,  iron,  and  merchandize ;  also  places  for  loading  and  shipping,  and  a  considerable 
extent  of  branch  roads,  and  various  other  works  connected  therewith,  have  been  formed  and 
constructed  expressly  to  suit  the  existing  roads  of  the  said  Company. 

That  your  Memorialist  possesses  about  230  waggons  purposely  made  for  such  roads,  and 
which  have  hitherto  been  and  are  now  in  use  for  the  conveyance  thereon  of  coals  and  other 
goods  amounting  to  about  40,000  tons  annually. 

That  the  distance  of  his  works  from  Newport  (the  place  of  shipment)  along  the  said  tram- 
roads  is  15  miles,  8  miles  of  such  roads  being  the  property  of  the  said  Company,  and  7  mile» 
being  branch  roads,  the  property  of  other  parties. 

'  That  the  said  Company  have  recently  given  your  Memorialist  and  other  freighters  notice, 
that  oh  and  after  the  1st  day  of  August  next  they  shall  require  us  to  use  and  provide,  at  our 
own  cost,  waggons  similar  to  a  pattern  waggon  which  they  have  provided  and  placed  on  their 
road  for  inspection,  the  estimated  cost  of  such  waggon  being  60/. 

And  your  Memorialist  further  showeth  that  such  waggons  are  neither  adapted  to  the  roads^^ 
of  the  said  Company  in  their  present  state,  nor  to  the  branch  roads  leading  therefrom  to  most 
of  the  collieries  and  ironworks,  and  to  the  loading  and  shipping  places.  That  the  net  weight 
of  coals  carried  in  such  waggons  is  in  the  proportion  to  the  gross  weight  of  waggons  and  coals 
of  only  two  to  one,  whereas  in  the  existing  waggons  the  proportion  exceeds  that  of  three  and  a 
half  to  one.  That  the  amount  of  resistance  in  traction  along  these  tramways  will  be  greater 
with  the  proposed  waggons  than  with  those  now  in  use,  particularly  in  passing  round  curves. 
That  he  believes  that  no  such  wassons  are  used  on  any  tramway  in  the  kingdom,  and  that 
there  is  reason  to  expect  that  should  such  be  adopted,  in  pursuance  of  the  order  of  the  said 
Company,  that  alterations,  attended  with  considerable  expense,  will  shortly  become  necessary, 
in  order  to  adapt  them  to  the  present  or  any  other  road  of  improved  construction.  That  such 
waggons,  even  if  applicable  to  these  roads,  are  unnecessarily  costly  for  the  description  of  traffic 
and  low  rate  of  sp^  at  which  they  would  be  required  to  travel^  and  are  far  more  expensive 
than  those  used  on  many  railways  of  superior  construction  to  the  tramways  of  the  said 
Company. 

That  the  present  roads  of  the  said  Company  are  laid  with  tram-plates,  and  not  edge  rails, 
and  that  the  branch  roads  leading  into  them  are  similarly  constructed. 

That  the  curves  are  very  sharp  and  irregular,  many  being  of  nearly  \^  chains  radius,  and 
thegradients  steep. 

That  neither  the  said  Company  nor  the  proprietors  of  the  branch  roads  possess  compulsory 
powers  for  the  purchase  of  land  for  the  improvement  of  their  roads  in  respect  of  the  last-named 
difficulties ;  nor  have  they  power,  if  so  disposed,  to  convert  the  tramways  into  railways. 

That  notwithstanding  certain  improvements  which  have  been  made  and  are  still  in  progress 
since  the  passing  of  the  Act  of  1845,  no  alterations  essentially  different  from  those  made  in  the 
shape  of  repairs  previous  to  the  passing  of  the  said  Act  have  been  effected. 

That  the  curves,  &c.,  are  a  very  serious  impediment  to  the  use  of  such  waggons,  and  the 
roads  generally  are,  by  reason  of  their  construction,  weak  and  insecure,  as  compared  with 
modem  railways,  and  would  be  dangerous  to  travel  on  with  ordinary  loads  at  reasonable  rates 
of  speed. 

That  if  your  Memorialist  is  not  relieved  from  the  obligation  which  the  said  Company  now 
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ApitendixNa  f4.    endeatiDur  to  force  upon  him,  namely,  "'to  psevide^  atliis  own  cost,  and  on  and  after  the  1st 
'  Momtoouthaliifft     ^^.  ^^  August  next,  to  use  such  waggons  only  for  the  transport  of  coals  as  are  agreeable  to 
ilaflway  imd  CAfldf  ^^®^^  pattern*''  the  difficulty  in  the  transit  of  coals  to  the  port  will  be  so-  great  as-to  entail  on 
Company.         bi"^  serious  loss,  if  not  to  oblige  him  to  stop  his  works. 

Tout  Memorialist,  therefor^,  moat  earnestly  solicits  the  interference  and  aid  of  your  HonouTK 
able  Board,  for  the  purpose  of  relieving  him  fix)m  the  obligation  of  providing  waggoas  of  the 
description  now  decided  on  by  the  said  Company,  and  of  preventing  the  sacrifice  of  his  present, 
stock  of  waggons  and  contingent  works,  without  adequate  compensation  or  improved  fecilitie^ 
for  the  transport  o£  coals  from  his  works ;  and  also  that  the  said  Company  niiay  be  required  to 
convey  his  waggons  along  their  tramways  without  hindrance  as  heretofore^  or  upon  trucks,  to 
be  provided  by  the  said  Company,  he  paying  for  the  use  of  such  truclur  at  a  reasonable  rate 
per  mile. 

And  your  Memorialist  will  ever  pray. 

Hbkrt  Marsh, 
Td  the  Cammissianers  qf  Railways,  Rock  Colliery^  near  Newparf^ 

Whitehall.  Manmauthshire. 


Office  qf  Cammissumers  of  Railways,  Whitehall, 
StB,  February  12,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  endosecl 
copy  of  a  memorial  addressed  to  them  by  Mr.  Marsh,  and  to  inform  you  that  they  will  be  gla4 
to  receive  any  explanation  the  Directors  of  the  Monmondishire  Railway  and  Canal  Company 
may  have  to  offer  as  to  the  fiiicts  stated  therein. 

I  have,  &C., 
The  Secretary  efthe  H.  D.  Harnbss, 

Monmouthshire  Railway  and  Canal  Company.  Cofi.  Rayed  Engineers.    » 


SlH,  Newport,  Monmouthshire,  Febrwary  24,  1849. 

I  BSG  to  acknowledge  the  receipt  of  your  letter,  addressed  to  me  on  the  12th  instant, 
and  also  an  accompanying  copy  of  the  memorial  of  Mr.  Henry  Marsh,  the  proprietor  of  the 
Rock  Colliery,  addressed  to  the  Honourable  Commissioners  of  Railways,  ia  reference  to  the 
requirements  of  the  Monmouthshire  Railway  and  Canal  Company,  with  regard  to  the  eon* 
«tmction  of  the  waggons  to  be  used  on  the  tramroads  of  that  Company  oa  aod  after  the 
1st  August  next,  andTat  your  invitation,  submit  to  you  a  few  observations  thereon. 

It  is  quite  true,  as  alleged  by  Mr.  Marsh,  that  under  the  Company's  old  Acts,  the 
latter  of  them  passed  in  the  'l2nd  6eo.  III.,  the  whole  of  their  canals  and  tramwaysat  present 
open  for  traffic  have  been  constructed.  In  the  year  1845  they  obtained  another  Act^  under  the 
title  of  <<  The  Newport  and  Ppnt-y-pool  Railway  Act,  1845,"  for  making  a  railway  and  divers 
branches,  as  therein  contained,  and  also  for  improving  their  existing  railways  so  as  to  adapt 
them  for  locomotive  steam-engines^  and  (at  the  earnest  request  ci  the  freighters)  for  enabling 
them  to  become  carriers,  and  provide  for  their  own  use  and  that  of  the  freighters  sufficient 
carriages  on  the  payment  of  certain  rates ;  and  I  would  beg  to  refer  you  to  the  llOtfa  clause  o^ 
the  Act  now  in  citation,  as  affording  you  a  clear  conception  of  the  obliffation  of  the  Companj^ 
and  the  general  purport  of  the  measure,  so  far  as  tne  Compan/s  old  roads  fall  within  the 
scope  thereof.  Upon  this  Act  being  obtained,  the  Company  proceeded  to  prepare  for  its 
execution ;  but  the  rates  authorized  to  be  levied  were  fbund  so  inadequate  for  the  expenditure 
contemplated  that  they  were  obliged  to  have  recourse  to  the  Legislature  for  relief;  and  in  the 
year  lo48  they  applied  to  Parliament  for  and  obtained  the  last  Act  adverted  to  in  the  me- 
morial, under  the  title  of  "  The  Newport  and  Pont-y-pool  Railway  Amendment  Act.*'  The 
primary  provisions  of  that  Act  are  an  extension  of  time  for  the  completion  of  thdr  works,  an4 
authority  to  raise  additional  money,  and  a  rdease  from  the  obligation  to  provide  waggons  for 
ihe  carriage  of  mineral  productions;  and  as  this  latter  provision  is  one  to  which  the  memorial 
has  refereckce,  I  beg  to  direct  your  notice  to  the  12th  section,  aa  having  direct  lelaiion  to  the 
question. 

The  Company  have  now  e>^nded  in  the  improvement  of  their  old  railroads  a  sum  of 
140,000/.  out  of  their  revenue,  legally  divisible  amongst  the  shareholders,  and  have  neariy 
relaid  with  the  best  wrought-iron  tram-plates  the  whole  of  their  old  lines,  not  more  than  about 
two  miles  being  left  of  the  cast-iron  plates  that  were  heretofore  used ;  and  at  the  present  tune 
improvements  are  in  course  of  execution  that  will,  before  they  are  completed,  involve  an  addi- 
tional outlay  of  about  50,000/.  at  the  least.  It  is  the  purpose  of  the  Company  to  comply  with 
the  directions  of  their  Act,  and  on  the  1st  August  next  to  open  their  old  lines  for  botn  goods 
and  passenger  traffic ;  and,  in  the  contemplation  of  such  a  change  6f  operations,  they,  after 
mucn  consideration,  adopted  a  tram  or  wagffon  as  a  model  for  the  use  of  the  freighters,  hekng 
advised  that  it  was  the  best  and  most  economical  that  could,  under  the  circumstances,  be  had. 
The  conclusion  they  arrived  at  was  the  result  of  much  inquiry ;  they  despatched  their  engineer 
to  various  railways  in  the  kingdom  used  for  the  transit  of  mineral  productions ;  obtained  the 
opinions  of  some  of  the  most  experienced  men  in  the  kingdom  with  regard  to  the  construction 
of  a  suitable  waggon,  and  in  their  inquiries  considered  economy  as  well  as  utility.  They 
invited  the  freighters  to  co-operate  witii  them  in  the  first  instance  in  providing  a  suitable 
model  or  plan ;  but  this  the  freighters  declined  doing,  preferring  to  wait  the  issne  o?  the  Com- 
pany's decision  before  giring  any  opinion  upon^  or  expressing  either  their  assent  or  dissent  to 
anything  the  Company  might  propose. 
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The  first  allegation  of  Mr.  Marsh  is,  that  neither  the  railway  ftom  Newport  to  Pont-y-pool^. 
nor  :the  branohes  thereof  authorized  to  be  made  by  the  Act  of  1845,  have  been  completod. 
The  remark  I  would  wish  to  make  in  respect  of  this  charge  is,  that  the  Company  have  already 
expended  in  the  construction  of  the  Poat^y-pool  Railway  more  by  30,000i.  than  they  were 
authorized  br  the  Act  of  1845  to  raise  for  the  making  of  it ;  the  necessity,  therefore,  of  applying 
to  Parliament  in  the  year  1848,  for  powers  te  raise  additioDal  money  amd  elongate  the  periea. 
of  oonstiuctioii^  is  apparent.  The  gross  amount  already  expended  in  the  construction  of  this 
Uae  amounts  to  150,000/.,  and  a  ftirther  sum,  approximating  to  150,000/.  more,  will  be  re- 
quired to  complete  it,  exclusive  of  the  old  lines,  denominated,  I  conclude,  in  Mr.  Marsh's 
memorial,  by  the  name  of  branches. 

Mr.  Marsh  is  quite  correct  m  his  aflSrmation  that  the  freighters  possess,  at  the  present  time, 
all  necessary  motive  power,  waggons,  and  carriages^  for  effecting  the  transit  of  the  goods  aloog 
the  Company's  old  roads  and  the  branches  extending  therefrom. 

To  permit,  however,  the  freighters  to  continue  to  use  their  present  means  of  carrying  on  their 
traffic  would  virtually  amount  to  an  abrogation  of  the  Company's  Act  of  Parliament,  and  a 
repudiation  of  improvement  or  alteration  in  the  management  of  the  traffic  alon^  their  lines.: 
The  waggons  aft  present  used  are  principally  drawn  by  horses,  though  many  engines  are  em- 
jdoyed  in  the  traction.  The  construction  of  them  generally  is  inconsistent  with  even  the 
existing  regulations  of  the  Company,  and  they  are  met  with  in  a  variety  of  shapes,  sizes,  and 
frames.  The  Company,  by  the  terms  of  their  Act,  will  be  dbliged  to  use  locomotive  poww  in 
the  traction  of  all  carriages  passing  along  their  lines ;  but  the  present  waggons  of  the  freighters 
are  so  rudely  constructed,  being  without  either  springs  or  bufiecs,  and  teiving  frames  of  irre- 
gular height,  and  wheels  so  out  of  perpendicular  that  thev  cannot  be  drawn  in  a  train  without 
great  danger  and  hazard ;  and  the  Company  would  foe  held,  in  public  opinion  at  least,  meet 
culpable  were  they  to  endanger  life,  limb,  and  property,  by  failing  to  exercise  the  rights  the  law 
has  invested  them  with,  and  insisting  upon  proper  and  suitable  carriages  being  used  by  all 
persons. 

The  loading  and  shipping  places  are  in  diaracter  with  the  waggons,  the  whole  being  a 
disgrace  to  the  age  and  tlie  district ;  but,  however  that  may  be,  it  is»  1  conceive,  a  question  the 
Company  are  not  called  upon  to  answer. 

Mr.  Marsh  may  perhaps  possess  230  waggons :  there  are  many  other  freighters  possessing 
a  much  greater  number — say  500  or  600  each — and  yet  so  much  have  their  minds  been 
impressed  with  the  advantage  or  necessity  of  using  otl^  waggons  of  a  superior  description> 
that  th^  have  contracted  for  the  purchase  of  them,  and  are  prepared  to  aid  rather  than  thwart 
the  Company  in  the  accomplishment  of  their  purpose,  which  is  to  have  all  carriages  so  con*' 
etructed  as  to  travel  together  in  trains  with  safety.  The  notice  aUiided  to  by  Mr.  Marsh  as 
being  given  hs  the  Company  to  the  freighters  was  made  in  the  form  of  circular  prefixed^ 
mailed  No.  1^  its  object  being  to  dispel  every  doubt  that  nught  exist  with  regard  to  th^ 
intentions  of  the  Company,  and  to  notify  the  reomrements  inv^v^  in  your  circular  addressed 
to  die  Compcmy,  under  date  of  the  6th  July,  1847. 

The  freighters  therefore  appointed  a  deputation  to  meet  the  executive  of  die  Company^  wlieft 
the  latter,  after  the  interview,  issued  the  circular  prefixed,  mari&ed  No*  2,  the  form^  being 
unable  to  allege  any  reason  to  induce  the  Company  to  alter  their  views. 

The  wag0OQs  required  by  the  Company  to  be  used  are  well  adapted,  for.  both  the  Company 'I 
roads  and  the  branch  roads  leading  therefrom,  experiments  in  my  presence  having  been  tried 
with  the  vaoAA  waggon,  and  the  result  being  most  satisfoeCOry,  it  having  trav^ed,  both  laden 
and  empty,  with  great  ease  and  safety  along  the  branch  roads  in  which  U»e  worst  and  sharped 
curves  occur ;  nor  is  the  observation  of  Mr.  Marsh,  with  rei^>eot  to  the  reeifirtance  in  tractiodi 
6f  the  proposed  waggons,  as  compared  with  the  like  resistance  in  tiraotion  of  the  pre^nt 
waggons,  more  correct  than  his  remark  with  regard  to  the  non^adaptation  of  the  proposed 
waggon  to  the  roads.  The  difierence  in  the  number  and  size  of  the  wheels  of  the  two  kinds 
of  carriages  affi>rds  a  solution  to  the  question,  the  fact  being  that  the  friction  produced  by  the 
model  carriage  is  less  than  that  produced  by  the  old.  But  independently  of  the  questiott 
ahogether,  I  would  ask  why  Mr.  Marsh  should  object  to  a  burden  being  placed  by  the 
by  the  Company  upon  their  own  shoulders,  as  they  will  provide  the  whole  motive  power,  when 
Ihey  are  willing  to  bear  it.  Had  they  thought  the  degree  of  friction  incident  to  the  use  of  the 
model  waggon  could  have  been  reduced  without  involving  further  difficulty,  they  would^  from 
a  mere  regard  to  their  own  interests,  have  not  failed  to  reduce  it« 

There  are  no  tram-^roads  equal  to  those  belonging  to  the  Canal  Company  in  the  kingdoDEi, 
and  there  is  no  reason  to  expect  that  any  material  iterations  in  the  proposed  waggons  would 
become  necessary  should  the  presait  roads  be  converted  into  ordinary  railways,  and  the  edge- 
rail  be  substituted  for  the  tram^plate,  the  wheels  of  such  waggons  being  adapted  to  work  upon 
either.  It  certainly  is  desirable  that  such  change  should  be  effected  whenever  circumstances 
will  permit. 

The  only  remark  I  will  make  upon  the  costliness  of  the  proposed  waggons  is,  that  waggons 
equally  expensive  are  used  upon  tne  Taff-Vale  Railway,  wmch  lies  in  the  immediate  neij^ 
bourhood. 

The  diagram  ftimished  by  Mr.  Marshy  and  attached  to  his  Memorial,  is  incorrect.  I 
annex  a  true  one  hereto.  The  tram-roads  of  the  Company  are  laid  with  the  best  wrought-iron 
tram-plates,  19  feet  in  length,  weigh  75  lbs.  to  the  yard,  and  are  placed  on  cast-iron  chairs, 
3  feet  apart,  as  in  the  case  of  edge-rails  upon,  roads  of  modem  construction. 

Mr.  Marsh  is  in  error  when  he  states  *'  that  the  curves  upon  the  Company's  roads  ai-e  very 
sharp  and  irregular,  many  of  them  being  nearly  \\i  chains  radius."  .  The  improvements  that 
have  been  made  already  involved  the  reduction  of  neiany  of  the  ciirves :  the  worst  curve,  by  far 
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Appendix  No-  74.  now  left  is  the  one  at 'Risca-bridge,  which  has  a  radius  of  4^  chains,  but  which  will  be  re- 
moved as  soon  as  at  all  practicable  ;  and  when  the  projected  improvements  have  been  com- 
pleted, which  they  will  be  by  the  1st  of  August  next,  the  whole  lines  will  not  be  worse  in  point 
of  curves  than  many  of  the  modern  constructed  railways. 

Whether  possessed  of  compulsory  powers  or  not,  no  great  difficulty  has  been  experienced  in 
acquiring  possession  of  the  land  requisite  for  effecting  the  improvements. 

After  the  statement  heretofore  made  by  me  to  the  amount  expended,  and  now  being  spent, 
in  improving  the  roads,  it  will  be  unnecessary  to  notice  the  allegation  that  no  essential  altera- 
tions nave  been  made  since  1845. 

The  model  waggon  has  4  wheels,  is  10  feet  in  length,  weighs  2  tons  19  cwt.,  and  carries  a 
load  of  5  tons.  There  are  waggons  now  used  by  some  of  the  freighters  which  have  8  wheels,  are 
16  feet  in  length,  weigh  from  3  to  5  tons,  and  carry  a  load  of  al^ut  10  tons  ;  it  is  absurd,  there- 
fore, to  say  that  the  model  waggon  cannot  travel  upon  the  roads  without  serious  impediment, 
and  the  more  so  as  the  curves  from  which  the  imi)ediment  is  alleged  to  arise  have  been  eased 
to  such  an  extent  that,  with  the  exception  of  the  curve  alluded  to  at  Risca-bridge,  there  really 
are  none  greater  than  those  that  are  met  with  upon  many  railways  of  modern  construction. 

With  respect  to  the  allegation  of  the  weakness  and  insecurity  of  the  roads,  when  compared 
with  modem  railways,  I  have  no  hesitation  in  giving  to  it  a  positive  contradiction,  and  think  it 
will  only  be  necessary  to  direct  your  attention  to  the  description  of  waggons  adverted  to  now 
being  used,  and  that  if  the  tram-plates  have,  and  do  bear,  without  accident  or  displacement,  a 
weight  of  13  to  15  tons  under  the  pressure  of  a  single  waggon,  they  will  be  quite  sufficient  to 
bear  the  pressure  which  the  model  tram  and  its  loaa  will  give  of  8  tpns,  without  either  danger 
or  insecurity.  If,  however^  upon  this  point  you  should  entertain  any  doubt,  I  will,  upon  an 
expression  of  your  wishes,  procure  and  transmit  to  you  the  opinions  of  some  of  the  pni^cipal 
freighters,  who  feel  perfectly  satisfied  that  the  model  tram  is  well  calculated  to  work  upon  the 
roads  with  perfect  ease  and  security,  and  at  reasonable  rates  of  speed. 

The  obligation  of  the  Memorialist,  Mr.  Marsh,  to  provide  himself  with  waggons  is  one  from 
which  the  Company  have  no  power  to  relieve  him.  By  their  Act  of  1848,  and  uhich  if  should 
not  be  forgotten  was  opposed  day  by  day  in  the  Committee  of  the  House  of  Commons  by  the 
freighters,  the  Company  were  exonerated  from  the  obligation  to  provide  mineral  vi^aggcms  for 
the  freighters,  who,  Mr.  Marsh  being  present  on  the  occasion,  objected  to  the  relinquishment 
of  the  Company^s  responsibility  to  become  general  carriers,  but  offered,  as  the  basis  of  com- 
promise, which  was  suggested  by  Sir  Robert  Peel,  who  was  the  Chairman  of  the  Committee, 
to  release  the  Company  from  the  obligation  to  provide  mineral  waggons,  and  to.  take  it  upon 
themselves. 

The  issue  of  the  negotiation  for  the  compromise  carried  on  under  the  sanction  of  the 
Committee  was,  that  they  at  length  dictated  the  terms,  which  were  inserted  in  the  BUI  and 
became  the  law  in  the  manner  set  forth  by  the  provisions  of  the  Act,  much  to  the  dissatisfac- 
tion of  the  Company,  who,  under  the  railway  mania  of  1844  and  1845,  and  the  influences  to 
which  it  gave  birth,  accepted  in  the  latter  year  a  Bill  embracing  provisions  and  obligations 
that,  had  they  been  enforced,  would  have  involved  them  in  insolvency  and  ruin,  and  who  by 
their  Bill  of  1848  sought  relief  from  the  difficulties  with  which  they  found  themselves 
environed  to  a  greater  extent  than,  or  in  a  different  manner,  to  that  in  wnich  they  obtained  it 
Had  not  their  existence  been  perilled  by  the  Act  of  1845,  they  would  not  have  accepted  the 
Bill  of  1848. 

The  prayer  of  the  Memorialist  involves  in  it  the  alternative  of  superseding  the  execution  of 
the  Act  of  Parliament  by  allowing  him  to  use  his  present  waggons,  or  imposing  upon  the 
Company  an  obligation  not  warranted  by  law. 

It  is  certain,  as  before  stated,  that  if  the  object  of  the  Act  is  to  be  accomplished,  the  present 
wretched  waggons  must  be  superseded  by  others  of  a  better  construction  ;  and  it  is  equally 
cei'tain  that  the  Company  have  neither  the  power  nor  the  means  to  provide,  mineral  waggons  or 
trucks  for  Mr.  Marsh  or  any  other  of  the  freighters.  It  may  be  a  hard  case  for  Mr.  Marsh  to 
be  obliged  to  provide  new  waggons,  which  must  of  necessity  involve  much  expense;  but  it  is 
equally  hard  for  the  Company  to  be  obliged  to  effect  the  ioiprovements  of  their  roads,  and  for 
the  shareholders  to  receive  diminished  dividends. 

The  improvements  of  the  roads,  and  the  change  of  system  in  working  them,  will  most  un- 
doubtedly afford  greatly  increased  facilities  for  traffic  to  the  freighters,  and  the  advantages  to 
be  thus  conferred  upon  them,  and  a  consideration  of  the  expense  the  Company  will  incur  in 
providing  them  ought  to  reconcile  them  to  the  bearing  of  their  share  of  the  burden  which  a 
change  of  system  and  improvement  of  roads  must  naturally  create. 

The  Company's  capital  and  mortgages  will  be  increased,  before  their  works  and  improve-, 
ments  are  completed,  from  283,737/.  to  630,000/.,  whilst  a  diminution  of  tolls,  to  the  amount  of 
25  per  cent,  has  been  made,  and  a  limitation  of  dividend  to  5  per  cent,  upon  the  capital  invested 
for  the  ensuing  10  years  is  to  be  taken.  Should  the  revenue  afford  the  means  of  paying  more, 
aftei^  which  a  further  reduction  in  tolls  of  25  per  cent,  is  to  be  effected.  This  reduction  of  toll 
was  the  compensation  the  Legislature  designed  to  give  to  the  freighters ;  and  I  think  you  will 
concur  in  opinion  with  me,  that  it  is  indeed  adequate  and  ample. 

The  Company  have  not  been  able  at  present  to  raise  sufficient  money  to  complete  the  works 
and  alterations  now  in  progress,  and  they  cannot  therefore  consent  to  procure  the  means  of 
purchasing  any  other  things  than  those  their  Act  imperatively  requires  them  to  provide* 

Considering  the  position  of  the  Company,  and*  the  difficulties  they  are  placed  in,  the 
requirements  of  Mr.  Marsh  are  ungenerous,  if  not  unjust,  and  such  as  I  am  sure  will  not  be 
sanctioned  or  approved  of  by  your  Honourable  Board. 

In  conclusion,  I  would  beg  to  suggest  whether,  in  the  circumstances  under  which  the 
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Company  and  the  district  are  placed,  it  would  not  be  the  better  course  for  you  to  send  down  Appendix  No  .  74. 

an  Inspector  to  examine  the  roads,  waggons,  model  tram,  and  works  generally,  fbr  the  purpose  """     . 

of  supplying  your  Honourable  Boara  with  every  information  you  desire  in  reference  to  the  r^i^!^^^  Canal 

questions  at  issue.  Company. 

I  have,  &c., 

Capt.  Harness,  RE.,  R.  Roscoe. 

P.S.  I  beg  to  forward  to  you  herewith  a  letter  addressed  to  me  by  Mr.  Barber,  the  late 
engineer  of  the  Canal  Company,  and  the  present  mineral  agent  of  Sir  Charles  Morgan,  bart., 
one  of  the  largest  mineral  proprietors  in  the  district,  and  also  a  series  of  remarks  upon  the 
memorial  of  Mr.  Marsh,  and  which  I  submit  to  you  as  a  means  of  affording  considerable 
information  upon  the  question  at  issue. 

I  also  send  a  drawing  and  section  of  the  model  waggon. 


No.  1. 

November  14,  1648. 

Thb  Committee  having  bad  submitted  to  them,  by  their  engineer,  a  model  coal-tram  or  waggon,  for 
use  upon  their  tram  or  railways, 

Beaolved — ^That  it  be  approved  of  as  a  model  for  the  construction  of  all  other  coal-trams  or  waggons 
to  be  used  upon  the  Company's  roads  on  and  after  the  Ist  day  of  August,  1849,  and  that  no  coal-trams 
or  waggons  built  or  constracted  on  a  different  principle  be  allowed  on  and  afler  that  day  to  be  used,  it 
beings  essential  to  the  interest  of  the  Company,  as  well  as  of  the  freighters,  and  other  persons  using  the 
Company's  roads,  that  unifority  in  design  and  construction  be  strictly  enforced. 

Besoived  also — ^That  a  copy  of  the  a^ve  resolution  be  transmitted  to  each  of  the  freighters  using  the 
Compaay's  roads. 


No.  2. 


Monmouthshire  Railway  and  Canal  Office j 
Sir,  Newport^  December  16,  1848. 

On  the  fly-leaf  hereof  I  beg  to  hand  to  you  the  copy  of  a  resolution  adopted  at  the  last  meeting 
of  the  Committee,  with  the  view  of  obviating  any  misapprehension  or  error  that  might  possibly  have 
been  entertained  upon  the  subject-matter  thereof,  in  consequence  of  the  appointment  and  conference  of 
the  recent  deputations. 

I  have,  &c., 

R.  RuscoB. 


Monmouthshire  Railway  and  Canal  Company. 

Tbb  Committee  having  received  a  report  from  the  deputation  appointed  by  them  to  meet  a  deputa- 
tion from  the  freighters,  on  the  subject  of  the  waggon  to  be  adopted  for  the  conveyance  of  coal,  and  it 
appearing  from  such  report  that  nothing  the  freighters  proposed  was  calculated  to  induce  the  Committee 
to  withdraw  or  deviate  from  the  resolution  entered  into  on  the  14th  day  of  November  last,  and  com- 
municated  to  the  freighters : — 

Resolved — That  a  circular  be  sent  to  each  freighter,  repeating  and  confirming  that  resolution,  and 
that  the  same  be  again  advertised. 


Dbar  Ruscob,  Newport,  Felrruary  24,  1849. 

Agree ABLT  to  your  wish,  I  send  you  herewith  a  few  remarks  in  reply  to  the  allegations  of  Mr. 
Marsh's  Memorial  to  the  Railway  Board.  The  Rock  Colliery,  you  are  aware,  is  situate  upon  Sir  Charles 
Morgan's  property.  The  gateage  Mr.  Marsh  pays  Sir  Charles  Morgan  is  only  4d.  per  ton,  the  sleeping 
rent  only  liKu.  per  annum ;  while  Mr.  Prothero,  on  the  other  side  of  the  hill,  is  paying  Sir  Charles 
Is,  2d.  per  ton,  and  a  sleeping  rent  of  1,050/.  Mr.  Marsh  has  therefore  the  advantage  of  10^.  per 
ton  over  Mr.  Prothero,  besides  the  great  disparity  of  liabilities,  and  yet  talks  of  l>eing  obliged  to  stop 
his  works.  Mr.  Marsh's  term  has  only  about  15  years  to  run,  and  doubtless  he  would  rather  be  saved 
the  cost  of  providing  waggons ;  but  I  should  think  the  interests  of  the  large  mineral  proprietors,  and  of 
the  district  generally  are  not  to  be  thrown  overboard  by  a  perpetuation  of  the  present  system,  as  the 
retention  of  the  present  rubbishy  waggons  undoubtedly  would  be.  You  are  taking  a  step  in  the  right 
direction,  and  the  advantage  of  an  edge-rail  will  be  so  soon  apparent  upon  the  upper  portions  of  your 
lines,  that  the  proprietors  of  the  branch-roads  will  ultimately  see  it  their  interest  to  co-operate  with  the 
Company  in  substituting  the  edge-rail  for  the  tram-plate.  As  representing  the  mineral  interests  of  the 
largest  landowner  in  this  county  (Sir  C.  Morgan),  if  my  testimony  can  be  of  any  service  before  the 
Railway  Commissioners,  pray  command  me.  I  have  Sir  Charles's  instructions  to  afford  vour  Company 
every  facility  in  his  power.  Sir  C.  Morgan  is  one  of  the  proprietors  of  the  branch-road  (the  Penllwyn) 
over  which  Mr.  Marsh's  coal  travels — this  is  a  single  line.  I  heard  the  manager  of  this  road  (Mr. 
Beaumont)  tell  Mr.  Powell  the  other  day  that  their  Company  must  alter  the  sidings  and  switches. 

I  have,  &c., 

Ralph  Ruseoe^  Esq.t  Newport.  Edward  Scott  Barber. 

Newport,  February  24,  1849. 

Remarks  in  reply  to  a  Memorial  addressed  to  the  Railway  Commissioners  by  Mr.  Marsh,  on  the 
subject  of  the  Monmouthshire  Railway  and  Canal  Company,  requiring  the  traders  on  their 
roads  to  use  an  improved  waggon  under  the  powers  of  the  Company's  Act  of  1845. 

1.  ^^  That  neither  the  railway  from  Newnort  to  Pont-y-pool,  nor  the  branches  thereof,  authorized  to 
be  made  by  the  Act  of  1845  have  been  completed." 
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Appendix  No.  74.        Mr.  Marsh's  colliery  is  situated  in  the  Sirhowy  Valley,  and  has  no  connexion  whatever  with  the 
-"~  district  of  the  Pontypool  Railway  or  its  branches.     Instead  of  Mr.  Marsh  complaining  of  the  non- 

Monmouthshire      completion  of  the  Pontypool  line,  he  ought  to  congratulate  himself  that  the  Company  are  spending  their 
Railway  and  Canal  funds  in  improving  their  roads  in  his  (Mr.  Marsh's)  district,  and  are  preparing  to  become  haulers 
ompany.  y^^  locomotive  engines  on  these  roads  by  the  1st  of  August  next.    The  Company's  charges  for  haulmg 

after  the  1st  of  August  will  be  about  one-half  of  the  cost  of  the  present  system  or  horse  hauling  pursued 
by. Mr.  Marsh. 

2.  True  it  is  the  freighters  have  provided  their  own  waggons,  but  a  simple  ii^pection  of  these 
waggons  will  convince  any  one  that  they  are  totally  unfit  to  be  hauled  by  locomotive  engines.  The 
present  coal-waggons  cost  from  8/.  to  10/.  new. ;  they  are  without  springs,  have  bent  axles,  with  small 
cast-iron  wheels,  with  no  brakes,  and  a  system  of  spragging  having  been  adopted,  the  wheels  have  a» 
many  sides  as  there  are  holes  in  the  wheel,  instead  of  being  round.  The  present  wheels  are  very 
narrow  at  the  edge,  and  are  most  destructive  to  the  Company^s  plates,  by  cutting  a  groove  therein.  The 
coal  on  these  wasgons  is  piled  up  above  the  side  boards  to  a  height  nearly  equal  to  the  depth  of  the 
waggon,  and  if  hauled  by  locomotive  power,  at  a  speed  of  10  miles  per  hour,  the  coal  would  be  shaken 
off,  and  the  remainder  so  crushed  as  t6  be  much  injured  for  shipment  The  coal  in  the  Newport  dis- 
trict cuts  so  large,  that  the  crushing  and  deterioration  for  want  of  springs  still  admits  of  a  good  sample 
being  shipped  compared  with  other  districts,  and  this  accounts  for  the  apathy  of  the  coal-traders  in  not 
providing  good  waggons.  The  competition  of  the  Taff  Vale  Railway  and  the  Port  of  Cardiff  has,  how- 
ever, fully  convinced  the  principal  coal-masters  of  Newport  that  their  interests  will  be  best  secured  by 
the  adoption  of  similar  waggons  to  those  in  use  on  the  Taff  Vale  Railway,  which  cost  from  507.  to  60/. 
each. 

Already  have  several  of  the  coal-masters  commenced  building  waggons  according  to  the  Company^* 
model,  and  contracts  have  been  made  with  parties  in  the  north  for  the  supply  of  several  hundreds  by  the 
1st  of  August. 

Mr.  Marsh  hauls  entirely  with  horse  power.  The  Committee  of  1848  (Sir  Robert  Peel,  chairman) 
very  properly  prohibited  the  use  of  horses  upon  the  roads  of  the  Company,  and  the  Company  are 
required. to  carry  on  the  traffic  on  the  modem  railway  system,  excepting  the  providing  waggons  for 
iron  and  coal,  which  devolves  upon  the  respective  iron  and  coal  masters,  and  which  they  expressed 
their  readiness  to  furnish  before  the  Parliamentary  Committee. 

As  to  the  branch  roads,  all  of  course  are  of  the  same  gaug^  as  the  Company's,  but  a  considerable 
portion  of  them  is  laid  with  cast  iron,  and  the  cast-iron  latches  (switches)  must  be  replaced  by  wrought* 
iron  ones  of  proper  form  before  they  would  be  safe  for  the  passage  of  locomotive  engines. 

3;  The  whole  of  the  Monmouthshire  Canal  Company's  roads  travelled  over  by  Mr.  Marsh  are  laid  with 
wrought-iron  plates,  75  lbs.  to  the  yard ;  the  branch  roads  are  laid  partly  with  wrought  iron  and  pa^ly 
with  cast  iron. 

4.  The  Company's  waggon  will  travel  on  any  of  these  branch  roads  except  through  the  narrow  cast- 
iron  partings  (or  switches).  The  Company  are  taking  up  all  their  old  cast-iron  switches,  and  are  sub- 
stituting those  of  improved  form,  and  it  is  presumed  the  owners  of  branch  roads  must  do  the  same. 

5.  The  tare  of  the  waggon  is  the  loss  of  the  Monmouthshire  Canal  Compaoy,  as  the  Company  have 
to  haul  the  empty  waggons  back  free  of  charge.  The  coal  cannot  be  piled  up  in  the  present  way 
(see  former  observation,  2).    The  present  waggons  would  soon  be  destroyed  if  hauled  by  locomotive 

•  power. 

So  long  as  the  wheels,  axles,  springs,  and  beds  are  adhered  to,  the  Company  are  indifferent  as  to  the 
body  of  the  waggon. 

6.  The  Company  have,  out  of  revenue,  laid  all  their  roads  (excepting  2^  miles)  with  wrorught-iron 
plates,  75  lbs.  to  the  yard,  principally  upon  sleepers,  and  it  is  confidently  submitted  that  their  roads 
are  the  best  roads  in  the  kingdom  oftneir  kind, 

7.  Tiie  Company  are  improving  these.  Sir  C.  Morgan,  Sir  B.  Hall,  and  the  landowners  generally, 
are  affording  the  Company  every  facility  in  this  respect.  The  badness  of  the  curves  is  the  loss  of  the 
Company  in  friction.  The  gradients  also  are  such  that  the  Company  must  lose  by  hauling  on  portion* 
of  their  roads ;  but  all  this  is  the  gain  of  the  freighters. 

8.  The  absurdity  of  Mr.  Marsh's  position  is  here  most  apparent.  He  contends  for  the  superior 
advantages  of  a  railway,  and  yet  when  the  Company  are  taking  steps  in  the  right  direction  towards  the 
attainment  of  such  an  object,  every  difficulty  is  to  be  thrown  in  their  way.  Mr.  Marsh  had  better  at 
Once  candidly  admit  that  he  does  not  wish  for  any  change ;  he  thinks  his  waggons  will  last  the  term 
of  his  lease  (some  15  years)  and  therefore  the  district  is  to  stand  stand  still  for  his  peculiar  benefit. 

9.  The  large  sums  expended  by  the  Company  from  revenue,  which  they  might  have  put  in  their 
pockets,  is  the  best  answer  to  this  allegation. 

10.  The  Company  are  restricted  to  a  speed  of  10  miles  per  hour,  and  double  this  could  be  attained 
with  perfect  safety  when  the  improvements  are  completed.  High  speeds  are  not  desirable  for  eoai 
h'affic. 

11.  {See  No.  8.)  The  Company  will  be  bound  to  haul  all  the  coal  Mr.  Marsh  will  bring  to  their  road, 
and  will  be  the  better  pleased  if  he  double  his  present  quantity.  Mr.  Marsh  will  reach  port  consider^ 
ably  cheaper  than  he  now  does,  and  his  coal  will  be  in  far  better  condition  for  shipment.  The  freighters 
have  alleged,  before  the  Parliamentary  Committee  of  1845,  that  they  would  save  \s,  per  ton  by  the  use 
of  railway  waggons  of  proper  construction,  with  springs ;  but  the  Company  were  then  to  provide  die 
waggons ;  now  that  Parliament  calls  upon  the  freighters  to  provide  their  own  waggons,  these  same  men 
allege  that  they  will  be  losers  by  an  improved  mode  of  transit  for  their  minerals,  although  before  Sn: 
Robert  Peel's  Committee  they  expressed  their  desire  to  provide  their  own  waggons. 

12.  Mr.  Marsh  is  in  the  same  position  as  other  coal-masters  who  are  far  larger  shippers  than  him- 
self, and  who  are  providing  waggons  of  the  required  form — they  pray  for  no  relief;  on  the  contrary, 
they  are  convinced  of  the  facts  I  have  stated. 

There  are  great  difficulties  in  the  adoption  of  trucks  for  carrying  the  present  coal-waggons ;  the 
centre  of  gravity  will  be  high;  the  load  will  be  so  top-heavy  as  not  to  be  safe ;  bendes,  the  outer  rail 
must  be  raised  considerablv  on  the  sharp  curves,  and  the  coal  would  be  thrown  off  by  the  rocking. 
The  Company  might  as  wdl  be  called  upon  to  provide  waggons  as  to  provide  trucks,  and  thus  the 
intentions  of  Sir  Robert  Peel's  Committee — ^viz.,  to  relieve  the  Company  from  providing  waggons- 
would  be  completely  frustrated. 

The  present  waggons  are  worth  nothing  to  the  Company  but  at  old  materials ;  they  are  the  remnants 
of  an  old  system  wliich  ought  long  ago  to  have  been  abolished,  not  only  for  the  interest  of  the  Mon- 
■loathshire  Canal  Company  but  for  the  much  greater  interest  of  the  freighters  thenselves. 

R.  Suscoe,  Esq.^  Newport.  Edw.  Scott  Bausiu 
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,   Offieeof.C«mmmciieriofJknlu)ay$,WMuMl,       Appendix  No.  74. 
S"»'  .  ilfarcA  1,  1849..  Mo«n;^h.hir. 

I  HAVE  been  directed  by  the  Commissioners  of  Bailways  to  acknowledge  the  receipt  of  Railway  and  Canal 
the  statement  of  the  Monmouthshire  Railway  and  Canal  Company,  in  reply  to  the  complaint         Company, 
of  Mr.  Henry  Marsh ;  and  to  inform  you  that,  iii  compliance  witii  the  suggestion  contained 
thenin,  an  officer  will  be  sent  from  this  department  to  examine  the  roads^  waggons^  models, 
and  the  tram-works  generally,  for  the  purpose  of  supplying  the  Commissioners  with  full  infor- 
matioii  upon  the  seyeral  matters  referred  to  therein. 

I  have,  &c., 

3b*  Hie  Secretary  of  the  H.  D.  Harness, 

Mamnauthskire  Raibcay  and  Canal  Compcofty,  Capt.  Royai  Engineers. 


Office  of  Cornmissianeri  of  Bailways,  Whitehall 
Sib,  March  1,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  in  reference  to 
your  letter  of  the  9th  ultimo,  transmitting  a  memorial  relative  to  the  Monmouthshire  Railway 
and  Canal  Company^  that  they  intend  sending  one  of  their  officers  to  examine  into  and  report 
upon  the  matters  contained  in  that  memorial ;  and  that  you  will  receive  due  notice  of  the  time 
at  which  he  will  visit  the  line  and  examine  the  waggons. 

I  have«  &c., 

Henry  Marshy  Esq.,  H.  D.  Harness, 

39,  Chrommsor-plooe^  Bath.  Capt.  Bayal  Engineers. 


SiRj,  Abergavenny,  March  13,  1849. 

As  solicitors  to  a  large  body  of  the  freighters  on  the  roads  of  the  above-named  Com- 
pany, we  take  the  liberty  of  informing  you  that  a  memorial  is  in  preparation,  and  will  in  a 
row  days  be  presented  by  them  to  the  Railway  Commissioners,  relative  to  certain  matters  in 
difference  between  them  and  the  Company,  and  on  the  subject  of  which  a  memorial  has 
already  been  preeeated  by  Henry  Marsh,  EUq.,  of  Bath.  Under  these  circumstances  we  (with 
Ca^ptain  Marshes  approval)  take  the  liberty  of  suggesting  that  Captain  Simmons*  visit  to  the 
district  should  be  postpoMd  until  the  memorial  of  the  other  freighters  has  been  presented^ 
tbftt  Captain  Simmons  naay  inquire  into  the  grievances  of  all  parties  at  the  same  time. 

We  have,  &c., 

Cogfft.  Hamessy  B.E.,  6a bb  and  Sbnetaw  Woodhouse. 

$^'         ^c. 


Office  of  Commissioners  of  Bailvoays,  Whitehall, 
Gentlemen,  March  14,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Bailways  to  acknowledge  the  receipt 
of  your  letter  of  the  13th  instant,  relative  to  a  memorial  on  the  subject  of  the  Monmouthshire 
Railway  and  Canal  Company,  and  to  inform  you  that  they  will  call  the  attention  of  their 
inspecting  officer  to  the  memorial  when  presented ;  but  that  the  subject  has  already  been 
referred  to  Captain  Simmons,  who  has  been  instructed  to  make  such  appointment  for  visiting 
the  line  as  may  suit  the  convenience  of  all  parties,  and  be  compatible  with  the  arrangements 
made  by  him  for  the  discharge  of  other  public  duties. 

I  have,  &c., 

Messrs.  Gabb  and  Woodhouse^  H.  D.  Harness, 

Abergavenny.  Capt.  Boyal  Enginiers. 


Sir,  Whitehall  Place,  March  28,  1849. 

I  TAKE  leave  to  introduce  to  you  Messrs.  Brown  and  Woodhouse,  who  are  deputed  by 
the  freighters  upon  the  Monmou^hlre  Canal  and  Railways  to  present  to  the  Commissioners  of 
Railways  a  Memorial  upon  the  subject  of  a  most  important  regulation  which  that  Company  are. 
about  to  adopt  in  respect  of  a  new  description  of  waggon  which  threatens  the  most  ruinous  conse- 
quences to  some  parties  who  have  embariied  their  capital  in  collieries  upon  their  line  of 
lailways ;  I  hope>  without  entering  at  present  into  further  detail,  the  Commissioners  of  Rail- 
ways will  direot  a  competent  engineer  to  proceed  into  Monmouthshire  for  the  purpose  of 
inalituting  an  inquiry  into  die  grievance  of  whidi  tlie  freighters  so  justly  oomplain. 

I  have>  &c., 

Capt.  Harness,  B.E,  W.  Thompson. 

Sfc.        ^ 
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Appendix  No.  74.  To  THB  C0HMI8810NBR8  OF  Railways,  Whitehall.' 

Monmotithsbire  In  (hi  matter  of  the  Monmouthshire  Railway  and  Canal  Company. 

'^^'^"oro'w  ^^^  Mbmorial  of  the  undersigned  persons,  being  freighters  on  the  Tramroads,  RaiK 

^    ^'  roads  and  Canals  of  the  above-named  Company. 

This  Company  has  been  established  upwards  of  half  a  century,  haying  hmu 
incorporated  by  the  name  of  ^'  The  Company  of  Proprietors  of  the  Monmouthshire  Caul 
Navigation*  by  an  Act  passed  in  the  32nd  year  of  the  reign  of  King  George  the  Third* 
c.  102." 

Under  the  powers  of  their  Act  of  Incorporation,  and  of  two  subsequent  Acts,  vix^  the 
37  Geo.  III.,  c.  100,  and  the  42  Geo.  III.,  c.  115,  the  Company  completed,  amongst  otherai, 
the  works  following,  and  which  will  be  found  marked  on  the  accompanying  map,  viz. : — 

A  canal  from  the  river  Usk,  at  Newport,  to  a  place  called  Pontnewynydd,  a  little  above  the 
town  of  Pontvpool. 

A  railroad  from  the  head  of  this  canal  at  Pontnewynydd  to  Blaenavon  Iron-works*  and 
which  is  known  as  the  Blaenavon  Railroad. 

A  branch  railroad  from  the  last-mentioned  railroad  to  the  Varteg  Iron-works,  and  which 
is  known  as  the  Cwm  Frwyd  Railroad,  and  two  short  branch  roads  from  this  canal,  a  Uttle 
below  the  town  of  Pontypool ;  the  one  to  Trosnant  Furnace,  and  the  other  to  Blaendare 
Furnaces. 

The  foregoing  may  be  distinguished  as  the  Eastern  Valleys  lines. 

The  Western  Valleys  lines  comprise  the  works  following,  viz. : — 

Another  canal  branching  from  the  first  near  Newport,  and  extending  to  a  place  called 
Cnimlin. 

A  tramroad  extending  from  Newport  to  Risca-brid^e,  thence  to  Crumlin,  th^oe  to 
Pont  Aberbyg,  thence  branching  off  to  the  right  to  Blaina  and  Cwm  Celyn  Iron-works, 
and  to  the  left  to  Beaufort  Iron-works,  with  another  branch  tramroad  from  Risca-bridge  to  a 
point  called  The  Nine  Mile  Point. 

or  this  tramroad  between  Newport  and  Risca-bridge,  one  mile,  called  the  Park  Mile, 
passes  through  Tredegar  Park,  and. is  the  property  of  Sir  Charles  Morgan,  Baronet,  and^was 
made  by  his  late  grandfather  Sir  Charles  Morgan,  Baronet,  under  the  powers  of  the  Act  of 
42  Geo.  III.,  alreaidy  mentioned,  which  Act  authorized  the  construction  of  a  Une  of  tramroad 
from  Sirhowy  Iron-works  by  Tredegar  Iron-works  to  Newport,  and  incorporated  another 
Company  by  the  name  of  "  The  Sirhowy  Tramroad  Company,'*  to  construct  so  much  of  this 
line  as  extended /rom  Sirhowy  Iron-works  to  the  Nine  Mile  Pointy  the  late  Sir  Charles  Morgan 
being  thereby  authorized  to  construct  the  Park  Mile,  and  the  Company  of  Proprietors  of 
the  Monmouthshire  Canal  Navigation  being  thereby  authorized  to  construct  the  line  between 
the  Nine  Mile  Point  and  Newport,  except  the  Park  Mile. 

At  the  time  of  the  passing  of  this  Act  of  42  Geo.  III.,  the  works  of  this  Company  in  the 
Western  Valleys  consisted  of  the  Canal  to  Crumlin,  with  a  tramroad  from  Crumlin  to  Beaufort 
Iron-works,  and  a  railroad  called  the  Rassa  Railroad  from  Beaufort  Iron-works  to  Sirhowy 
Iron-works. 

The  line  from  Crumlin  to  Beaufort  Iron-works  had  originally  been  laid  down  as  a  railroad* 
but  was  subsequently  altered  by  the  Company  into  a  tramroad,  by  taking  up  the  edge  rails 
and  substituting  tram-plates  for  them.  Ihe  old  railroad  from  Beaufort  Iron-works  to 
Sirhowy  Iron-works,  called  the  Bassa  Railroad,  was  left  in  its  original  state  as  a  raHroad,  its 
gradients  being  very  unfavourable,  and  it  being  Uttle  used,  except  as  a  limestone  road  for  the 
neighbouring  works. 

By  the  Act  of  42  Geo.  III.  this  Company  was  authorized  to  construct^  in  addition  to  the 
lines  of  tramroad  between  the  Nine  Mile  Point  and  Newport,  a  branch  line  of  tramroad  firom 
Risca-bridge  to  Crumlin. 

Having  constructed  the  last-mentioned  branch  line  of  tramroad  from  Risca-bridge  to 
Crumlin,  the  Company  sometime  afterwards  laid  down  the  brandi  tramroad  from  Font 
Aberbyg  to  Coal  Brook  Vale  Iron-works. 

Thus  there  was  formed  in  the  Western  Valleys,  after  the  passing  of  the  Act  of  42  Geo.  III., 
and  there  has  since  been  maintained  up  to  the  present  time,  an  unbroken  system  of  tranuxwd 
communication  between  Sirhowy  Iron-works,  Beaufort  Iron-works,  and  Coal  Bro<^  Vale  Iron- 
works, and  numerous  intermediate  iron-works  and  collieries  on  the  one  hand,  and  their 
shipping  place,  Newport,  on  the  other. 

In  connexion  with  these  trunk  lines  of  tramroad  in  the  Western  Valleys,  various  brandi  lines 
of  tramroad,  both  public  and  private,  have  been  from  time  to  time  formed,  and  are  now  in  use ; 
and  some  of  your  Memorialists  have  expended  large  sums  of  mcmey  in  the  formation  of  such 
branch  lines,  and  in  otherwise  adapting  and  extendmg  to  their  works  and  flipping  places  the 
system  of  tramroad  communication  so  established  in  these  Western  Valleys. 

Up  to  the  present  time  the  freighters  on  the  Company's  roads  and  branch  lines  have  always 
provided  their  own  carriages  and  motive  power,  some  of  them,  the  situation  of  whose  works 
enabled  them  to  do  so,  using  locomotive  steam-engines,  whilst  others  whose  works  are  con- 
nected with  the  Company's  lines  by  branch  roads  not  adapted  to  locomotive  ^igines  used  horse 
power. 

It  will  be  seen  by  the  accompanying  map  that  in  the  Western  Valleys  an  unbroken  com- 
munication by  tramroad  extends  the  wnole  way  from  the  different  works  to  Newport 

In  the  Eastern  Valleys  the  communication  by  railroad  extends  from  the  different  works 
only  to  the  canal,  at  and  above  the  Pontypool,  whence  the  canal  forms  the  only  comma 
nication  to  Newport 
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In  1845,  tbe  Company  obtained  a  new  Act^  the  8  and  9  Vict.»  c.  169,  called  '<  The  Newport   Appendix  No.  74. 

and  Pontypool  Railway  Act,  1845,"  whereby  they  were  authorized  to  construct  a  railway     ^     ' 

between  Newport  and  the  head  of  their  canal  above  Pontypool.  lUilw^n'S^Cwal 

By  tbe  llOth  section  of  this  Act,  after  reciting  that  the  Company,  at  the  request  of  the  Company 
(reignters  on  th^r  existing  railways  (which  by  the  interpretation  clause,  section  146,  includes 
tramroads)  had  agreed  to  improve  such  railways  so  as  to  adapt  them  for  the  passage  of  loco- 
motive st^un-engmes,  and  also  to  become  carriers  on  such  railways,  as  well  as  on  me  railway 
(meaning  the  new  railway  thereby  authorized),  in  order  thereby  to  afford  increased  faciUties  to 
trade  and  promote  the  public  convenience,  enacts.  That  the  Company  shall,  and  they  are 
hereby  required  within  three  years  after  the  passing  of  that  Act  (which  period  expired  on  the 
Ist  Of  August,  1848),  to  improve  their  existing  railwavs  wherever  that  mi^ht  be  neces- 
sary to  adapt  them  for  the  convenient  passage  of  locomotive  steam-engines  for  the  carriage  of 
goo^  and  merchandize  at  reasonable  rates  of  speed,  and  to  provide  and  maintain  such  and  so 
many  carriages  and  locomotive  steam-engines  and  other  moving  power  as  might  be  necessary 
for  tne  carriage  of  passengers,  animals,  and  goods,  which  might  be  conveyed  to  their  railways, 
and  which  they  might  be  required  to  carry  thereon ;  and  such  carriages  and  locomotive  steam* 
engines  and  other  moving  power  as  might  be  required  should  be  provided  and  furnished  by 
the  Company  at  reasonable  times  for  the  accommodation  and  convenience  of  the  public,  and 
all  necessary  facilities  should  be  afforded  by  the  Company,  as  well  for  conveying  passengers, 
animals,  and  goods  alon^  their  railways,  as  for  taking  passengers,  animals,  and  goods  to  and 
from  the  same ;  but  the  Company  should  not  be  required,  by  reason  of  anything  in  that  Act 
contained,  to  alter  or  become  carriers  on  the  Rassaor  the  Cwm  Frwyd  Railroads,  the  gradients 
whereof  could  not  be  adapted  to  the  passage  of  steam-engines. 

Section  1 12  of  this  Act  limits  the  rate  of  speed  with  locomotive  power  on  the  existing  railways 
of  the  Company  to  not  exceeding  10  miles  an  hour. 

Section  128  enacts.  That  the  Company  should,  and  they  are  thereby  required  to  carry,  as 
common  carriers,  for  hire,  on  their  existing  railways,  within  three  years  after  the  passing  of 
that  Act,  and  also  on  the  railway  when  and  so  soon  as  the  same  should  be  open  for  traffic,  by 
means  of  locomotive  steam-engines,  or  other  moving  power,  in  their  own  carriages,  and  in  the 
carriages  of  other  persons,  all  passengers,  animals,  and  goods  which  might  be  brought  to  their 
railways,  and  which  they  might  be  required  to  convey  thereon,  and  the  Company  should  afford 
to  all  persons  conveying  or  sending  goods  upon  their  railways  every  reasonable  convenience 
and  fecility  for  loading  and  unloading  goods  upon  and  from  the  carriages,  whether  their  own 
or  those  of  the  Company,  at  the  several  stations  or  other  places  for  delivering  or  receiving 
such  goods,  without  givincr  any  preference  or  priority  to  one  person  over  another  in  the  time  or 
manner  of  loading,  unloading,  receiving,  conveying,  or  delivering  such  goods. 

Under  the  provisions  of  the  last-mentioned  Act  it  was  in  the  option  of  the  freighters  to  call 
upon  the  Company  to  provide  carriages  and  motive  power,  or  either  for  their  use,  or  to  provide 
both,  or  either  of  these,  for  themselves,  and  either  by  means  of  locomotive  engines  or  horse 
power,  as  they  had  previously  done. 

In  1848,  however,  the  Company  ngain  went  to  Parliament  and  obtained  a  further  Act, 
the  11  and  12  Vict,  c.  120,  called  '*  The  Newport  and  Pontypool  Railway  Act  Amendment 
Act,  1848." 

By  this  Act  (sec.  3)  they  changed  their  corporate  name  from  "  The  Company  of  Proprietors 
ofthe  Monmouthshire  Canal  Navigation"  to  their  present  name  of  *' The  Monmouthshire 
Railway  and  Canal  Company,"  and  (by  sec.  9)  obtained  an  extension  of  time  for  the  improve- 
ment of  thdr  existing  railways  to  the  1st  of  August,  1849. 

By  sec.  12,  the  Company  were  released  from  the  du^  which  thev  had  assumed  by  the  Act 
of  1845,  of  providing  mineral  carriages  for  the  freighters,  if  required  so  to  do  by  them. 

And,  by  sec.  13,  after  the  let  of  August,  1849,  the  use  of  horse-power  on  the  Company^s 
roads  (except  the  Rassa,  Cwm  Frwyd,  and  Blaendare-roads)  is  altogether  prohibited,  as  is 
also  tbe  use  of  all  locomotive  power  for  propelling  waggons  or  carriages  on  any  of  the  Com- 

f>any'8  roads,  on  which,  by  the  Act  of  lo45,  they  were  bound  to  become  carriers,  except  such 
ocomotive  power  as  shall  be  provided  by  or  for  the  Company  or  shall  be  used  thereon  with 
their  consent ;  but  this  last-mentioned  section  also  enacts,  that  the  Compimy  shall,  and  they 
are  thereby  required  to  supply  proper  engines  for  the  conveyance  of  the  traffic  along  such  last- 
mentioned  roads,  and  to  lead  therewith  along  the  same,  the  mineral  carriages,  trucks,  and 
waggons  of  all  persons  requiring  them  so  to  do. 

Thus,  under  the  provisions  of  the  last-mentioned  Act,  the  Company  were  not  only  released 
from  the  obligation  of  providing  mineral  carriages  for  the  freighters,  but  at  the  same  time 
acquired  the  exclusive  right  of  providing,  on  and  after  the  Ist  of  August,  1849,  the  motive 
power  to  be  used  on  tl^ir  roads,  on  which  their  obligation  of  becoming  carriers  thenceforth 
attached. 

Under  this  state  of  circumstances  the  Company,  m  the  month  of  November,  1848,  circulated 
amongst  the  freighters,  a  resolution  of  which  the  following  fa  a  copy : — 

Monmatahshire  Jtailtcay  and  Canal  Company^ 
November  14, 1848. 

**  The  Committee  having  had  submitted  to  them,  by  their  engineer,  a  model  coal  tram 
or  waggon  for  use  upon  their  tram  or  railways, 

**  Resolved,  that  it  be  approved  of  as  a  model  for  the  construction  of  all  other  coal  trains  or 
waggons  to  be  used  upon  the  Company's  roads,  on  and  after  the  first  da^  of  August,  1849,  and 
that  no  coal-trams  or  waggons  built  or  constructed  on  a  different  principle  be  allowed,  on  and 
after  that  day,  to  be  used,  it  being  essential  to  the  interest  of  the  Company,  as  well  as  of  the 
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Appendix  No.  74,    freighle»  aad  o^er  persona  using  the  CompaBy's  roadei,  that  uniformity  in  design  and  oon* 

—  struQtion  be  stricdy  enforced. 

Rjil*'""^*d'Qinal       *'  Resolved  also,  that  a  copy  of  the  abof e  resolution  be  transmitted  to  each  of  thie  freighter* 
CwTAny-         "*"*^  ^^^  Company's  roads. ' 

This  circular  was  the  oooaaion  of  much  surprise  and  anxiety  to  your  Memorialists*  and  led 
ta  several  meetings-  and  conferences  between  them^  whieh  resulted  in  their  deteKoining  (aAer 
a  fruitless  appeal  to  the  Company  to  induce  them  to  rescind  or  modify  thmr  foiegoing  r^olu« 
tion)  to  take  the  opinion  of  couneel  as  tp  the  legal  right  ef  the  Company  to  oarry  such 
resoiulion  into  jefifeet.  After  considerahle,  though  necessary  delay,  the  o{Hnion  of  couosal 
waa  obtained,  and  vour  Memonalists  haying  been  thereby  advised  that  the  resohitioa 
which  the  Company  liad  passed  was  ''  wholly  and  clearly  illegal  and  void;''  fiirtber  deUberar 
tio»  became  neoeseary  anaongst  them,  as  to  the  course  it  would  be  best  for  them  tx>  odopt^ 
whetfaec  to  remain  passive  until  the  1st  of  Augus^^  1849,  and  then  to  treat  the  resolution 
aS|  what  they  are  advised  il  is,  a  mere  nulhty ;  which  course,  if  adopted  b}'  your  Memocialist 
aod  leeisled  by  the.  Company,  must  result  in  the  most  disastrous  litigation  between  ihe 
parties,  involving  to  your  Memorialists^  on  the  one  band,  the  total  stoppage  of  the  means 
of  transit  of  their  produce  to  its  shipping  port,  and  to  the  Company  the  oonseouenees  to 
your  Memorialists  of  such  stoppage^  as  well  as  the  withdrawal  of  that  traffic  from  thmr  lines ; 
or  whether  it  would  not  be  more  proper  for  your  Memorialists  to  put  th^oiselvea  into  communi- 
cation with  your  Honourable  Board,  with  a  view  to  its  amicable  interference  in  a  matter  the 
dettsion  of  which,  in  a  court  of  law,  must  necessarily  be  attended  with  such  serious  and 
riunoMS  results,  not  only  to  each  of  the  contending  parties,  but  also  to  the  densely  populated 
district  in  which  their  respective  works  are  situate. 

Your  Memorialists  thereupon  determined,  by  adopting  the  latter  course,  to  eadeavour  to 
effect  an  amicable  adjustment  of  their  differences  with  the  Company  before  taking  the 
neoesaeuy  steps  for  oonteating  those  diffNrencea  in  a  court  of  law,  and  bence  the  pvesent 
Memorial  to  your  Honourable  Board,  and  he«ce  the  delay  which  has  attended  its  pro- 
senl&tion. 

The  model  waggoa  referred  to  in  the  forgoing  resolution  is  objected  to  by  your  Memo* 
rialists  for  various  reasons. 

It  is  utterly  impracticable^  to  adapt  to  the  model  waggoa  the  waggons  of  your  Memorialists 
at  present  in  use  on  the  Company's  roads,  and  whidii  have  been  constructed  in  conformity  with 
the  Company's  previous  requirements  in  this  respect,  or  have  at  all  events  been  so  used  with 
their  sanction,  and  thus  the  whole  stock  of  the  waggons  at  present  belonging  to  your  M^no- 
rialists,  amounting  in  value  to  many  thousands  of  pounds,  would  be  sacrificed,  and  your 
Memorialists  would  be  subjected  to  an  expenditure  of  many  thousand  pounds  more  in  providing 
an  entirely  new  stock  of  waggons  in  the  {^ace  of  their  present  stock. 

Some  of  your  Memorialists  have  not  the  necessary  capital  to  meet  such  an  expenditure^  and 
to  these  the  foregoing  resolution  of  the  Company,  if  enforced,  would  have  the  effect  of  wholly 
shutting  up  their  works,  whilst  (o  others  of  your  Memorialists  tbey  are  so  circumstanced  that 
the  limited  duration  of  their  leases,  as  well  as  the  limited  exteut  of  their  coal-fields  remaining 
unworked,  would  not  justify  the  outlay  which  the  foregoing  resolution  involves. 

To  some  of  your  Memorialists  the  prohibiting  the  use  of  their  present  waggons  on  the 
Compaa^^'s  roads  is  the  more-  uncalled  for,  inasnmch  as  that  these  waggons,  although  not  con- 
struisted  in  conformity  with  the  Company *s  model  wagoron,  are  nevertheless  well  suited  for  use 
on  such  roads,  and  to  be  propelled  thereon  by  looomotive  steam-eugines,  and  have  been  for 
many  years,  and  are  now  so  propelled  thereon,  without  ever  having  been  objected  to,  and 
although  not  at  present  made  to  bu£^  which  is  one  of  the  requirements  of  the  model  waggon, 
this  is  an  addition  to  them  which  your  Memorialists  are  ready  to  make  if  required. 

Others  of  your  MemoriaUsts  whose  present  waggons  have  hitherto  been  drawn  by  horse 

Eower,  join  the  Company's  roads  by  pubUc  branch  lines^  sonte  several  miles  in  length,  and 
elonging  to  other  persons,  and  which  branch  lines  cannot  be  used  except  by  horse  traction. 
The  model  waggon  of  the  Company  could  not  be  drawn  along  these  branch  lines,  its  weight 
being  too  great  for  horse  power  up  their  gradients,  and  its  front  and  hind  wheels  being  too  far 
apart  to  round  their  curves,  and  its  size  not  admitting  of  its  passing  through  a  tunnel  on  one  of 
them.  The  consequences,  therefore,  to  these  your  Memorialists  of  the  forgoing  resolution  of 
the  Company,  if  enforced,  would  be  to  place  them  in  this  dilemma,  that  whilst  their  present 
waggons  would  be  prohibited  from  passing  on  the  Company's  lines,  the  nAodel  waggon  would  not 
be  used  on  these  branch  lines ;  and  thus,  the  only  means  of  continuing  their  traffic  would  be,  by 
having  two  sets  of  waggons,  one  for  the  Company's  lines,  and  another  for  the  branch  lines,  and 
by  shifting  the  loads  from  the  one  to  the  other  at  the  point  of  junction,  which  would  require  an 
area  of  ground  and  accommodation  works  for  the  purpose  at  such  point  of  junction  which 
your  Memorialists  do  not  at  present  possess,  and  have  not  the  power  of  acquiring;  besides, 
that  the  expense  which  such  a  shifting  of  the  loads  would  entail,  and  the  injury  whidi  the  coal 
would  sustain  thereby,  would  be  such  as  to  preclude  your  Memorialists  from  carrying  on  their 
collieries,  except  at  a  positive  loss.. 

The  objections  to  the  model  waggon  arising  from  great  its  weight,  and  the  distance  at  which  its 
front  and  hind  wheels  are  apart,  apply  not  oxuy  to  such  of  your  Memorialists  as  join  the  Com- 
pany's road  from  public  branch  lines,  but  to  other  of  your  Memorialists  also.  Ihey^  too,  have 
to  join  the  Company's  lines  by  private  occupation*roads,  of  necessarily  severe  gradients  and 
sharp  curves,  connecting  the  Company's  lines  with  thdr  wori^s  at  the  one  end»  and  with  their 
wharves  and  shipping  places  at  the  other.  The  Company  cannot  be  required  to  provide 
motive  power  off  their  own  lines ;  and  the  traction  of  the  carriages  along  these  oecepation-roads 
will  still  have  to  be  effected  by  your  Memorialists  with  horse  power.    The  weight  of  the  model 
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carriage,  and  its  inaptness  to  round  sharp  curves,  thus  present  tnost  serious  o>)jections  to  its    Appendix  No.  74, 

traction  along  these  private  occupation-roads,  objections,  too,  which,  as  regards  the  gradients  and 

curves  of  these  roads  between  the  Company's  lines  and  the  works  of  your  Memorialists,  could 

be  very  little,  if  at  all  overcome  by  any  improvements  which  their  natural  position  would  admit 

of,  and  which,  as  regards  the  connexions  wjth  their  wharves  and  shipping  places,  could  be  so 

only  by  an  entire  alteration  of  the  latter,  at  a  most  serious  expense  to  your  Memorialists. 

Another  objection  of  your  Memorialists  to  the  model  carriage  is  the  unusual  and  unneces- 
sarily e3q>ensive  construction  of  its  wheels,  which  unite  the  double  character  of  a  wheel  for 
running  either  on  an  edge  rail  or  in  a  tram-plate. 

Those  of  your  Memorialists  whose  works  lie  in  the  Western  Valleys,  where  an  unhrersal  and 
ejcclusive  system  of  tramroad  conummioation  prevails,  protest  against  the  unnecessary  extra 
•xpense  of  this  whei^,  caused  by  its  railroad  adaptations,  whilst  your  Memorialists  in  the 
Eastern  Valleys,  in  which  a  system  of  railroad  communication  exists^  feel  equally  aggrieved  on 
tbeir  parts  by  the  extra  expense  of  the  tramroad  properties  of  this  combined  wheel. 

The  motive  which  it  is  understood  the  Company  assigns  for  prescribing  this  combined 
wheel  is,  that  they  intend  gradually  converting  their  Western  Valleys  lines,  from  tramroads 
into  railroads,  and  the  combined  wheel  is  intended  to  suit  their  state  of  tninsition  without 
interrupting  the  traffic ;  but  your  Memorialists  believe,  and  are  so  advised  by  their  counsel,  that 
the  Company  have  no  power  so  to  convert  their  Western  Valleys  lines ;  and  should  they 
attempt  it,  your  Memonalists  are  informed  that  the  owners  of  some  of  the  principal  brancn 
public  tramroads  connected  therewith  are  prepared  to  take  immediate  legal  steps  to  pre- 
vent such  conversion. 

The  total  length  of  the  Company's  lines  in  the  Western  Valleys  amounts  to  about 
46  miles,  whilst  that  of  the  public  branch  lines  in  connexion  therewith  exceeds  54  miles ; 
and  that  of  the  private  branch  occupation-roads  amounts  to  maiiy  miles  more,  say  ot  least 
35  miles. 

It  will  be  observed,  that  the  foregoing  resolution  of  the  Company  applies  to  all  their  roads, 
without  any  exception.  Thus  the  use  of  this  model  waggon  with  its  combined  wheel  is  pre- 
scribed on  and  after  the  1st  of  August,  1849,  not  only  on  the  Western  Valleys  lines,  but  also  on 
the  Eastern  Valleys  lines,  which,  with  one  or  two  immaterial  exceptions,  are  and  always  have 
been,  and  are  intended  to  be,  continued  as  railroads ;  and  where,  therefore,  there  is  not,  and 
cannot  be  any  pretence  whatever  for  the  use  of  the  combined  wheel,  but  above  all,  the  resolu- 
tion extends  even  to  the  Cwm  Frwyd  Railroad,  which  (with  the  Rassa-road)  the  Company  by 
their  Act  of  1845  exempted  themselves  from  the  obligation  of  improving  or  carrying  upon, 
and  which  accordingly  remains  unimproved,  and  being  about  three  miles  in  length,  and  with 
gradients  insurmountable  by  locomotive  steam-engines,  will  be  continued  to  be  used  by  horse 
power  provided  by  the  freighters  as  heretofore.  Upon  some  of  the  Eastern  Valleys  lines,  too — 
for  example,  the  Blaenavon  Railroad — on  which  the  Company  is  also  required  to  provide  the 
tractive  power  with  locomotive  steam-engines  from  and  after  the  1st  of  August,  1849,  there 
are  gradients  of  1  in  53,  whilst  those  of  the  branch  lines  leading  thereto  are  still  more  severe. 
The  curves  on  these  lines  are  equally  objectionable. 

Why,  therefore,  the  Company  should  prescribe  the  use  of  this  ponderous  waggon  on  the  Cwm 
Frwyd-road  up  which  the  freighters  cannot  drag  it  with  horses,  or  upon  the  Blaenavon-road, 
up  which  the  Company  themselves  will  be  scarcely  able  to  drag  it  with  locomotive  steam- 
engines,  your  Memorialists  cannot  at  all  guess,  and  they  must  feel  that,  in  passing  the  resolution 
referred  to,  the  Company  have  legislated  very  hastily  and  inconsiderately,  or  if  they  did  not 
mean  their  resolution  to  apply  to  the  Eastern  Valleys  lines,  then  at  least  very  loosely,  in  a 
matter  of  such  vast  importance  not  only  to  your  Memorialists  but  also  to  themselves. 

Although  your  Memorialists,  as  a  matter  of  convenience  to  your  Honourable  Board  as  well 
as  to  themselves,  have  united  in  stating  their  respective  cases  in  one  common  Memorial,  they 
would  nevertheless  desire  to  be  understood  with  reference  to  the  measure  of  relief  for  which 
they  respectively  seek,  as  severally  confining  their  applications  to  their  own  particular  cases. 

The  relief,  then,  which  your  Memorialists  respectively  seek  through  your  Honourable  Board 
IS  as  follows : — 

That  such  of  your  Memorialists  as  have  coal-waggons  which  have  hitherto  been,  and  now  are, 
propelled  by  locomotive  steam-engines  on  the  Company's  roads,  and  which  are  on  springs,  and 
except  that  they  do  not  at  present  buff,  are  fully  adapted  to  be  so  propelled  at  the  maximum 
rate  of  speed  permitted  on  the  Company^s  lines,  may  be  allowed  the  continued  use  of  their 
waggons  on  the  Company's  lines>  such  waggons  being  made  to  buff,  should  this  be  required 
by  your  Honourable  Board. 

Your  Memorialists  are  prepared  to  prove  to  your  Honourable  Board  that  the  Company 
may  provide  the  necessary  tractive  power  by  locomotive  steam-engines  for  their  waggons  quite 
whnin  the  rates  which  they  are  authorized  to  charge  for  the  same. 

That  such  of  your  Memorialists  as  have  coal-waggons  which  have  hitherto  been  and  now 
mre  drawn  by  horse  power  may,  instead  of  having  all  their  waggons  sacrificed  at  one  blow,  be 
allowed  the  continued  use  of  them  on  the  Company's  roads  until  they  can  be  gradually 
replaced  by  others  of  a  better  description,  which  at  all  events  shall  be  effected  within  two  years 
from  the  1st  day  of  August,  1849. 

These  waggons  have  to  travel  over  the  very  best  part  of  the  Company's  roads,  as  to  curves 
and  gradients,  and  principally  join  them  from  branch  lines,  and  might  be  conveyed  by  sepa- 
rate trains  at  a  moderate  rate  of  speed  with  very  little,  if  any,  inconvenience,  and  without  any 
loss  to  the  Company. 

That  any  new  coal- waggons  which  the  Company  may  afterwards  require  to  be  used  on  their 
fines  in  substitution  for  t  nose  now  drawn  by  horses,  or  which  they  may  require  to  be  used  by 
pariie$  having  no  other  siodt  of  waggons,  diall  be  constructed  with  a  due  regard  to  their  con<* 


Digitized  by 


Google 


168        APPENDIX  to  REPORT  rfihe  COMMISSIONERS  of  RAILWAYS. 

Appendix  No.  74.    venient  use,  not  only  on  the  Company's  lines,  but  on  the  several  branch  roads  in  connexion 

therewith,  and  with  wheels  simply  suited  to  the  road  on  which  they  are  intended  for  use,  either 

Monmouthshire     trararoad  or  railroad,  as  the  case  may  be. 

ComDMY  ^^^^  Memorialists  have,  with  eminent  engineering  assistance,  had  a  model  coal-waggon 

^    ^'         constructed,  and  which  is  adapted  for  use,  as  well  on  the  Company's  lines  as  on  the  several 

branch  lines  in  connextion  therewith ;  and  your  Memorialists  respectfully  oflFer  this  waggon  as 

a  model  for  th<Me  to  be  substituted  as  before  proposed  for  the  waggons  now  drawn  by  horse 

power,  or  to  be  used  by  parties  having  no  other  stock. 

The  model  waggon  of  your  Memorialists  weighs  2  tons,  carries  5  tons,  and  costs  32/. ;  whilst 
the  model  waggon  of  the  Company  weighs  2  tons  19  cwt.,  carries  5  tons,  and  costs  60/. 

Your  Memorialists,  therefore,  respectfully  pray  your  Honourable  Board  so  to  interpose  your 
authority  with  Uie  Monmouthshire  Railway  and  Canal  Company  as  to  obtain  for  your 
Memorialists  the  relief  in  the  premises  for  which  they  respectively  seek,  rather  than  that 
they  should  be  driven  to  resort  for  this  to  a  course  of  protracted  and  disastrous  litigation ; 
and  that  to  this  end  you  may  be  pleased  to  send  down  your  inspecting  officer  to  examine 
into  the  several  matters  of  this  Memorial,  and  to  inspect  the  Company's  works,  and  especially 
the  whole  of  their  lines  of  road,  and  the  different  branch  lines  and  shipping  places  connected 
therewith,  together  with  the  different  waggons  of  your  Memorialists  now  in  use,  and  their 
model  waggon,  as  well  as  that  of  the  Company. 

W.  Thompson,  WhitehaU-place,  London. 

Samuel  Hompat,  on  behalf  of  Tredegar  Iron  and  Coal  Company. 

W.  S.  Cartw RIGHT,  Colliery  Proprietor. 

John  Russbll,  CoUiery  Proprietor. 

Joseph  Latch  and  Co.,  Colliery  Proprietors. 

Carr  and  Co.,  Colliery  Proprietors,  per  M.  Morrison. 

Rich.  Johnson, /(>r  the  Blaenavon  Iron  and  Coal  Company. 

Francis  Adams,  Colliery  Proprietor. 

William  Williams  and  Co.,  Pentwyn  Iron-toorks. 

Ckuthwell,  Allies,  and  Co.,  Cwm  Celyn  and  Blaena  Iron-works. 

The  Ebbw  Vale  Company,  Ebbw  Vale  and  Sirhowy  Iron  and 

Coal-works. 
Roger  Lewis,  Colliery  Proprietor. 
Joseph  Jones,  Colliery  Proprietor. 
The  Rhtmnet  Iron  Company,  per  T.  E.  Scudamore,  Secretary. 

3farcA28,  1849. 


To  THE  Commissioners  op  Railways. 

The  Monmouthshire  Railway  and  Canal  Company. 

The  further  Memorial  of  Henry  Marsh,  in  reply  to  the  Company's  Answer  to  liis 
former  Memorial, 
Sheweth, 

That  in  his  former  Memorial  to  your  Honourable  Board,  your  Memorialist  had 
desired  to  ha?e  dealt  with  the  matter  now  in  difference  between  the  Company  and  himself, 
without  reference  to  past  disputes  between  them  and  to  the  Parliamentary  contests  in  which 
these  disputes  have  resulted. 

Reference  having,  however,  been  made  to  these  in  the  answer  given  by  the  Company  to  the 
previous  Memorial  of  your  Memorialist,  he  feels  it  due  to  himself  to  offer  to  your  Honourable 
jBoard  the  few  explanatory  observations  following  : — 

The  Company  have  for  nearly  half  a  century  enjoyed  almost  a  monopoly  of  the  means  of 
transit  of  the  mineral  traffic  of  the  district  intersected  by  their  lines,  and  during  a  period  of 
28  years  preceding  the  year  1846^  their  dividends  have  averaged  above  10  per  cent.,  and  have 
amounted  in  some  of  those  years  to  12  per  cent.  In  addition  to  these  dividends,  they,  at  the 
same  time,  capitalized  out  of  tolls,  and  expended  in  extending  their  works,  a  sum  of  100,000/., 
being  nearly  one-half  the  amount  of  their  original  capital  of  240,900/. 

The  excessive  tolls  exacted  by  the  Company  to  produce  these  large  returns,  together  with 
the  very  inferior  means  of  transit  which  at  the  same  time  their  works  provided,  were  subjects 
of  constant  complaint  by  the  freighters,  who,  accordingly,  about  the  year  1843,  projected  a  rival 
line  of  railway  to  relieve  themselves  from  what  they  felt  to  be  an  oppressive  monopoly  on  the 
part  of  the  Company. 

Shordy  prior  to  the  Company^s  Act  of  1845,  the  freighters'  project  of  a  rival  line,  which 
had  been  temporarily  suspended,  was  revived;  and  that  Act,  with  the  reduced  tolls  and 
improved  means  of  transit  which  it  promised,  were  the  considerations  which  the  freighters 
received  for  abandoning  such  rival  line. 

Many  of  the  provisions  of  that  Act,  but  especially  those  relating  to  its  road  tolls,  were 
severely  contested  between  the  Freighters  and  tbe  Company,  who  sought  for  higher  road  tolk 
than  Parliament  thought  right  to  grant  them.  The  tolls  for  providing  motive  power  and  car- 
riages were  not,  however,  at  all  opposed ;  and  those  granted  by  the  Act  of  1845  w^re  the  same 
which  the  Company  themselves  then  asked  for. 

The  Company  not  only  accepted  this  Act,  but  shortly  after  obtaining  it :  they  sold  the  powers 
it  conferred^  together  with  their  whole  undertaking,  to  another  Company,  at  a  sum  equal  to 
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about  double  tlie  price  of  their  original  100/.  shares,  and  obtained  payment  of  a  deposit  of   Appendix  No.  74. 
20,000/.  on  account  of  the  purchase  money.     The  panic  which  shortly  afterwards  occurred  in 
the  railway  world  disabled  the  purchasers  from  completing  the  purchase  within  the  period 
specified,  whereupon  the  Company  annulled  the  contract,  and  declared  the  20,000/.  deposit 
forfeited,  and  transferred  the  whole  of  that  sum  to  their  treasury. 

Meanwhile  a  considerable  portion  had  expired  of  the  three  years  limited  by  the  Act  of  1845, 
as  the  period  witliin  which  the  Company  were  to  put  the  freighters  in  the  enjoyment  of  the 
improvements  and  advantages  thereby  provided  for  them,  but  instead  of  fulfilling  the  obliga- 
tions which  they  had  assumed  by  their  Act  of  1845,  the  Company  gave  notice  of  their  inten* 
tion  of  again  going  to  Parliament  to  get  released  from  these  obligations, 
.  Another  seyere  Parliamentary  contest  between  the  Company  and  their  freighters^  followed 
by  the  Company *s  last  Act  of  1848,  was  the  result. 

After  the  Company's  own  case  had  been  opened,  and  partially  heard  in  Committee  in  the 
Commons,  and  before  that  of  their  opponents  was  gone  into,  a  proposition  was  made  by  the 
Chairman  of  the  Committee  (Sir  Robert  Peel)  for  the  consideration  of  both  parties. 

One  of  the  terms  of  that  proposition  was  a  limitation  of  the  future  dividends  of  the  Company 
to  5  per  cent.,  as  to  which  Sir  Robert  Peel  expressed  himself  in  the  following  words : — ''  And 
we  think  it  just  to  impose  that  limitation  upon  the  profits  of  the  Company,  because  they  are 
responsible  for  a  great  many  laches  and  acts  of  negligence." 

This  led  to  certain  proposals  from  the  freighters  to  the  Company,  who  having  urged  before 
the  Committee  their  want  of  the  necessary  capital  to  provide  waggons  for  the  freighters,  the 
latter,  in  order  to  relieve  them  in  this  respect,  submitted  by  these  proposals  that  the  Company's 
obligation  to  provide  such  waggons  should  "be  repealed ;  but  this  was  only  one  of  several  pro* 
posids,  which,  as  a  whole,  were  rejected  by  the  Company,  and  were  only  partially  adopted  by 
the  Committee  when  they  ultimately  dictated  the  terms  of  the  Act  of  Io48. 

In  submitting  to  this  concession  for  the  Conapany's  relief,  it  is  certain  that  the  freighters 
never  contemplated  the  return  for  it,  which  the  Company  now  propose  to  them  in  their  resolu- 
tion of  the  14th  November  last. 

The  Company  allege  that  some  of  the  leading  freighters  approve  of,  and  are  ready  to  adopt, 
their  model  waggon. 

This  may  be  the  case  as  regards  two  of  the  leading  freighters,  Messrs.  Protheroe  and 
Powell,  who  are  also  active  and  influential  members  of  the  Company's  Committee ;  but  if  the 
infliction  of  the  Company's  model  waggon  upon  the  smaller  freigliters  will  have  the  effect,  as 
your  Memorialist  contends  it  will,  of  crushing  them  and  shuttmg  up  their  works,  then  the 
monopoly  of  the  trade  which  the  larger  freighters  will  thus  acquire  will  amply  repay  the  latter 
for  any  expense  or  sacrifice  which  the  adoption  of  the  Company's  model  waggon  will  involve. 

Besides  the  two  gentlemen  named,  your  Memorialist  is  not  aware  of  any  other  freighters 
who  approve  of  the  Company's  model  waggon,  with  the  exception  of  the  proprietors  of  a  newly 
opened  colliery  called  the  Abercaine  Colliery,  whose  present  stock  of  waegons  is  of  very 
trifling  amount,  and  whose  traffic  has  to  pass  over  about  10  miles,  and  these  the  very  best  por- 
tion, as  to  curves  and  gradients,  of  the  Company's  lines. 

The  Company  seem  to  argue  that  inasmuch  as  they  have  to  provide  motive  power,  they  are 
the  only  pailies  who  would  have  a  right  to  complain  of  any  disadvantages  arising  from  the 
tare  of  the  model  waggon,  or  from  the  difliculty  of  propelling  it  up  steep  gradients  or  round 
sharp  curves,  thus  apparently  forgetting  that  all  these  objections  apply  with  still  greater  force 
when  the  waggon  leaves  their  own  roads,  chiefly  occupying  the  lower  and  easier  parts  of  the 
valleys,  for  the  branch  lines  chiefly  occupying  the  higher  parts  thereof^  and  on  which  the 
freighters,  and  not  the  Company,  have  to  provide  the  tractive  power. 

In  the  Company*s  answer  to  your  Memorialist's  previous  Memorial,  there  are  many  allega* 
tions  of  which  your  Memorialist  cannot  admit  the  accuracy,  but  which  may  be  better  inquired 
into  by  your  In^ctiug  Officer  when  he  visits  the  district  in  which  the  Company's  works  are 
situate. 

Meanwhile,  with  respect  to  the  report  of  Mr.  Edmund  Scott  Barber,  which  the  Company 
have  called  in  aid  of,  and  have  adopted  as  a  part  of  their  answer  your  Memorialist  will  con- 
tent himself  with  observing,  that  this  gentleman  having  acted  as  the  engineer  of  the  freighters^ 
and  as  one  of  their  most  active  and  zealous  assistants  in  obtaining  the  reduced  tolls  and  other 
advantages  which  they  gained  in  their  Parliamentary  contest  with  the  Company  in  1845, 
aiterwai^s  became  the  engineer  of  the  Company,  and  was  equally  active  and  zealous  in  assist- 
ing them  against  the  freighters  in  depriving  them  of  those  advantages  in  their  last  Parliamentary 
struggle  in  1848;  your  Memorialist  therefore  feels  that  the  Compaiiy  would  have  displayed 
more  candour,  and  Mr.  Barber  better  taste,  had  they  furnished  your  Honourable  Board  with 
an  engineering  opuuon  less  likely  to  be  biassed  by  previous  impressions  than  must  be  that  of  a 

S^ntleman  who  has  taken  so  prominent  a  part  in  the  controversies  between  the  freighters  and 
e  Company,  first  on  the  one  side  and  then  on  the  other,  and  with  equal  zeal  towards  both. 

Henry  Marsh. 
JforcA  27,  1849. 
Rock  CoUiery,  near  Newport,  Monmouthshire, 


Sir,  WhUeliall  April  19,  1849. 

I  HAV£  to  report,  for  the  information  of  the  Commissioners  of  Railways,  that  in  com- 
pliance with  their  Minute  of  the  1st  March,  I  communicated  with  Mr.  Marsh  and  with  the 
Secretary  of  the  Monmouthshire  Railway  and  Canal  Company,  and  appointed  the  20th  ultimo 
to  proceed  with  the  inquiry  at  Newport  into  the  various  matters  referred  to  by  their  Minute; 
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Appeurdix  No;  74.  but  having  then  been  informed  that  another  memorial  from  other  freighters  and  persons  in* 
*— ^  terested  in  the  same  questions  was  in  course  of  preparation  and  about  to  be  presented  to  the 

]n2i!?on*?*^««i  Commissioners,  I,  with  the  concurrence  of  the  parties  interested,  and  of  the  Railway  Company, 
"'  "•"  •"  *""  postponed  the  inquiry  until  such  memorial  might  have  been  received,  and  which  having  been 
referred  to  me  on  the  28th  March,  I  again  communicated  with  the  various  parties,  and  com- 
menced the  '*  inquiry  and  examination  of  the  roads,  waggons,  models,  and  tram-works  generally, 
for  the  purpose  of  supplying  the  Board  with  full  information*'  on  the  2nd  instant,  having  been 
occupied  thereon  up  to  the  present  time. 

It  appears  that  the  Railway  Company  were  incorporated  originally  in  1792  (^32  Geo.  III., 
c.  102),  as  the  "  Company  of  the  Proprietors  of  the  Monmouthshire  Canal  Navigation/'  with 
powers  to  make  a  canal  from  Pontnewynydd  into  the  River  Usk  at  or  near  the  town  of  New- 
port, with  a  branch  canal  from  the  same  to  Crumlin-bridge ;  and  also  to  make  and  maintain 
"a  rail  or  waggon-^way  or  stone  road  for  the  conveyance  of  iron,  ironstone,  iron  ores,  &c.,  in 
carriages  or  vehicles  properly  constructed  for  that  purpose"  from  Pontnewynydd  to  the  iron* 
works  at  Blenafon;  and  also  like  rail  or  waggon-ways  or  stone  roads  from  the  canal  near 
Ponty-moil  to  the  Blaen  Dir  and  Trosnant  Furnaces,  and  from  Crumlin-bridge  to  the  iron- 
works established  at  Beaufort,  and  from  Aberbeeg  to  Nant-y-Glo,  and  from  the  last-mentioned 
rail  or  waggon  way  to  the  Sorway  Furnaces ;  and  they  were  further  empowered  to  make  any 
other  rail  or  waggon-ways  from  either  of  the  beforenmentioned  canals,  rail,  or  waggon-way8» 
to  any  other  iron-works,  limestone  quarries,  or  ooal-mines,  already  or  hereafter  to  be  esta^ 
blished  within  the  distance  of  eight  miles  from  any  or  either  of  them. 

Power  was  also  given  by  the  same  Act  to  owners  of  mines,  iron-works,  &c.,  to  make  like 
railways  to  a  similar  distance  of  eight  miles  in  case  the  Company  refuse  so  to  do. 

By  a  subsequent  Act  of  the  4th  July,  1797.  (37  Geo.  III.,  c.  100),  powers  were  given  to 
raise  additional  capital,  and  also  to  extend  the  canal  further  in  the  present  town  of  Newport. 

In  1802  another  Act  (42  Geo.  III.,  c.  115)  was  obtained,  empowering  the  canal  proprietors 
to  make  a  railway  or  tram-road  from  the  Nine  Mile  Point  to  communicate  with  the  Monmouth- 
shire Canal  Navigation  and  the  River  Usk,  at  or  near  the  town  of  Newport,  with  the  exceptioB 
of  a  portion  about  a  mile  in  length,  now  known  as  the  Par*  Mile,  which  by  the  same  Act  Sir 
C.  Morgan  was  required  to  make  and  maintain,  receiving  the  tolls  arising  therefrom ;  the 
Company  were  likewise  empowered  to  make  a  like  railway  or  tram-road,  branching  from  the 
last  mentioned,  near  Risca,  to  communicate  with  the  railway  at  Crumlin,  constructed  under 
the  previous  Acts,  and  also  a  branch  in  the  town  of  Newport.  By  the  same  Act  another 
Company  was  incorporated,  under  the  title  of  the  Sirhowy  Tram-road  Company,  with  powers 
to  make  and  maintain  a  railway  or  tram-road  from  the  Sirhowy  furnaces^  along  by  the  Tredegar 
iron- works  to  the  Nine  Mile  Point,  and  thus  to  communicate  with  the  canal  and  the  River  Usk, 
at  or  near  the  town  of  Newport. 

Under  these  various  Acts  a  system  of  tram-roads  has  sprung  up,  of  which  some  are  iH 
connexion  with  the  canal  at  or  near  Pontypool,  and  the  remainder  converge  into  what  may  be 
called  the  main  line  of  tram«road  from  Urumlin  to  Newport,  which  with  the  exception  of  the 
Park  Mile  (belonging  to  C.  Morgan)  is  the  property  of  the  proprietors  of  the  Monmouthshire 
Canal  Navigation.  The  former  of  these,  or  the  Eastern  Valleys  lines,  connected  with  the 
canal  at  or  near  Pontypool,  are  constnicted  with  a  gauge  of  3  feet  4  inches.  The  latter  are 
constructed  with  tram-plates  laid  to  a  gauge  of  4  feet  4  inches,  and  have  hitherto  been  woriced 
over  by  a  rolling  stock,  entirely  the  property  of  private  individuals,  and  mining  or  iron-com- 
panies, drawn  either  by  horses  or  locomotive  power,  also  private  property,  the  danal  Company, 
and  other  owners  of  roads  receiving  tolls  for  the  use  of  the  roads,  but  providing  neither  motive 
power  nor  rolling  stock. 

The  various  tram-ways  have,  in  many  instances,  been  used  as  high  roads,  and  villages  have 
been  erected  along  them,  having  no  other  roads  of  communication,  even  from  house  to  house ;  and 
in  the  town  of  Newport  good  houses  have  been  built  with  no  means  of  access  to  any  public  road 
except  across  the  tram-road.  Other  inconveniencies  have  also  arisen  from  this  state  of  things^ 
which  must  be  productive  of  great  danger  when  a  faster  traffic  by  locomotive  power  is  brought 
into  use,  such  as  level  crossings,  some  of  which  are  of  the  most  dangerous  and  objectionable 
nature,  both  in  town  and  country. 

Added  to  this,  a  large  and  useless  outlay  has  been  caused  by  the  multiplication  of  lines,  in 
some  cases  threefold  beyond  what  was  necessary  for  the  pubUc  welfare,  and  private  interests 
have  arisen  in  connexion  with  them  which  are  difficult  to  reconcile.  With  this  state  of  things 
the  Company  of  Proprietors  of  the  Canal  Navigation  obtained,  in  1845  (8  and  9  Vict.,  c.  169), 
an  Act  authorizing  them  to  construct  a  railway  from  Newport  to  Pont-y-Moyle,  with  a  brandi 
to  the  docks  at  Newport,  and  other  branches  extending  short  distances  up  the  Eastern  Valley 
towards  Blaenafon ;  the  whole  of  these  works  to  be  completed  by  the  1st  August,  1848,  or 
within  three  years  from  the  passing  of  the  Act. 

•By  the  same  Act  the  Company  were  required  within  the  same  time  (1st  August,  1848) 
to  improve  their  existing  railways,  wherever  it  may  be  necessary  so  as  to  adapt  them  for  the 
convenient  passage  of  locomotive  steam-engines  for  the  carriage  of  goods  and  merchandize  at 
reasohable  rates  of  speed,  and  to  provide  such  and  so  many  carriages  and  locomotive  steam- 
engines  and  other  moving  power  as  may  be  necessary  for  the  carriage  of  passengers,  animals, 
and  goods,  which  may  be  conveyed  to  their  railways,  and  which  they  may  be  required  to  carry 
thereon ;  but  they  were  especially  exempted  from  these  obligations  with  respect  to  two  of  their 
branch  roads,  known  as  the  Rassa  and  Cwm  Frwyd  Railroads,  on  account  of  their  gradients ; 
and  it  was  further  enacted,  that  the  Park  Mile  before  described  as  belonging  to  Sir  C.  Morgan, 
being  part  of  an  unbroken  line  of  communication  by  tramroad  from  Sirhowy  to  Newport, 
should  be  similarly  improved,  and  that  the  speed  upon  these  existing  railways  of  the  Company 
should  not  exceed  the  rate  of  10  miles  per  hour.     A  power  was  also  given  to  the  canal  pro- 
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I^rietors^  whereby  for  the  promotion  of  the  pablic  c<mvenience  they  could  purchase  all  canals^   Appendix  No.  74 
tramroads^  and  railways  communicating  with  those  belonging  to  them,  and  whereby  they 
oould  raise  capital  for  this  purpose. 

In  1848  an  Act  (11  and  12  Vict.,  c.  120)  was  obtained,  by  which  the  name  of  the  Company 
was  changed  to  the  ^^  M<Himouthshire  Railway  and  Canal  Company/*  and  they  were  exempted 
from  finding  waggons  and  carriages,  except  for  passengers,  and  a  certain  class  or  goods  and 
merchandise,  not  including  either  coal,  iron  ore,  iron,  lead,  &c.,  which  duty  consequently  de- 
volved upon  the  freighters  and  others  for  whom  such  minerals  or  articles  were  conveyed  upon 
dieir  railways. 

It  was  also  enacted,  that  after  the  1st  August,  1849,  no  animals  shall  go  or  travel  upon  any 
lailway  or  tram-road  of  the  Company,  except  the  Rassa,  Cwm  Prwyd,  and  Blaendare-roads ; 
and  that  no  locomotive  power  shall  be  used,  except  such  as  shall  be  provided  by  or  for  the 
Canal  Company,  or  shall  be  used  thereon  with  their  consent ;  and  the  Company  are  required 
to  provide  locomotive  engines,  and  to  lead  therewith  along  their  railways  or  tramroads  the 
mineral  carriages,  trucks,  and  waggon^  of  all  persons  requiring  them  so  to  do. 

By  these  Acts  the  present  tramroads  are  to  be  so  improved  as  to  become  adapted  to  loco- 
motive power,  and  on  the  1st  August,  1849,  they  will  cease  to  be  used  as  public  roads,  upon 
which,  as  heretofore,  every  person  could  travel  by  horse  power,  and  also  convey  their  goods  by 
the  same  means  upon  payment  of  toll ;  and  the  Company  obtain  entire  control,  and  will  be 
obliged  to  convey  passengers  and  goods  at  rates  not  exceeding  10  miles  per  hour,  providing 
motive  power  for  adi,  but  hot  waggons  and  carriages^  which  for  certain  descriptions  of  traffic 
are  to  be  provided  by  the  freighters. 

In  pursuance  of  these  powers,  the  Company  have  commenced  the  improvement  of  their  roads 
by  laying  a  superior  description  of  tram-plate,  better  adapted  for  carrying  heavy  weights  and 
locomotive  engines;  and  having  it  in  contemplation  eventually  to  convert  their  tramroads  into 
edge  railways,  the  Directors,  in  November  last,  came  to  a  resolution  approving  a  model  coal- 
tram  or  waggon  for  use  upon  their  trani  and  railways,  and  that  no  coal-trams  or  waggons  built 
or  constructed  on  a  different  principle  should  be  allowed  on  and  after  the  1st  August,  1849,  to 
be  used,  it  being  essential  £b  the  interest  of  the  Company,  as  well  as  of  the  freighters  and  other 
persons  using  the  Company's  roads,  that  uniformity  in  design  and  construction  be  strictly 
enforced.  This  resolution  was  circulated  among  the  freighters,  and  afterwards  confirmed  by  a 
subsequent  circular  of  the  16th  December,  1848,  after  the  Directors  had,  upon  representation 
by  the  freighters,  reconsidered  the  subject.  The  model  waggon,  a  drawing  of  which  is  annexed^ 
»,  as  far  as  the  body  is  concerned,  of  a  common  and  well-approved  pattern,  the  peculiarity 
consisting  in  the  wheeb,  which  are  so  contrived  as  to  be  adapted  either  to  travel  upon  a  tram- 
road  of  the  gauge  of  4  feet  4  inches,  or  upon  an  edge  railway  of  the  gauge  of  4  feet  8j^  indies. 

This  combination  in  the  wheel  was  intended  by  the  engineer  to  facilitate  the  introduction  of 
the  edge-rail,  which  he  intended  to  lay  continuously  with  the  tram-plater  the  wheels  running 
upon  either,  and  from  one  to  the  other  without  difficulty ;  and  thus  affi>rding  an  opportunity 
ef  renewing  the  tram-plates  with  edge-rails  as  they  become  worn,  or  as  the  Company  may 
find  it  convenient  to  make  the  ohange. 

This  resolution  of  the  Company,  therefore,  entailed  an  entire  abandonment  of  the  present 
rolling  stock  upon  the  Company's  roads  by  the  freighters,  and  that  they  should  be  provided 
with  stock  of  a  new  design  and  construction  on  the  1st  August,  1849,  on  which  day  by  their 
Act  the  Company  are  to  provide  power  and  become  carriers,  the  freighters  supplying 
waggons  for  all  minerals,  &c.  In  consequence  of  this,  as  they  consider  too  sudden  a  change, 
the  freighters  memorialized  the  Commissioners,  stating  that  the  model  waggon  was  ill  adapted 
for  use  upon  the  private  branch  roads  connected  with  the  Canal  Company *s  roads,  and  alone* 
which  they  have  hitherto  enjoyed  an  unbroken  line  of  communication  from  the  collieries  and 
trorks  to  Newport ;  that  they  are  not  suited  to  the  present  arrangements  for  shipping ;  and 
that  the  tare  or  unserviceable  load,  as  compared  with  the  useful  load,  being  much  greater 
tfian  with  their  present  waggons,  it  ^-ould  not  be  in  their  power  to  convey  these  waggons  along 
the  private  branch  roads  upon  which  they  must  continue  to  provide  their  own  motive  power 
at  a  remunerative  rate. 

In  the  course  of  the  inquiry  I  ascertained  that  they  all  concurred  in  the  opinion  that  the 
introduction  of  the  edge-rail  into  the  district,  provided  it  could  be  done  with  due  regard  to 
existing  interests,  would  be  of  great  advantage ;  and  if  this  is  to  be  done,  I  need  scarcely 
remark,  that  the  premises  upon  which  the  resolution  of  the  Committee  of  Directors  is  formed 
are  fully  borne  out,  and  that  it  is  essential  to  the  interest  of  the  Compcmy  and  of  ail  persons 
using  the  Company's  roads  that  uniformity  in  design  and  construction  be  strictly  enforced,  at 
kast  as  regards  important  points,  such  being  necessary  to  prevent  accidents,  and  lessen  the 
trear  and  tear  upon  the  waggons  ;  and  the  enforcement  of  such  a  rule  by  the  Canal  Company^ 
who  possess  that  part  of  the  railway  immediately  connected  with  the  shipping  port,  being  as  it 
were  the  key  to  the  whole  district,  must  be  most  beneficial.  It  would  appear,  therefore,  that 
the  end  desired  by  all  the  parties  connected  with  or  using  the  railway  is  the  same,  the  differ- 
ence between  them  being  as  to  the  method  by  which  the  present  system  of  tramroads  can  be 
dianged  so  as  to  produce  the  least  amount  of  inconvenience  and  loss  to  all  parties. 

The  interests  involved  are  very  ereat,  and  in  many  cases  so  important  to  some  of  the  parties* 
as  to  involve  the  question  of  whether  they  are  to  continue  their  present  works  or  not ;  and, 
therefore,  of  vital  importance  to  the  number  of  labourers  and  others  whom  they  employ. 

The  Canal  Company  possess  at  present  no  rolling  stock  beyond  a  few  locomotive  engines, 
made  or  ordered  in  readiness  to  enable  them  to  b^ome  haulers  on  Ist  August  ensuing ;  but 
wre  required  to  improve  their  roads,  receiving  a  limited  toll  for  the  use  diereof,  and  to  provide 
power  at  a  certain  limited  rate  per  ton  per  mile,  but  not  waggons  for  the  principal  portion  of 
their  traffic,  upon  whkh  the  prosperity  of  the  whole  district  and  of  the  town  of  Newport 
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Appendix  No.  74.    depends,  namely,  the  conveyance  of  such  minerals  and  manufactured  iron  as  are  either  raised 
•'-^      .        in  or  imported  into  the  district. 

^fonmouthshire  jj^^  ^^^^^  belonging  to  the  Company  are  in  the  accompanying  plan  coloured  red  ;  but  as 

iSLpany.  "  ^**^^®  connected  with  the  canal  at  or  near  Pontypool  are  on  a  narrower  gauge,  and  the  railway 
from  Newport  to  Pontypool  is  not  yet  made,  but  in  course  of  construction  as  a  modern  railway, 
there  having  been  hitherto  only  a  canal  communication  in  the  lower  portion  of  this  valley,  the 
question  between  the  freighters  and  Canal  Company  is  for  the  present  confined  to  the  roads  in 
the  Western  Valleys  communicating  with  the  Company's  tramroad,  leading  from  the  west  into 
the  town  of  Newport ;  and  I  shall  therefore  confine  myself  to  these  latter  roads,  merely 
remarking  that,  taking  warning  by  what  has  occurred  with  respect  to  these,  it  would  be  well  if 
the  Company  were  to  mature  their  plans  as  regards  the  Eastern  Valleys,  and  make  known,  with 
as  little  delay  as  possible,  their  intention  in  regard  to  them,  in  order  that  the  freighters  in  that 
district  may  have  ample  time  to  take  measures  for  any  changes  which  may  be  consequent  on 
the  introduction  of  a  new  gauge  and  system. 

The  extent  of  lines  in  the  Western  Valleys  belonging  to  the  Railway  Company  is  as  follows  :— 

Milet. 
From  the  Canal  Dock  in  the  town  of  Newport  to  the  Nine  Mile  Point, 

exclusive  of  the  Park  Mile,  the  property  of  Sir  C.  Morgan :  ruling 

gradient  1  in  176;  very  tortuous,  with  curves  of  radii  irom  5  chains 

upwards         ••••••••••8 

From  Risca  Junction  to  Pont  Aberbeeg  Junction:  ruling  gradient  1  in 

106;  line  generally  curved,  with  radii  from  4  chains  upwards    .  •     9 

From  Pont  Aberbeeg  to  Coalbrook  Vale  Iron-works :  ruling  gradient 

1  in  56 ;  curves  of  the  same  nature     •  •  .  •  .  •     ^i 

From  Pont  Aberbeeg  to  Beaufort  Iron-works:  ruling  gradient  1  in  75: 

with  similar  curves  •.•••.•••     6]^ 
From  Corty-Bella  Junction,  a  branch  in  the  town  of  Newport,  nearly 

level     •••••••••#•1 

Total         .         •         29i  miles, 

(of  which  about  14  are  laid  with  a  single  line  of  way,)  which  the  Company  are  bound  to 
improve  and  adapt  for  locomotive  traction^  and. upon  which  they  are  required  to  carry 
passengers.  This  does  not  include  several  shorter  branches  towards  wharves,  and  a  braoca 
along  the  bank  of  the  canal,  all  in  the  town  of  Newport,  which  may  be  considered  as  accom* 
modation  works  to  other  short  branch-roads  belonging  to  other  parties,  for  the  convenience  of 
the  trade  at  the  different  wharves  situated  along  the  bank  of  the  river.  The  whole  of  these 
lines  are  at  present  laid  with  tram-plates  to  a  gauge  of  4  feet  4  inches,  and  are  worked  by 
horse  and  locomotive  power,  not  supplied,  however,  by  the  <'  Railway  and  Canal  Company." 
The  Company  have,  to  a  very  considerable  extent,  relaid  the  lines  with  a  better  description  of 
tram-plate  than  heretofore  existed,  and  of  sufficient  strength  for  the  passage  of  locomotives  at 
moderate  speeds  ;  and  1  was  informed  by  them,  that  they  propose  to  relay  entirely  with  the 
edge-rail  in  the  space  of  18  months. 

The  lines  are  generally  very  tortuous,  but  many  of  the  curves  have  been  improved,  and 
many  more  are  capable  of  improvement.  None,  or  only  a  very  small  portion  of  the  line,  is  as 
yet  fenced  o6Ffrom  the  adjoining  property  ;  in  which  operation  much  difficulty  will  be  expe* 
rienced  on  account  of  the  rows  of  houses,  forming  villages,  which  have  been  erected  along  the 
side  of  the  tramroads,  having  no  otiier  means  of  access  to  them.  At  one  place.  Pie  Corner,  I 
observed  that  a  block  of  some  12  or  15  houses  had  been  erected  on  a  small  plot  of  ground 
entirely  surrounded  on  all  sides  by  the  railway,  having  a  level  crossing  of  a  turnpike-road  close 
adjoining.  This  would  be  highly  objectionable  at  any  place,  but  more  especially  so  at  a 
junction  with  another  railway,  the  property  of  another  Company.  In  the  town  of  Newport,  as 
will  be  seen  by  the  accompanying  sketch,  the  lines  of  tramroad  have  actually  become  the 
streets  of  the  town,  and  several  other  streets  are  crossed  on  the  level  by  branches  close  to  onei 
another,  in  a  manner  perfectly  incompatible  with  safety,  even  if  the  houses  could  be  fenced  off 
entirely,  which  would  seem  almost  impossible. 

Many  other  conditions  consequent  on  the  present  system  of  tramroad  have  arisen,  which 
upon  its  conversion  mto  a  railway  would  be  most  objectionable ;  but  I  forbear  to  remark  upoo 
them,  as  the  arrangements  of  the  Company  for  opening  with  passenger  traffic  are  not  required 
to  be  completed  until  the  1st  of  August  ensuing ;  but  1  would  suggest  to  the  Commissioners, 
as  the  time  is  so  fast  approaching,  and  as  from  my  present  inspection  I  perceive  that  very  few 
arrangements  have  been  made  for  fencing  off  the  line  and  remedying  these  evils,  whether  the 
Company  should  not  be  informed  of  the  necessity  of  properly  fencing  their  lines  throughout 
previous  to  their  being  opened,  including  therein  the  necessity  of  shutting  out  and  preventing- 
private  persons  from  having  access  to  the  railway,  except  at  regularly  appointed  level  crossiocs. 
The  situation  of  the  station  in  the  town  of  Newport,  as  shown  in  the  accompanying  plan,  also 
appears  to  me  a  point  to  which  the  attention  of  the  Commissioners  ought  to  be  drawn,  in, 
consequence  of  my  late  visit,  in  which  the  arrangements  have  been  explained  to  me ;  but  as  the 
works  are  not  far  advanced,  the  ground  being  only  partially  levelled,  and  but  a  very  trifling 
amount  of  masonry  executed,  it  would  appear  more  advisable  to  comment  upon  it  now  than 
after  the  Company  shall  have  completed  their  works  and  be  in  readiness  to  open. 

From  the  Corty-bella  Junction  to  the  point  marked  A.,  the  railway  runs  along  the  side  of 
the  Cardiff  turnpike- road,  from  which  it  is  fenced  by  a  good  wall,  with  openings  in  it,  to 
accommodate  a  row  of  good  houses  built  on  the  opposite  side,  and  the  inhabitants  of  which 
have  no  means  of  leaving  their  premises  but  by  crossing  the  railway.     From  A.  to  the  station 
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the  railway  is  a  street  of  the  town,  and  crosses  at  right  angles  on  the  level  two  of  the  principal    Appendix  No.  74. 
streets  (*'  Dock*'  and  "  Commercial "  )  of  the  town.  .   -— 

I   would   strongly   urge  upon   the   Commissioners  the   advisability  of  recommending  the  tJJfuJJ^^d  Ci^^ 
Company  to  pause  before  adopting  this,  as  it  appears  to  me  very  objectionable  proposal,  and  Company, 

to  make  some  better  plan  of  approach  to  the  town,  either  by  means  of  their  western  oranch  or 
in  such  a  manner  as  will,  by  avoiding  the  numerous  level  crossings  and  the  closely-built  streets, 
be  productive  of  less  risk  to  the  public,  and,  I  may  add,  save  the  Company  the  expense  of 
constantly  maintaining  a  large  force  of  poUce,  with  gates  ar.d  gatekeepers,  by  which  means 
alone  in  such  a  town  as  Newport  the  railway  could  be  worked  with  safety  according  to  their 
present  plans  ;  or,  at  any  rate,  that  they  should  adopt  for  a  short  time  a  temporary  arrange- 
ment of  a  station  at  Corty-bella,  until  they  shall  have  ascertained  the  requirements  of  their 
traffic. 

These  remarks  are  apart  from  the  subject  of  diflTerence  between  the  freighters  and  the  Canal 
Company,  but  have  been  introduced  as  arising  naturally  from  an  inspection  of  the  Company's 
lines,  which,  with  those  of  other  parties,  it  was  necessary  to  examine  in  order  to  ascertain  the 
nature  and  extent  of  the  matters  forming  the  subject  of  the  memorials.  On  the  part  of  the 
freighters,  the  amount  of  property  directly  involved  in  the  inquiry,  as  contained  in  the  Appendix 
A.,  IS  23  locomotives  and  4,161  waggons  of  numerous  patterns,  valued  by  the  parties  themselves 
at  75,291Z.,  of  which  a  very  considerable  proportion  io^^77  waggons)  are  used  exclusively  in 
the  coal  trade,  having  four  cast-iron  wheels,  about  |-inch  wide  at  the  rim,  revolving  on  bent 
axles,  with  timber  bodies  attached.  Their  weight  may  be  taken  at  an  average  of  17cwt.,  and 
they  carry,  when  piled,  nearly  three  tons  of  coals  each,  and  are  drawn  in  trains  of  20  to  24,  the 
number  being  limited  by  the  power  of  the  horses  to  take  the  empty  waggons  on  the  ascending 
gradients  on  their  return  up  the  valleys  to  the  collieries. 

The  Company  considering  that  these  waggons  are  of  an  objectionable  construction  and 
liable  to  numerous  breakages,  felt  it  to  be  incumbent  on  them  in  order  to  the  fulfilment  of  the 
duties  required  of  them,  namely,  to  travel  by  locomotive  power  at  speeds  not  exceeding  10 
miles  per  hour,  to  prohibit  them  from  being  continued  on  their  lines  after  the  1st  of  August 
next.  Experiments  had  formerly  been  made  to  test  the  possibility  of  using  these  waggons  with 
locomotive  power,  which  had  resulted  in  such  frequent  breakages  that  the  experimenters  had 
desisted  from  the  use  of  locomotives;  but  perceiving  that  a  new  state  of  things  had  arisen  from 
what  formerly  existed,  when  the  experiments  were  tried,  I  requested  the  Company  and  the 
freighters  to  assist  in  an  experiment  which  I  proposed,  in  which  a  train  of  55  of  the  same 
waggons,  but  with  the  loads  reduced  from  an  average  of  3  tons  to  from  2j  tons  to  2^  tons  each, 
were  conveyed  with  safety  over  the  line  at  speeds  varying  up  to  7^  miles  per  hour.  The  line 
is  not  at  present  in  as  good  a  state  as  it  will  be  when  opened  for  locomotives,  and  no  prepara- 
tion had  been  made  for  the  experiment  either  by  strengthening  the  waggons  or  the  connexions 
between  them,  and  moreover,  from  various  causes,  several  stoppages  were  necessary.  I 
consider  therefore  that  this  trial  was  conclusive  as  to  the  strength  of  the  waggons  being 
sufficient,  when  used  carefully,  to  stand  being  drawn  by  engine-power  at  moderate  speeds 
when  not  over-loaded.  As  some  doubt  was  entertained  by  tne  Company  as  to  whether  they 
could  convey  these  waggons  at  remunerative  rates  at  reduced  speeds,  a  further  experiment  was 
tried  as  to  the  number  which  could  be  conveyed  back  empty,  and  which  led  to  the  conclusion 
that  they  are  sufficiently  strong  to  enable  them  to  be  drawn  at  moderate  rates  in  trains  as 
heavy  as  can  be  taken  by  a  single  engine  of  average  power  imder  all  circumstances  of  road. 
The  whole  of  these  waggons,  as  now  in  use,  are  made  without  buffers,  and  are  connected  by 
stiff  drawbars ;  the  principal  portion,  however,  of  those  which  are  not  included  in  the  (3,477) 
above-described  coal-waggons  might  be  altered  so  as  to  buff  and  be  drawn  by  a  loose  chain. 

The  other  interests  involved  in  this  question  are  the  private  roads  to  and  arrangements  at 
the  wharves  and  at  the  collieries  for  loading  and  unloading  the  trains. 

These  arrangements  are  suited  to  the  present  system  of  waggons ;  but  as  the  freighters 
seemed  all  to  be  of  opinion  that  the  introduction  of  the  edge-rail  into  the  district  will  be  of 
advantage,  if  brought  about  with  due  regard  to  existing  interests,  I  presume  that  they  would 
not  in  the  least  object  to  alter  or  adapt  these  arrangements  to  an  improved  description  of 
waggon,  provided  sufficient  time  were  allowed  to  them  to  modify  their  existing  works. 

Another  and  very  important  subject  in  connexion  with  this  question  is,  the  extent  of,  and 
various  interests  involved  in,  tramroads  belonging  to  private  individuals  or  independent  Com- 
panies, not  the  property  of  the  Canal  Company,  although  communicating  with  their  roads,  and 
thus  affording,  in  conjunction  with  the  Company's  roads,  the  sole  means  of  conveyance  from  the 
collieries  to  the  shipping  places. 

Their  extent,  as  shown  in  the  accompanying  Appendix  B.,  is  72^  miles,  in  which  is  also 
stated  the  amount  of  traffic  received  at  the  different  points  upon  the  Company's  lines.  From 
the  inquiries  which  I  made  I  am  induced  to  estimate  the  amount  of  traffic  on  the  private 
roads,  as  compared  with  that  on  the  Company's  roads,  in  the  proportion  of  1  to  1}  ;  but  then 
the  one  is  carried  over  72^  miles  of  roads,  not  including  many  short  branches  and  lines  for 
communicating  from  one  part  of  the  works  to  another,  and  others  laid  to  and  upon  the  wharves 
for  the  convenience  of  the  traffic,  whilst  the  whole  extent  of  the  Company's  roads  in  connexion 
with  them  amount  to  only  29J  miles,  and  some  short  branches  in  the  town  of  Newport. 

If  the  edge-rail  system  therefore  be  adopted  on  the  Canal  Company's  lines,  it  will  be  seen 
that,  as  they  possess  the  sole  entrance,  or  as  it  were  the  key  to  the  shipping  port,  it  will  either 
entail  upon  the  owners  of  private  roads  their  alteration  and  adaptation  to  the  new  system, 
involving,  as  I  am  credibly  informed,  an  expense  of  not  less  than  600/.  per  mile  over  72^ 
miles,  and  the  further  alleration  by  the  freighters  of  their  accommodation  works,  or  that  they 
should  adopt  some  means  by  which  they  could  contiiuie  to  use  the  branch  roads  as  tramways, 
simultaneously  with  the  edge-rail  upon  the  Company's  roads.    The  proposition  of  the  bom- 
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Appendix  No.  74.    bined  wheel  appears  objectionable  for  the  following  reasons : — Isi.  The  system  of  laying 

!—  continuously  edge-rails  and  tram-plates,  the  same  wheels,  whilst  travelling,  passing  from  one  to 

Mcninou^s^      tii^  other,  is  such  that  I  could  not  with  confidence  recommend  its  adoption  on  a  line  where 

^"^C««wmv  ***^  passengers  are  carried ;  the  points  of  junction  of  the  two  systems  would  be  liable  to  get  out  of 

order,  and  the  unequal  wear  of  the  wheels  might  be  productive  of  inconvenience. 

2ud.  Each  pair  of  wheels  is,  according  to  the  patterns  produced,  heavier  by  3  qrs.  1 1  lb& 
than  a  pair  of  ordinary  railway  wheels  of  the  same  strength  and  dimensions,  increasing  con* 
siderably  the  draught,  more  particularly  on  the  heavy  gradients,  such  as  exist  on  some  of  the 
branch  roads. 

3rd.  The  f  auge  of  the  combined  wheels,  when  used  upon  the  traoi -plates,  is  sp  exact  in  con* 
sequence  of  the  necessity  of  maintaining  a  true  gauge  for  the  edge-rail  system,  and  they  are  so 
fixed  upon  their  axles,  and  therefore  unable  to  adapt  themselves  to  slight  inequalities  in  the 
gau^e  of  the  road,  that  it  would  be  perfectly  impracticable  to  make  use  of  them,  as  proposed 
by  the  Company,  upon  the  branch  roads  without  a  great  expense  in  regau^ing  these  roads^ 
which,  although  not  in  good  repair  nor  well  in  gauge,  are  nevertheless  capable  of  being  used 
with  the  present  tram-waggons* 

4th.  A  further  expense  would  be  incurred  by  altering  the  switches  or  latches  and  points  to 
suit  the  combined  wheels. 

5th.  The  tram-plate  system  involves  at  all  sidings  or  points  of  junction,  and  at  all  connexions 
between  the  lines,  an  arrangement  similar  to  what  is  known  upon  raUways  as  a  shifting  rail, 
which  is  most  objectionable,  more  particularly  where  passengers  are  carried ;  and  it  further- 
more appears  doubtful  whether  trains,  with  the  combined  wheel,  travelling  upon  the  tram-plates 
would  not  be  liable  to  frequent  accidents  by  leaving  the  line,  in  consequence  of  their  being  no 
proposed  means  of  maintaining  them  in  their  proper  position  on  the  plates  on  the  curves  or 
elsewhere,  except  the  flange  or  projecting  edge  of  the  tram-plate  itself.  Other  objections  have 
been  raised  by  the  freighters  to  the  construction  of  the  model  waggon,  but  as  they  have 
reference  purely  to  details  not  affecting  the  system,  I  forbear  to  enter  upon  them,  as  the 
Company  have  stated  that,  in  proposing  the  model  waggon,  they  did  not  intend  to  prescribe 
the  form  of  body,  but  merely  that  all  vehicles  used  upon  their  lines  should  be  adapted,  by 
naeans  of  the  combined  wheel,  to  travel  either  upon  tram-plates  or  rails,  and  that  they  should 
be  upon  springs  and  be  uniform  as  to  buffers,  and  also  be  capable  of  being  drawn  by  loose 
draw-chains. 

Another  proposition,  made  by  Sir  T.  Phillips,  was,  that  the  present  small  waggons,  each 
weighing  17cwt.,  with  loads  of  2  tons  5  cwt  or  diereabouts,  should  be  continued  to  be  used 
upon  the  branch  roads ;  and  upon  arriving  at  their  junction  with  the  Company*s  lines,  should  be 
placed  upon  model  trucks,  two  upon  each,  for  conveyance  to  Newport,  where  they  would  again 
be  placed  upon  tram-plates,  and  the  present  system  of  shipment  oe  continued.  Against  this 
proposition,  which  smooths  the  difficulty  as  regards  the  use  of  the  branch  roads,  the  following 
objections  may,  I  think,  be  fairly  taken. 

1st.  The  proportion  of  tare  to  useful  load  is  very  great  and  will  render  the  supply  of  motive 
power  very  costly,  more  particularly  upon  the  return  journeys  where  there  is  no  traffic,  but  the 
loads  are  entirely  unserviceable. 

2nd.  It  will  entail  the  expense  of  properly  constructed  places  for  loading  and  unloading  upon  the 
model  trucks,  as  also  the  supply  by  the  freighters  of  these  trucks  to  carry  their  present  waggons, 
the  maintenance  of  a  double  stock,  and  the  risk  of  irregularity  in  their  trade  consequent  upon 
the  chances  of  the  two  descriptions  of  stock,  in  the  course  of  the  traffic,  being  collected  at  wrong 
points. 

3rd.  By  this  means  the  entire  change  of  system  in  the  district  from  the  tram-plate  to  the 
edge-rail  might  be  postponed  indefinitely,  as  there  would  be  no  inducement  for  the  owners  of 
roads  who  were  not  freighters  to  adopt  the  edge-rail. 

A  third  system  proposed  was  the  combination  of  the  two  systems  in  the  roadway  instead 
of  in  the  wheel,  laying  the  tram-plates  and  edge-rail  concentrically,  and  carrying  on  the 
traffic  when  the  two  descriptions  of  stock  were  not  adapted  to  travel  in  one  train,  separately. 
An  almost  insuperable  objection  to  this  is,  that  the  tramroad  would  become  a  receptacle  for 
mud,  'and  the  resistance  to  motion  be  thereby  increased  in  a  very  great  proportion. 

The  above  comprise,  I  believe,  all  the  propositions  made  by  the  Memorialists  and  by  the 
Railway  Company,  who,  as  before  stated,  have  the  same  object  in  view,  and  which  also 
coincides  with  the  interests  of  the  landowners,  viz.,  the  development  of  the  mineral  field  in  con- 
nexion with  the  valleys  leading  down  to  the  River  Usk  on  its  right  bank,  and  the  increase  of 
traffic  to,  and  trade  at  and  near,  the  town  of  Newport. 

Different  views  are  entertained  as  to  the  means  by  which  these  objects  are  to  be  obtained, 
but  in  one  point  all  the  parties  whose  opinions  I  had  an  opportunity  of  ascertaining  concur, 
viz.,  that  the  introduction  and  general  adoption  in  the  district  of  the  edge-rail  will  be  of  great 
advantage. 

The  Company's  proposition  for  carrying  out  the  powers  vested  in  them  by  Acts  of  Parlia- 
ment^ obtained  in  1845  and  1848,  appears  to  me  to  have  been  postponed  for  too  long  a  period, 
as  it  seems  that  their  resolution,  as  regards  the  model  wheel,  was  only  promulgaOed  in 
November,  1848,  with  the  intention  of  its  being  enforced  on  the  1st  of  August,  1849,  involving 
very  great  changes,  for  which  the  parties  interested  might  reasonably  have  expected  a  longer 
period,  more  particularly  as  their  present  stock  has  been  hitherto  used  with  the  entire  concur- 
rence of  the  Canal  Company. 

Seeing  the  urgency  of  the  case,  the  Company  consider  that  the  freighters  might  have  taken 
less  time  to  prepare  and  present  their  Memorial. 

Upon  a  consideration  of  the  whole  case,  with  all  the  matters  connected  therewith,  which 
were  brought  to  my  notice,  but  which  are  too  lengthy  to  detail  to  the  Commissioners,  I  am 
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kwlueed  to  make  the  following  recommendation,  which  will,  in  a  great  measure,  I  conceive.    Appendix  No.  74. 
veconoile  the  views  of  all  parties  and  bring  about  the  desired  change,  with  the  least  amount  of     ^     — thshite 
inconvenience  to  all.  RiSwaj^andcl^ 

Of  course  when  such  a  complete  alteration  takes  place,  all  persons  interested  must  expect  to  Company. 

suffer  inconvenience  and  pay  their  quota  towards  the  introduction  of  the  improvements ;  and  all 
that  can  be  expected  in  assisting  the  various  persons  interested  in  coming  to  an  understanding 
IS,  to  arrive  at  such  a  {dan  as  shall  reduce  the  amount  of  inconvenience  to  a  minimum  to  all. 

The  proposition  whieh  I  havse  to  make  is,  that  the  Company  should  lay  upon  their  roadd 
both  the  edge-rail  and  the  tram<-plate  eccentrically,  as  shown  in  the  acoompanying  sketch, 
carrying  on  the  tram-plate  traffic,  when  required,  with  locomotive  power,  with  the  present 
waggons  for  a  period  of  two  years  from  the  present  time,  in  trains  of  not  less  than  60  tnuns, 
after  whieh  none  of  them  should  be  admitted  upon  their  lines ;  but  the  freighters  should  renew 
tfieir  stock  either  with  regular  railway-waggons  or  with  tram-waggons  of  an  approved  pattern, 
and  all  on  wrought-iron  wheels ;  and  that  the  Company  should  provide  motive  power  for  these 
latter  tram-waggons  for  a  further  period  extending  to  six  years  from  the  present,  in  trains  of 
not  less  than  40,  afber  which  period  railway  wheels  only  should  be  used ;  the  alteration  thus 
brought  about  would  provide  for  the  abolition  of  the  present  waggon  in  two  years,  which  is 
stated  by  most  of  the  freighters  to  be  a  fair  time  for  wearing  them  out;  and  for  the  change 
from  tram-plates  to  edge-rails  throughout  the  district  in  six  years,  in  which  time  it  is  computed 
that  the  Company's  tram-plates,  as  vtell  as  those  on  the  branch  roads,  will  very  generally 
require  renewal.  The  intermediate  adoption  of  a  tram-waggon  of  approved  pattern,  mth 
wrought-iron  wheels  would  only  apply  to  those  freighters  who  carry  their  minerals  upon  branch 
roads,  which  the  owners  are  unwilling  to  change  within  the  period  of  two  years,  and  their  ulti* 
nsate  change  would  only  involve  an  alteration  of  wheels,  the  waggons  being  in  other  respects 
similar  to  mose  used  upon  the  railway. 

The  approval  of  the  waggons  by  the  Canal  Company  should  not,  I  conceive,  ext^d  beyood 
fte  gauge  and  size  of  rails  and  buffers,  and  the  height  of  these  latter  above  the  tram-plate  or 
rail  which  might  be  stated  as  not  greater  or  leas  than  certain  dimensions,  allowing  a  fair  amount 
of  play  for  springs.  The  pattern  of  the  body  should  be  left  to  the  freiehter  who  supplies  the 
waggon,  but  the  tare  might  be  limited  as  compared  with  the  profits^le  load,  and  also  the 
tttmost  weight  to  be  allowed  on  each  pair  of  wheels.  Other  details  might  also  be  stipulated^ 
such  as  dimensions  of  wheels  and  axles,  and  materials  of  which  constructed ;  also  that  the 
waggons  are  to  be  in  good  repair  and  of  approved  strength,  and  that  the  means  of  connecting 
with  other  waggons  should  be  properly  provided,  and  other  points  of  detail  unnecessary  to 
enumerate.*  This  proposition  which  I  have  now  submitted,  if  carried  out,  will  entail  upon  the 
Company  the  necessity  of  incurring  the  immediate  expense  of  rails,  in  addition  to  the  improved 
tram-plates  which  they  have  laid,  instead  of  a  gradual  change  of  the  tram^plate  into  the  edge* 
rail,  which  they  propose  by  the  combined  wheel  to  effect  and  complete  in  a  period  of  one  year 
and  a-half ;  but,  on  the  other  hand,  the  old  plates  will  have  received  a  fair  amount  of  wear, 
thus  sparing  the  edge-rails  without  adding  to  the  cost  of  maintenance  of  way,  and  will  be 
equally  valuable,  as  old  materials,  afler  the  lapse  of  six  years  as  at  present. 

It  will  also  entail  upon  them  the  necessity  of  providing  a  stock  of  locomotive  power  capable 
of  being  used  upon  the  tram-plates,  at  the  same  time  as  they  must  also  be  provided  with  a 
stock  adapted  for  the  edge-rail. 

This  former  stock  might  be  so  constructed  as  to  be  capable  of  alteration  when  necessary  at 
a  very  small  outlay  ;  or,  if  they  thought  proper,  they  might  adopt  the  combined  wheel  with 
their  engines,  and  so  have  the  power  to  use  them  for  either  sptem.  An  undoubted  advantage 
would  be,  that  they  could  open  with  their  passenger-trains  at  once  upon  the  edge-rail  system  as 
soon  as  laid,  avoiding  the  objections  before  stated  to  the  tram-plates  and  combined  wheel  system. 

A  doubt  was  expressed  whether  the  present  waggons  could  be  hauled  with  safety  by  locomo- 
tive power,  and  at  less  cost  than  the  toil  which  the  Company  are  authorised  to  exact..  Upon 
these  heads  the  experiments  tried  in  my  presence  were  most  conclusive,  that  the  present  coal- 
waggons,  if  limited  in  load  to  2^  tons,  and  slightly  improved  in  the  bars  connecting  one  with 
the  other,  and  carefully  inspected  to  ascertain  that  they  are  hi  gauge,  may,  with  due  precaution 
on  the  part  of  the  drivers,  and  by  a  proper  application  of  breaks,  be  drawn  in  trains  conveying 
net  loads  of  135  to  180  tons,  at  speeds  not  exceeding  six  miles  per  hour,  in  which  case  I 
conceive  the  Canal  Company  would  have  no  cause  of  complaint ;  and  the  limitation  as  to 
speed  would  produce  but  slight  inconvenience,  as  by  Act  of  Parliament  none  of  their  traffic  is 
allowed  to  exceed  a  speed  of  10  miles  per  hour,  and  the  average  distance  over  which  their 
mineral  traffic  is  conveyed  is  stated  to  be  only  eight  miles. 

This  proposition  will  reconcile  other  difficulties  to  which  I  have  not  referred,  as  being  of  a 
legal  nature,  more  particularly  ooe  with  reference  to  the  Sirhowy  tramroad,  the  proprietors  of 
wmch  are  inclined  to  dispute  the  power  of  the  Canal  Company  to  alter  their  present  tram-plate 
•system  from  the  Nine  Mile  Point  to  Newport.   * 

To  explain  the  difficulties,  as  felt  by  some  of  the  freighters,  I  will  instance  the  case  of  Mr. 
Marsh,  owner  of  the  Rock  Colliery,  who  separately  memorialized  the  Commissioners,  and 
which  will  afford  an  instance  by  Vrhich  to  judge  of  the  intricacies  and  variety  of  interest  which 
are,  I  believe,  common  to  the  district. 

Mr.  Marsh*s  colliery  is  situated  in  the  Sirhowy  Valley,  about  15j  miles  from  Newport,. in 
arriving  at  which  his  coal  passes  over  6^  miles  of  a  private  tramroad,  known  as  the  Penllwyn- 
road,  and  9  mifes  over  the  Canal  Company's  roads,  including  the  T^ark  Mile,  the  property  of 
Sir  C.  Morgan. 

*  In  the  resolution  itsued  by  the  Ganal  Company,  the  Directors  state,  that  they  intended  that  the  model 
should  only  be  followed  in  essential  matters,  and  not  in  every  detail,  as  understood  by  the  freighters. 
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By  the  lease  by  which  Mr.  Marsh  holds  his  colliery,  he  informs  me  that  he  is  compelled  to 
convey  his  coal  over  the  Penllwyn-road,  the  tolls  upon  which  belong  to  other  parties ;  but  he 
states,  that  he  has  no  power  to  compel  the  owners  of  that  road  either  to  improve  or  alter  iU 
and  therefore  as  the  model  waggon  is  not  well  adapted  for  that  road  in  its  present  bad  con- 
dition, he  would  virtually  be  compelled  to  abandon  his  colliery.  His  is  not,  1  believe,  a  solitary 
case,  but  may  be  taken  as  an  instance  of  the  variety  of  interests  in  the  district. 

In  this  Sirhowy  Valley  are  no  less  than  three  parallel  roads,  all  maintained  by  separate 
interests,  and  each  for  the  conveyance  of  traffic  to  the  same  point.  One  of  these  tramroads  is 
also  the  only  high  road  leading  to  a  most  populous  district,  upon  which  public  horse-coaches 
and  the  mails  are  daily  conveyed ;  houses  are  built  close  to  it,  and  engines  travel  over  it  daily* 
From  the  cursory  examination  which  I  was  enabled  to  make,  I  am  led  to  believe  that  the 
three  roads  might  be  combined  into  one  to  the  advantage  of  all  parties,  reducing  the  expense 
of  altering  and  maintaining  all  three,  adding  to  the  regularity  of  the  traffic  by  making  one 
double  road  instead  of  three  single  roads,  giving  all  parties  the  advantage  of  steam  locomotive 
power,  and  giving  to  the  district  a  good  high  road  freed  from  the  impediments  and  danger 
caused  by  the  constant  passage  of  locomotives  along  the  same  ledge,  cut  in  the  side  of  the  hill» 
without  fence  on  the  low  side,  in  many  places  amounting  almost  to  a  precipice.  Other  similar 
cases  occur  in  other  valleys,  in  which  a  proper  amalgamation  of  interests,  which  should  be 
identical,  would  be  productive  of  similar  advantages. 

The  Canal  Company,  by  the  powers  vested  in  them  by  Parliament,  are,  as  before  stated, 
authorized  to  purcliase  or  lease  these  branch  roads ;  and  it  would  appear  well  if  they  could 
enter  into  arrangements  to  carry  out  these  desirable  changes,  and  which  would  tend  to  the 
development  of  the  district  and  the  increase  of  traffic  to  and  trade  at  the  town  of  Newport ;  and, 
at  the  same  time,  remove  some  of  the  principal  obstacles  to  the  introduction  of  the  ed^e-rail, 
which  they  so  much  desire,  as  they  themselves  would  then  alone  be  responsible  for  the  changes 
in  the  roads  necessary  to  introduce  it,  with  the  least  possible  inconvenience. 

I  fear  this  report  has  already  been  extended  to  too  great  a  length,  and  I  therefore  forbear  to 
enter  into  the  details  of  the  proposition  which  I  have  made  with  a  view  to  the  general  advance* 
ment  of  the  district  and  of  the  interests  of  all  parties,  without  interfering  with  the  powers 
vested  by  Acts  of  Parliament  in  the  Monmouthshire  Railway  and  Canal  Company  ;  and,  in 
conclusion,  I  have  to  inform  the  Commissioners  that  in  making  the  inquiries  and  examination 
consequent  upon  their  minute  of  the  1st  March,  and  which  were  necessarily  of  a  lengthened 
nature,  I  received  every  assistance  which  I  could  desire  both  from  the  freighters  and  mrectors 
and  officers  of  the  Canal  Company,  who  all  afforded  with  willingness  the  means  necessary  for 
making  the  experiments  which  were  suggested  for  the  information  of  all  parties. 

I  have,  &c., 

Capt.  Harness^  R,E.^  J.  L.  A.  Simmons, 

Sfc.        Sfc.  Capt.  Royal  Engineers. 


Appendix  A. 

Table  of  the  Rolling  Stock  in  use  upon  the  Tramways  in  the  Western  Valleys  belonging  to  the 

Monmouthshire  Railway  and  Canal  Company. 


Coal- 

waggons  on  Four 

Wheels. 

Coal-wagfcons  on  Eight 

Waggons  lor  Iron. 

LocomotiTet. 

MisceUaDeoiis. 

NAME. 

ue. 

No. 

Val 

ue. 

No. 

Value. 

No. 

Val 

No. 

Value. 

No. 

Value. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£. 

£, 

£. 

Mr.Prothen    .... 

550 

8  to  10 

4,930 

MMsra .  Latch  &  Co.   •     • 

420 

8 

3,360 

Mr.PoweU 

560 

8 

4,480 

Mr.  Henry  Marsh  .     .     . 

160 

8  to  10 

1,440 

Sir  T.  Phillips  .... 

156 

8  to  10 

1,404 

S.  Homfrary  &  Co..     .     • 

70 

8  to  10 

630 

97 

75  to  80 

7,469 

70 

35  to  40 

2,625 

9 

800 

7,200 

5 

•  • 

450 

Romney  Iron  Company     . 

.  • 

• . 

. . 

•  • 

• » 

•  • 

208 

•  • 

2,176 

6 

•  • 

6,600 

Mr.  Morrison     .... 

240 

8  to  9 

2,040 

Mr.  Roger  Lewia  •     •     . 

125 

8 

1,000 

Mr.  Cartwright      .     •     . 

210 

8  to  10 

1,890 

Mr.  Crawshaw  Baillie      . 

200 

8  to  10 

1,800 

Ebbw  Vale  Iron  Company. 

50 

8 

4,000 

•  • 

•  • 

•  • 

IS 

50 

750 

6 

800 

4,800 

5 

• . 

450 

18 

60 

1,080 

•  • 

•  • 

•  • 

25 
30 
34 
20 
20 

45 

30 

1,125 

900 

1,020 

160 

500 

•  • 

•  • 

•  • 

5 

•  • 

lOO 

Cwm   Calvn   and  Blaina 
Iron-works. 

20 

10 

200 

•  • 

•  • 

•  • 

30 

450 

2 

•  • 

1,600 

4 

300 

20 

7-20 

9 

180 

7 

4 

280 
120 

185 

8  to  10 

1,665 

Mr.  RusteU 

370 

8  to  10 

3,330 

Mr.  John  Jones.     •     •     • 

73 

8  to  10 

657 

Mr.  Joxeph  Jones   •     •     . 

70 

8  to  10 

630 

Various    parties    for    the 

•  • 

•  • 

•  • 

•  • 

, , 

•  t 

•  • 

»• 

••• 

•  • 

• . 

76 

10 

760 

haulage    of    goods    and 

passengers  on  the  tram- 

ways. 

Total     .     . 

3,477 

•  • 

34,556 

97 

•  # 

7,469 

492 

•  • 

11,006 

23 

•  • 

20,200 

95 

•  • 

^,060 

Digitized  by 


Google 


APPENDIX  to  REPORT  of  the  COMMISSIONERS  of  RAILWAYS. 


177 


Abstbact  ov  PBSOBDmo  Acoomrr. 

No. 

Coal-waggoni  on  4  wheelt      •     • 

,y        ,y        8whoeU     •     • 

Waggont  Cdt  iron    •     •     •    •     • 

If  itcelUneout  Waggons     •     •    • 


Total  wnggont 


Loeomotif •• « 


4,161 


Total 


ValM. 

£34,556 

7,469 

11,066 

2,060 

£55,091 

20,200 

£75,291 
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Appendix  B. 
Tablb  showing  the  Length  and  Nature  of  Tramroads  communicating  with  and  bringing  Traffic  to  the 
Monmouthshire  Railway  and  Canal  Company's  Tramroads,  and  showing  the  distance  from  Newport 
to  the  Points  of  Junction,  and  the  amount  of  Traffic  conveyed  to  these  Points  of  Junction  in  the  Year  1848. 


NAME. 


ttrhowy    •     •     •     •     . 
Penllwyn,  or  Mr.  Jonos*!. 


SSir  B.  HaU  y 


Viciotia  Iron  Company  •     •     •     • 
KUnr  Vale  Company      •     •     •    • 


ICr.  Rnsseirs 

Blaina  and  Cwm  Cellyn  Works « 

Nant-y-glo 

BsscaConieries 

CnunKn  and  Abercam    •     •     • 


ToUl 


Length. 


Miles. 
21i 

13 


i4* 


it 


72* 


Ruling  Gradient. 


linSS 
lin98 
1  in  156 


lin54 
lower  4  miles  a] 
afterwards 
1  in  140. 

1  in  1 70  . 

Iin32 

Tin  50 


Nature  of  Cur? ei. 


Sharp 

Least  radius  2^  chains 

Least  radius  less  than 

1  chain,  hut  generally 

of  an  aTorag^  nature. 


:Veiy  sharp 

Least  radius  8  chains. 

Average 


Sharp 


Net  Amount  of  Traffic 
conveyed  to  Junction  with 

Companies'  lines  from 
each  Road  in  the  Year  1843. 


Iron, 


Tons. 
34,739 
21,281 
22 


►  26, 


071 


51,083 

4,655 
1,843 


139,732 


Coals.      Sundries. 


Tons. 

106,635 

51,805 

50,201 


96,230 


26,610 


38,521 

67,228 
76,177 


513,407 


Tons. 

99 
28,955 

99 


381 


2,978 


13,473 

3,507 
11,824 


61,316 


Length  of  Canal 
Company's  Roads 
connectingit  with 
Shifiping  Places, 

including 

Sir  C.  Morgan*s 

Park  Mile. 


Miles. 
9 


7* 


20 

22 
Avera)^  11 


109 


NoTB,— Those  marked  (*)  axe  principally  about  the  works,  but  are  stated  to  be  of  the  same  gauge  as  the  Company *s  roads. 


Office  of  Cammisiioners  of  Railways,  Whitehall^ 
Sir.  -4pn/ 26, 1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  accom- 
panying copy  of  the  report  made  to  them  by  Captain  Simmons,  after  his  inquiry  into  the 
circumstances  attending  the  differences  between  the  Monmouthshire  Railway  and  Canal 
Company,  and  c^ain  of  the  freighters,  and  to  express  the  hope  of  the  Commissioners  that  the 
observations  and  suggestions  it  contains  connected  with  thsit  subject  may  lead  to  such  an 
adjustment  of  those  mfferences  as  may  prove  satisfactory  to  all  the  parties  interested. 

I  am  also  to  request  you  to  call  the  particular  attrition  of  the  Directors  of  the  Company 
to  the  other  observations  contained  in  tnat  report,  relating  principally  to  the  management 
of  the  line  and  the  precautions  that  will  be  necessary  to  ensure  the  public  safety,  before  it  is 
opened  for  traffic  with  locomotive  engines. 

I  have,  &c.. 


The  Secretary  of  the 

Monmouthhire  Railway  and  Canal  Company* 


H«  D.  Harness, 

Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  -4^^26,1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  en- 
closed extracts  from  the  report  made  to  them  by  Captain  Simmons,  after  inquiring  into  the 
circumstances  complained  of  in  your  memorial  of  the  9th  February  and  subsequent  commu- 
nicatipns,  and  to  express  their  hope  that  the  suggestions  made  hj  Captain  Simmons  may  lead 
to  such  an  adjustment  of  your  differences  with  tiie  Monmouthshire  Railway  and  Canal  Com- 
pany as  may  prove  satisfactory  to  both  parties. 

I  have,  &c., 
H.  Marsh,  Esq.,  H.  D.  Harness, 

^c.    ic.  Capt.  Royal  Engineers. 
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Appendix  No.  74.  Office  of  CommissUmers  of  Railways,  fFhitehall, 

^     —\^        Sir,  Jpril  26,  1849. 

Rdlway  and  Canal  I  have  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 

Company.  extracts  from  the  report  naade  to  them  by  Captain  Simmons,  after  inquiring  into  the  circum- 
stances complained  of  in  the  memorial  forwarded  with  your  letter  of  the  2§th  ultimo,  and  to 
express  their  hope  that  the  suggestions  mad^  by  Captain  Simmons  may  lead  to  such  an  adjust- 
ment of  the  diflferences  between  the  memorialists  and  the  Monmouthshire  Railway  Company 
as  may  prove  satisfactory  to  all  parties. 

I  have,  &c., 

W.  TTunnpim,  Egq^^MF^  WbitebaU-pIace^  H.  D.  Harness, 

Capt.  Royal  Engineers. 


Sib,  Newport,  April  28,  1849. 

I  HATE  the  boEiottr  to  acknowledge  the  receipt  of  your  eonummication  of  the  2Bth9  and 
a  copy  of  th*  report  of  Cafrtain  Sinnmons  to  the  Kailway  Commissioners,,  ia  reference  totbe 
MonmeuthBhifc  Railway  and  CaAal  Company's^  railway  and  tramroadft,  and  the  CQaupa]iy'&. 
requiremfints  with  regard  to  the  mineral  waggons  to  be  used  thereon,  and  for  which  I  b^  to 
tender  to  you  my  thwk& 

I  avail  myself  of  tfais^  opportunity  to  observe,  that  I  fully  concur,  and  have  every  reason  to 
hope  and  believe  the  Directors  of  the  Company  will  concur,  in  the  views  taken  by  Captain 
ISmnmons^  which  I  believe  to  be  sound  and  judicious,  and  calculated  to  promote  the  interests  of 
the  Company  and  the  freighters,  as  well  as  conduce  to  the  welfare  of  the  district  generally. 

There  are  many  difficulties,  however,  which  the  Company  will  have  to  encounter  in  adopting 
the  suggestions  of  Captain  Simmons,  one  of  the  greatest  of  which  wiU  be  the  procurement  of 
the  means-  neceouiry  for  giving  effiMst  to  them*  By  the  provisions  of  the  Com^papy^s  Act  of 
1848  (see  clause  27,  p.  26),  the  Commissioners  of  Railways  are  empowered  to  direet  Att 
application  of  surplus  revenue  for  certain  purposes^  and  amongst  them,  to  the  '*  construction 
of  any  new  works,  or  in*  any  improvements  of  the  existing  w<Nrks  of  the  said  Company*  other  than* 
ordinary  maintenance  and  repairs ;"  and,  as  the  Directors  wiU  meet  on  Wednesday  next  to 
consider  the  report  and  adopt  such  measures  as  they  may  deem  advisable,  you  will  perhaps  do 
me  the  favour  f  o  inform  me  whether,  as  the.  Company  have  no  special  power  to  borrow  BKUiey 
for  an  eccentric  layer  of  edjge  rails,  and  the  sums  they  are  authorized'  to  raise  will,  in  ail  pn^ 
bability,  be  fully  absorbed  ia  the  works^  &c.,  they  are  obliged  to  erect,  the  Railway  Commis^ 
sioners  would  saootioB  the  appropriation  of  surplus  revenue,,  if  any  there  should  be,  for  defnp 
ing  tha  additional  cost  which  the  adoption  of  Captain  Simmons'  sugsestions  would  involve,  to 
enable  me  to  speak  to  them  definitely  upon  so  important  a  points  I  flatter  myself  that,  you 
and  the  Commissioners  wiU  eoitteide  in  opinion  with  me,  that  suah*  an  appropriation  of  surplus 
revenue  would  be  consonant  with  every  principle  of  equity  and  justice,  as  the  laying  down  of 
an  edee^rail,  in*  addition  txr  a  tram^^ate,  would  be  an  expense  not  contemplated  when  tW  Ast 
was  obtained,  and  for  the  laying  of  which  no  fund  is  provided.  The  appropriation  of  surjdm 
revenue  by  the  mode  suggested  would  conduce  to  the  benefit  of  all  parties,  both  the  Company, 
the  freighters,  and  the  public. 

The  suggestions  of  Captain  Simmons  with  respect  to  the  working  of  the  lines  will,  I  have 
no  hesitation  in  saying,  receiye  the  attention  of  the  Directors,  with  a  view  to  their  complete 
adoption.  There  are  two  questions  in  connexion  with  this  part  of  the  subject  upon  whicb  I 
should  be  greatly^  obliged  by  }Eour  advice  :  are  the  Company  to  be  held  irnasponaible  for  any 
accid^t  or  misfortune  mat  may  happen  to  the  present  trains,  or  any  consequential  danger,  sar 
that  such  accident  or  misfortune  doas  not  result  from  tha  carelessnesa  or  mitconcUict  of  the 
Company's  senmita  or  the  Compaigr's  plant  ? 

And  are  any  of  the  present  trains,  if  broken  down  he&xre  the  appointed  time  for  the  disMSV. 
of  them,  to  be  repaired  and  s^^  employed  ? 

The  concltwion,  in  eaeh  case  at  which  I  have  arrived  is  that  of  a  negative ;  but  it  would 
be  more  satisfactory^  were  jtm.  to  favour  ma*  with  your  opinion  for  the  information  of  the 
Dnrectory. 

I  hufey&G^. 

Capt.  Hamessj  R.E.,  B.  Ruscob,  Secretary, 

^c.        ^c. 

Office  of  Commissioners  of  Railways,  Whitehall^ 
Sir,  -4/^7  30,1849. 

I  HA¥B  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  28th  instant,  and  to  express  to  you  their  satisfaction  that  the  report  made  by 
their  officer  is  likely  to  lead  to  an  adjustment  ot  the  difierences  between  the  Monmouthshire 
Railway  and  Canal  Company  and  the  owners  of  mineral  works  using  the  line.  But  with  refer- 
ence to  your  question  respecting  the  disposal  of  the  Company's  surplus  revenue  under  the  pro- 
visions of  the  27th  section  of  their  Act  of  1848,  the  Commissioners  can  express  no  opinion  until 
there  is  a  surplus  and  a  formal  application  made  on  the  subject  to  them  under  that  section. 

I  am  also  to  inform  you  that  the  Commissioners  must  decUne  answering  the  questions  of 
law  referred  to  in  your  conununication,  upon  which  the  Company  should  twe  the  opinion  of 
their  legal  adviser. 

I  have,  &c.. 

To  the  Secretary  of  the  H.  D.  Harness, 

Monmouthshire  Railway  and  Canal  Company.  Capt.  Royal  Engineers. 
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Sir,  Newport,  Jihy  8, 1849.       Appendix  No.  74. 

At  the  foot  hereof  I  have  the  honour  to  transmit  to  you  a  copy  of  a  resolution  adopted     Momnouthsfaire 
at  a  meeting  of  the  Monmouthshire  Railway  and  Canal  Company,  held  on  the  2nd  instant.        Rmilwsy  and  Canal 

I  have,  &c.,  Compnay. 

Capt.  Simmons,  B.K,  R.  lUrsoos,  Secntary. 

At  a  meeting  of  the  Committee^  held  on  the  2nd  instant. 

It  vms  r9sohed, 

**  That  the  thanks  of  this  meeting  be  given  to  Ci^tain  Sinmions  for  his  patient  investigation 
-ttfid  able  report^  and  that  the  chief  derk  do  communicate  to  him  this  Resolution.** 


AfVSNDIX  No.  75.  Appendix  No.  75. 

»rd,  Worci 

i^olverham 

Railway. 


Oxford,  Worcester, 
OXFORD,  WORCESTER.  AND  WOLVERHAMPTON  RAILWAY.  &  Wolverhampton 


Stewarcts  Office,  Bleiiheim  Palace, 
Gkmtuiuk,  August  30, 1849. 

In  accordanee  wilb  nlnictions  received  from  His  Grace  the  Duke  of  Marlborongii,  I 
beg  to  forward  jou  the  inclosed  JBeaaaoriaL 

I  bav^  &c.| 

:2k  Urn  Canmirnkmen^BaikDeiyM,  ISL  HAUtit. 


Vkndmm,  AuffU!8t  28,  1S49. 

The  MmoBiAL  of  the  undersigned  Landowner  on  the  Line  of  the  Oxford,  Worcester,  and 

Wolverhampton  Railway, 

Showbtii, 

That  orders  "have  been  issued  by  the  Oxford*  Worcester,  and  Wolverhampton  Rail- 
way Company  to  their  contractors  to  stop  the  works  on  the  said  railway  throngbout  the  whole 
lin^  which  orders  ajce  notoriously  caused  l^  their  iiaring  no  funds  at  their  conunaiid  to  enable 
them  to  proceed  with  the  same. 

That  serious  injury  and  inconveni^ioe  k  felt  by  the  proprietors  through  yjAnom  lands  the 
line  passes,  and  by  the  inhabitants  generally  of  those  districts  where  roads  are  diverted  and  left 
unfinished^  communications  impeded,  and  grievous  trespass  endured^  in  consequence  of  the 
state  of  the  works  upon  the  line.  « 

That  by  the  131st  section  of  the  Act  for  making  the  said  railway  it  is  provided*  that  in  the 
event  of  tne  Company  thereby  incorporated  neglecting  to  proceed  tnerewith  in  such  manner  as 
to  afford  a  rea^nable  security  for  the  oompletiOB  thereof  within  the  time  limited  by  the  Act, 
it  shall  be  lawful  for  the  Board  of  Trade  to  require  the  Great  Western  Company  (in  connexion 
with  which  ^biB  rvSimw  is  to  be  made)  to  enter  upon  the  railway  and  complete  the  same. 

The  undersigned,  therefore,  trusts  that  the  Commissioners  will,  without  delay,  proceed  in 
the  manner  dii^cted  by  Pariiament,  and  thns  secure  to  him,  smd  the  public  genendlyy  the  use 
isS  thd  said  railway  within  the  time  prescribed  by  die  Act. 


To  the  AOway  Commdssiamn%  MAtOBOROMlL 

ire  Sfc. 


Office  of  Commissioners  of  Raihcays, 
Sir,  August  31, 1849. 

I  KAve  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  30th  instacit,  transmitting  a  memorial  from  His  Grace  the  Duke  of  Mail- 
boroogh,  and  to  inform  you  that  the  Commissieners  will  conununicate  with  the  respective 
Railway  Companies  on  the  subject  of  that  memoriaL 

I  have^  &c., 

Mr.  Harris,  H.  D.  HuKNaas, 

BlmMmJParkj  Wsodwtoek.  £!(^  BoyalJSh^imef^. 


To  THE  HONOURABLB  CoUMlSSIOlTERS  OF  RaILIVATS. 

The  Mbmoeial  of  the  undersigned  Landowners,  and  others,  inhabitants  of  Charlbury  and 
vicinity,  on  the  line  of  the  Oxford,  Worcester*  and  Wolverhampton  Railway^ 

Showsth, 

That  understanding  that  orders  have  been  issued  by  the  Oxford,  Worcester,  and 
Wolverhampton  Railway  Company  to  their  ciMitFactors  to  stop  the  works  on  the  sdd  n^way 
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Appendix  No.  75.    throughout  the  whole  line,  which  orders  are  notoriously  caused  by  their  having  no  funds. «t 

•—  their  command  to  enable  ttiem  to  proceed  with  the  same. 

&  Wolv^um^tra'       That  serious  injury  and  inconvenience  are  felt  by  the  proprietors  through  whose  lands  the 
Railway.  ^^^^  passes,  and  by  the  inhabitants  eenerally  of  those  districts  where  roads  are  deserted  and 

left  unfinished,  communications  impeded,  and  grievous  trespass  endured,  in  consequence  of  the 
state  of  the  works  upon  the  line. 

That  by  the  131st  section  of  the  Act  for  making  the  said  railway,  it  is  prorided  that,  in  the 
event  of  the  Company  thereby  incorporated  neglecting  to  proceed  tnerewitn  in  such  manner  as 
to  afford  a  reasonable  security  for  the  completion  thereof  within  the  time  limited  by  the  Act, 
it  shall  be  lawful  for  the  Board  of  Trade  to  require  the  Great  Western  Company^  in  oonnexiqpi 
with  which  this  railway  is  to  be  made^  to  enter  upon  the  railway  and  complete  the  same. 

The  undersigned,  therefore,  trust,  that  the  Commissioners  will,  without  delay,  proceed  ia 
such  manner  as  may  secure  to  them,  and  the  public  generally,  the  use  of  the  said  railway 
within  the  time  prescribed  by  the  Act« 
And  your  memorialists  wul  ever  pray. 

[Here  follow  53  signatures.] 
Memorials  of  the  same  purport  were  received  from  Burford,  Stow,  Moretonoin-the-Marsh, 
Evesham,  Shipston-on-Stour,  Campden,  Long  Compton,  and  J.  Brash^  Esq. 


Office  of  Camvdmoneri  of  BailwaySf  Whitehall, 
Mt  Lord,  August  31^  1849. 

I  HAyE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
a  memorial,  signed  by  yourself  and  other  inhabitants  of  Charlbury  and  its  vicinity,  and  to 
inform  you  that  the  Commissioners  will  communicate  with  the  respective  Railway  Companies 
on  the  subject  of  that  memorial. 

I  have,  &c., 

7%e  Right  Hon.  Lord  Churchill^  H.  D.  Harnbss, 

Combury  Parh,  Emtone.  Capt.  Boyal  Engineers.  ^ 


Office  of  (kmwissic/neTS  of  Railways,  WhitehcXL^ 
Sir,  September  1, 1848. 

I  HAys  been  directed  by  the  Commissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  memorial  addressed  to  them  by  His  Grace  the  Duke  of  Marlborough ;  and  also  the 
enclosed  copy  of  a  memorial  addressed  to  them  by  the  inhabitanto  of  Charlbury  and  its  vioinity, 
and  to  request  the  observations  of  the  Company  thereon  with  as  little  delay  as  pos»ble. 

I  have,  &e., 

H.  D.  Harness, 
The  Secretary  of  the  Capt.  Royal  Engineers. 

Oxford,  frorcester,  and  Wolverhampton  Railway  Company. 


Office  of  Commissioners  tf  Railways,  Whitehall^  / 
Sir,  September  1,  1849. 

I  HAyE  been  Erected  by  the  Conunissioners  of  Railways  to  forward  to  you  the  enclosed 
copy  of  a  memorial,  addressed  to  them  by  His  Grace  the  Duke  of  Marlborough ;  and  also  thb 
enclosed  copy  of  a  memorial  addressed  to  them  by  the  inhabitants  of  Charlbury  and  its  vidnitT, 
and  to  request  the  observations  of  the  Company  diereon  with  as  little  delay  as  posrible. 

I  have,  &c.. 
To  the  Secretary  of  the  H.  D.  Harness, 

Great  Western  Railway  Company.  Capt  Royal  Engineers. 


Great  Western  Railway  Company,  Paddington^ 
SiR^  September  13, 1849. 

I  HAys  submitted  t(f  the  Board  of  Directors  your  letter  of  the  1st  instant,  enclosing 
copies  of  two  memorials  (to  the  same  effect),  addressed  to  the  Railway  Commissioners  by  the 
Duke  of  Marlborough  and  the  inhabitants  of  Charlbury  and  its  vicinity,  on  the  subject  of  the 
Oxford,  Worcester,  and  Wolverhampton  Railway. 

I  am  desired  by  the  Directors  to  acquaint  you,  that  in  the  present  depreciated  state  of  rail- 
way property  generally,  such  is  the  consequent  difficulty  of  raising  capital  to  construct  new 
lines  authorized  by  Parliament,  that  it  is  out  of  the  power  of  this  Company  to  undertake  the 
provision  of  funcb  to  complete  the  Oxford,  Worcester,  and  Wolverhampton  Kailway,  even  if  the 
Act  had  conferred  upon  them  (which  it  has  not)  specific  provisions  for  that  object 

This  Company  have  already  done  all  in  their  power  to  faciUtate  the  construction  of  that 
undertaking,  by  a  lease  at  a  fixed  rent  for  the  whole  Une  when  completed;  and  it  is  by  no 
means  improbable,  as  it  seems  to  this  Board,  that  the  Directors  of  that  Company  will  even- 
tually \)e  able  to  accomplish  it,  although  with  much  difficulty,  when  the  existing  embarrass- 
ments attending  railways  shall  have  diminished. 

While  this  0)mpany  considers  itself  pledged  to  perform*  all  its  engagements,  and  are  pro* 
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eeeding  with  caution  and  prudence,  in  order  that  the  means  may  be  gradually  found  to  carry    Appendix  No,  75. 
out  what  is  essentially  necessary  in  the  lines  which  they  have  themselves  undertaken,  it  cannot  -—' 

be  consistent  with  their  duty  to  hold  out  a  prospect  of  raising  money  to  assist  other  Companies  2,^  j    lii  "^nton 
in  prosecuting  their  works.  RiSwiwr 

It  b^ine  the  declared  policy  of  the  Government  under  existing  circumstances  to  retard  rather 
than  accelerate  the  outlay  of  capital  for  new  railways,  the  Board  think  it  more  likely  that  the 
ejects  of  the  memorialists  will  oe  attained  if  the  Railway  Commissioners  leave  the  Oxford, 
Worcester,  and  Wolverhampton  Company  free  to  make  progress  with  portions  of  their  line,  as 
they  may  from  time  to  time  find  best  suited  to  their  financial  position,  without  attempting  to 
accomplish  it  by  any  such  interference  as  is  suggested  in  the  memorials. 

I  have,  &c., 

Copt.  Harness,  RE.,  Chas.  A.  Saunders, 

^e.        §fe.  Secretary. 

Office  of  Commissioners  ofJRailvoays,  Whitehall, 
Sir,  September  19,  1849. 

I  AM  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of  your 
letter  of  the  13th  instant,  relative  to  tlie  memorials  from  the  Duke  of  Marlborough  and  the  inhabit* 
ants  of  Charlbury,  complaining  of  the  non-completion  of  the  Oxford,  -Worcester,  and  Wolver- 
hampton Railway ;  and  with  reference  to  that  part  of  your  letter  in  which  you  state  that,  by 
the  Oxford,  Worcester,  and  Wolverhampton  Railway  Act,  jno  provision  is  made  for  enabling 
the  Great  Western  Railway  Company  to  raise  the  requisite  funds  for  the  construction  of  the 
railway,  I  am  instructed  to  inquire,  whether  the  Great  Western  Railway  Company  do  not  con- 
sider diat  (if  called  upon  by  the  Commissioners,  under  the  131st  section  of  the  Act  8  and  9 
Vict.,  c.  184,  to  enter  upon  the  railway  and  proceed  vnth  the  construction  thereof,  and  exercise 
all  or  any  of  the  powers  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  with 
relation  thereto)  the  Great  Western  Railway  Company  would  have  the  power  of  making  calls 
on  the  shareholders  of  the  Oxford,  Worcester,  and  Wolverhampton  Kailway  Company ;  and 
whether  in  such  case  they  would  not  have  the  means  of  completing  the  railway;  for  although, 
as  the  Commissioners  are  informed,  neariy  the  whole  of  the  original  capital  of  the  Oxford, 
Worcester,  and  Wolverhampton  Railway  Cfompany  has  been  already  called  up ;  yet  it  appears, 
by  subsequent  Acts  of  1846  and  1848,  the  provisions  of  which  are  taken,  subject  to  those  of 
the  Act  of  1845,  that  Company  have  been  authorized  to  raise  a  considerable  further  amount  of 
capital  for  the  purposes  of  the  railway,  which  has  not  yet  been  called  up. 

I  have,  ftc.4 

T\>  the  Secretary  of  the  H.  D.  Harnbss, 

Great  Western  Railway  Company.  Copt.  Royal  Engineers. 


Paddinyton  Station, 
Sib,  October  5,  1849. 

I  HAVB  submitted  to  the  Board  of  Directors  your  letter  of  the  19th  ultimo,  requesting 
to  know,  for  the  information  of  the  Railway  Commissioners,  whether  this  Company  consider 
that  they  have  the  power  of  making  calls  on  the  shareholders  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company;  and  in  such  case,  whether  they  would  not  have  the  means  of  com* 
plettBg  that  railway? 

I  am  desired  to  acquaint  that  there  is  not,  as  the  Directors  of  this  Company  believe,  any 
compulsory  power  upon  the  shareholders  of  the  Oxford,  Worcester,  and  Wolverhampton  Com- 
pany  to  pay  more  capital  for  the  completion  of  tliat  railway  than  the  sum  which  they  originally 
agreed  to  subscribe— which  it  is  understood  has  been  already  called  up  and  expended  by  the 
Directors  of  that  Company. 

Under  such  circumstances  it  does  not  appear  to  this  Board  that  they  can  possess  any  means 
of  completing  that  railway  in  the  manner  suggested  by  your  inquiry,  even  although  it  may  be 
competent  to  the  shareholders  of  that  Company,  under  subsequent  Acts,  to  agree  among  them-* 
selves  to  raise  further  capital  to  carry  out  their  undertaking,  and  to  determine  the  conditions 
upon  which  it  is  to  be  raised. 

I  have,  &c., 

Capt.  Harness,  R.K,  Chas.  A.  Saunders, 

Sfc.        ffc.  Secretary. 

Batsford  Park,  Moretonrin^Marsh^ 
Gbktlbmen,  September  14,  1849. 

I  ENCLOSE  a  memorial  to  you  from  the  town  of  Charlbury,  which  I  have  been  requested 
to  take  charge  of.  The  parties  are  anxious  that  you  should  compel  the  Great  Western  Com- 
pany  to  complete  the  Oxford,  Worcester,  and  Wolverhampton  Railway,  as  they  are  bound  to 
do  by  Act  of  Parliament  at  your  command,  whenever  the  Oxford  and  Worcester  Company 
neglect  to  proceed  with  their  works,  so  as  to  afford  a  reasonable  security  for  the  completion  of 
the  line  within  the  time  limited  by  the  Act,  All  the  works  are  now  suspended  by  order  from 
the  Directors,  and  the  contractors  are  proceeding  to  sell  off  all  their  plant,  horses,  &c.  I  under* 
stand  that  a  similar  memorial  was  forwarded  to  you  some  weeks  ago  from  other  parties  in  Charl"* 
bury,  who  have  been  informed  by  you  that  you  had  communicated  the  same  to  both  Compa- 


Digitized  by 


Google 


182        APPENDIX  to  REPORT  of  the  COMMISSIONERS  o/EAILWAYS. 

Appendix  No.  79.   tnes.    Other  memorials  will  be  shortly  sent  to  you,  and  I  take  this  opportunity  of  addressuigr 
— —  yon  on  -flie  sabject. 

^w!3hwl?^'°^**^*  I  truart  that  you  irill  not  any  loager  content  yourselves  with  giving  notice  of  these  applica- 
SiHway^^'^  tions  to  the  two  Companies,  and  waiting  for  their  answers  (which  is  just  doing  nothing  at  all), 
%ift  that  some  immedTiate  inquiry  will  be  made  by  you  into  the  state  of  things,  in  ordar  tbat  you 
way  act  promptly.  Whatever  is  to  be  done  had  better  for  all  parties  be  done  quickly.  There 
0  "a  mtllion  and  a  half  expended  already,  on  which  no  interest  is  now  paid,  or  can  be  till  ih%  line 
{s  finished ;  and  the  indemnity  which  will  be  claimed  by  the  contractors  fbr  leaving  their  works, 
and  the  charge  which  nrast  be  incurred  on  their  return,  or  on  any  new  contractor  resuming  the 
works,  may  be  to  a  great  extent  avoided  by  decisive  action  on  your  part,  and  llie  real  interest 
of  all  concerned  in  both  Companies  be  thus  promoted.  On  the  part  of  the  public,  and  of  the 
landowners  wiu>se  estates  .afe  Interfered  with,  I  also  applv.  The  public  communications  aze 
seoDtaly  interrupted,  and  in  some  cases  made  dangerous,  by  unfinished  works ;  and  the  injury 
and  nuisance  wtuch  is  sustained  by  the  proprietors  is  very  great,  and  must  increase  if  the  line 
is  abandoned,  and  left  without  any  charge  being  taken  of  the  fences,  watercourses,  &c.  For 
these  reasons  we  call  upon  you  to  interfere  promptly.  The  Act  directs  you  to  do  so,  when- 
ever you  are  of  opinion  that  the  Company  fail  to  proceed  so  as  to  afford  a  reasonable  security 
for  the  completion  of  the  line  within  the  specified  time ;  and  we  earnestly  hope,  therefore,  xhaX 
you  will  forthwidi  institute  such  an  inquiry  as  may  enable  you  to  satisfy  yourselves  whether 
such  is  aot  now  the  case. 

I  have,  &C., 

To  <fte  Commiuionert  qfEaHways,  Redemoaim. 

The  Memorial  of  the  undersigned  Landowners  and  others,  inhabitants  of  Chadbury,  on  the 
li«e  of  the  Oxford,  Woiv^ester,  and  Wolverhampton  Railway^ 


That  orders  have  been  issued  by  the  Oxford,  Worcester,  and  Wolverhampton  Railway 
CSompany  to  their  contractors,  to  stop  the  worics  on  the  said  railway  throughout  the  whole 
line,  which  orders  are  notoriously  caused  by  their  having  no  funds  at  their  command  to  enable 
tliem  to  proceed  with  the  same. 

Tbat  serious  injury  and  inconvemence  are  felt  by  the  proprietors,  through  whose  lands  the 
Jine  passes,  and  by  tiie  inhabitants  generally  of  those  districts  where  roads  are  diverted  and 
left  unfinished,  communications  impeded,  and  grievous  trespass  endured  in  consequence  of  th^ 
state  of  the  works  upon  the  line. 

That,  by  the  131st  section  of  the  Act  for  making  the  said  railway,  it  is  provided,  that  in  the 
event  of  the  Company  ^reby  incorporated  neglecting  to  proceed  dierewith  in  such  mamier  ais 
to  aifford  a  reasonable  security  for  the  completion  thereof,  within  the  time  Umited  by  the  Act, 
it  shall  be  lawful  for  the  Board  of  Trade  to  require  the  Great  Western  Company,  in  connexion 
with  which  this  railway  is  to  be  made,  to  enter  upon  the  railway  and  complete  the  same. 

The  undersigned  therefore  trust  that  the  Commissioners  will,  without  delay,  proceed  in  the 
manner  directed  by  Parliament,  and  thus  secure  to  them,  and  the  public  generally,  the  use  4if 
the  said  railway  within  the  time  prescribed  by  the  Act. 

£Here  follow  112  signatures*] 


Office  of  Commissioners  of  Raiboays,  Wkitekatt, 
My  Lord,  .  September  17,  1849. 

I  HAVB  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
ftnxr  letter  dt  the  14th  instant,  forwarding  a  memorial  from  certain  landowners  and  inhabit- 
ants of  Charlbury,  complaining  of  the  injury  and  inconvenience  occasioned  by  the  unfinished 
state  of  the  works  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway,  and  requesting  the 
OiommissionerB  to  call  upon  the  Great  Western  Railway  Company  to  enter  upon  tiie  railway 
andxnnnplete  the  same,  under  the  provisions  of  the  l3lst  section  of  the  Oxford,  Worcester, 
and  Wolveriiampton  Railway  Act.  And  I  am  to  inform  your  Lordship,  &at  the  subject  is 
tinder  the  consideration  of  the  Commissioners. 

I  have,  &c.. 

The  Right  Hon.  Lorfi  Bedesdak.  H.  D.  Harness, 

8'c.  g-c.  Capt.  Boyd  JEnffhteen. 


Batsford  Park, 
Gbntlemer,  October  25,  1849. 

I  HATS  been  peqoested  to  forward  the  enclosed  memorial  to  you,  which  has  been  got 
up  in  the  town  of  Evesham,  and  signed  by  ahnost  every  landowner  and  tenant  in  the  nei^h* 
bomrhood,  praying  that  you  will  interfere  and  <x>mpd  the  Great  Western  Company  to  comj&le 
the  Oxford,  Worcester,  and  Wcdrerhampton  line  according  to  the  provisions  4k  the  Act. 

As  it  is  now  some  time  since  I  first  ^dressed  yoii  on  the  subject,  I  hope  that  you  will 
excuse  me  if  I  ask  what  has  been  done  upon  it,  and  what  you  propose  to  do.  The  question  is 
one  of  vital  importance  to  those  who  are  suffering  under  the  naisanees  we  complain  of,  and  the 
remedy  ought  not  to  be  delayed. 

Parliament  has  made  you  the  guardians  of  the  public  in  all  railway  matters,  and  in  this 
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parfienlar  insUtnce  by  s  special  enactment.     We  have,  therefore,  a  right  to  demand  the  exoi*    Appendix  Ko.  7^ 

ii»t  efthe  pow«is  confided  to  you,  if  you  are  satisfied  that  the  works  are  suspended  without  any  

reasonable  proqpect  of  beiag  resumed.     I  wish*  therefore,,  to  know  whether  you  doubt  th^  G'xfbrd,  WoRWi^sr, 
beiag  the  case,  and  require  any  evidence  oo  the  subject— or  being  satisfied,  propose  to  proceed  *^     D^j2J^'^ 
in  the  manner  pointed  out  in  the  Oxford,  Worcester^  and  Wolverhampton  Railway  Act,  1845,  "^ 

If  you  feel  any  unwillingness  to  take  at  once  the  decided  step  of  ordering  the  Great  Westenv 
to  complete  the  line,  much  good  might  be  done  by  informmg  them,  that  unless  the  works  hxo, 
gone  on  with  by  the  Oxford,  Worcester,  and  Wolverhampton  Company  within  a  given  time,  it 
will  be  your  duty  to  compel  them  to  undertake  the  task.  The  Directors  of  the  Oxford,  Wor- 
cester, and  Wolverhampton  do  not  wish  to  have  their  line  delivered  over  to  the  Great  Western, 
to  finish  at  their  own  charges,  and  the  Great  Western  refuse  all  proposals  for  arrangements 
made  by  the  other  party,  however  reasonable.  An  intimation  from  you  of  the  nature  I  suggest 
will  probably  have  a  beneficial  effect  on  both  parties,  and  lead  to  the  work  being  resumed ; 
but  to  be  efl^ctual  a  definite  time  must  be  named  beyond  which  you  will  admit  of  no  excuse. 

I  have,  &c., 

7a  Um  SaHway  Cemmmiomfts.  Redssdalb. 


The  Memorial  of  the  undersigned  Landbwnenr  and  others  <m  the  fine  ol  the  Oaferd> 
Worcester,  and  Wolverhampton  Railway, 

SaowmxH* 

.  That  orders  have  been  issued  by  the  Oxford,  Worcester,  and  Wolverhampton  Railway 
Gompaay  to  their  eontiactors,  to  stop  the  works  oathe  said  railway  throughout  the  whole  Unc^ 
which  orders  are  notoriously  caused  by  their  having  no  funds  at  dieir  disposal  to  enable  then^ 
to  preceed  with,  the  said  works. 

That  serious  injuiy  and  inconvenience  is  felt  by  the  proprietors  through  whose  land  the  line 
paa089,  and  by  the  kmabttaiits  of  those  districts  where  roads  are  diverted  awl  left  unfinished^ 
cvnmuinieatioas  impeded,  and  grievous  trespassi  endured^  ia  consequrnce  o£  the  unfinished  staOo 
of  the  works  upon  the  )ia». 

That,  by  the  131st  section  of  the  Act  for  making  the  said  vailway,  it  is  provided,  that  in  the 
event  of  the  Company  thereby  incorporated  neglecting  to  proceed  therewith  in  such  manner  a» 
to  afford  a  reasonable  security  for  the  completion  thereof  within  the  time  limited  by  the  Act)  it 
shall  be  lawfiil  far  the  Board  of  Trade  to  require  die  Great  Westnm  Railway  Company^  in^ 
oomexioB  with,  wkieh  this  railway  is  to  be  made,  to  enter  upon  the  railway  and  complete  the 


Hie  und«rsigned,  thetefore^  pray  that  the  Commissioners  will>  without  delay>  proeeed  in  t&r 
laaniier  directed  hf  ParUament,  and  thus  secure  to  them,,  and.  the  public  gpnecall;,  the  use  of 
the  said  railway  withm  the  time  prescribed  by  tha  Aet» 

[Here  follow  83  aigiiatnresr^} 


My  Lord,  November  2,  1849. 

I  HAVB  been  directed  by  the  Commissioners  of  Roihf  i^s  to  ackoewlfeKlgB  the  veoetptt  of 
your  letter  of  the  25th  instant,  forwarding  a  memorial  fhmi  the  owners  and  occupiers  of  land 
m  the  neighbourhood  of  Evesham,  and  requesting  to  be  infoimed  what  stem  the CottUBissioaers 
propose  to  take  with  reference  to  the  request  urged  upon  them  by  this  and  by  other  memorials, 
diat  they  should  call  upon  the  Grreat  Western  Railway  Compeoy  to  complete  the*  OsKard, 
Worcester,  and  Wolverhampton  Railway,  under  the  promions  of  the  Act  of  Panliainent  by 
which  that  railway  has  been  sanetioned ;  and  to  inform  youv  Lordship  that  since  the  reoR|^ 
of  the  first  memorial  on  this  subject,  the  Commissioners  have  taken  such  steps  as  they  deemad 
expedient  to  obtain  the  information  th^  consider  necewniy  to  enable  them,  to  moke  their 
decision,  but  that  untQ  the  whole  of  the  requisite  informatioii  is  before  tl^m»  and  th^  hane 
carefully  consUered  it,  Aey  eannot  state  what  course  tbey  shall  adopt 

I  have^&c., 

25ie  Bight  Hm.  Lard  Bedetddle,  H.  D.  Habnb8b» 

^  ^c  Capt.  Boj/al  Enginmere. 


Office  of  Commissianers  of  SoxIwcbjs^  Whiiehan^ 
Sis,  September  17, 1849. 

I  HATS  been  durected  by  the  Cottrarissioners  of  Railways  to  inform  you  that  they  are 
derirous  to  receive  an  early  reply  to  the  letter  from  this  offioe  of  die  Ist  instant,  enclosing 
copies  of  the  memorials  addre£»ed  to  them  by  the  Duke  of  Marlborough  and  the  inhabitants 
dr  Charlbury ;  and  that  they  are  dso  desiroas>  with  reference  to  the  subject  of  those  memorials, 
to  receive  detailed  information  respecting  the  works  and  parts  of  the  line  completed,  the  works 
and  parts  of  the  Ime  in  progress,  and  the  works  and  pwt»  of  the  line  at  present  abandoned, 
with  the  reasons  for  such  abandonment. 

I  have,  ftc, 

J%e  Secretary  qf  the  H.  D.  HARiwsfl, 

Oxford,  Worcester,  and  WolverJumptcn  Railway  Company.  Capi.  Boyal  Bigineete. 
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Appendix  Wo,  75-    Sir,  JFarcester,  October  2,  1849. 

Oxford,  Worcoiiir,  Hatino  laid  before  the  Board  of  Directors  of  this  Company  your  letters  dated  the  Ist 

M  Wolverhampton   and  the  17th  ultimo,  and  the  copies  of  memorials  to  the  Commissioners  of  Railways  which 

Railway.  accompanied  the  former^  I  was  directed  by  the  Board  to  transmit  to  you  a  copy  of  their  report, 

dated  the  1st  of  June  last^  to  a  special  meeting  of  their  proprietors^  and  to  request  the  favour 

of  you  to  lay  the  same  before  the  Commissioners,  for  their  information,  as  to  all  matters 

connected  with  the  memorials  above  mentioned. 

I  have,  &a, 

Cig)t.  Samesi,  R,R,  Nokl  Thos.  Smith, 

§fc.        Sfc.  Secretary. 


Report. 

The  Directors  have  the  unpleasant  duty  to  report  to  the  shareholders  that  a  misunder- 
standing has  arisen  between  them  and  the  Directors  of  the  Great  Western  Railway  Company 
respecting  the  terms  upon  which  that  Company  undertook  the  lease  or  guarantee  of  the  Oxford, 
Worcester,  and  Wolverhampton  Railway  and  Branches.  And  inasmuch  as  they  see  no  pro« 
spect  of  any  immediate  arrangement  being  tnade  satisfactoiy  to  both  Companies,  the  Directors 
propose  to  lay  before  the  shareholders  the  substance  of  all  that  has  taken  place  in  the  nem- 
tiations  between  them,  to  enable  the  shareholders  to  form  their  own  opinion  upon  the  position 
in  which  this  Company  is  placed  with  respect  to  its  engagements  with  the  Great  Western 
Company,  and  to  come  to  a  determination  upon  the  best  course  to  pursue  for  the  protection  of 
their  interests. 

In  the  spring  of  the  year  1844,  several  gentlemen,  in  the  district  of  South  Staffordshire, 
anxious  to  obtain  better  railway  accommodation  than  was  at  that  time  afforded  them  by  the 
Grand  Junction  Railway,  the  only  one  then  passing  through  the  district,  and  the  London  and 
Birmingham  Railw^,  with  which  it  was  in  connexion,  and  has  since  been  amalgamated  under 
the  name  of  "  The  London  and  North  Western  Railway,"  united  with  gentlemen  residing  in 
or  near  the  towns  on  the  proposed  line  of  railway,  in  a  i<cheme  for  making  a  railway  from  the 
Great  Western  Kailway  at  Oxford,  to  Worcester,  and  Wolverhampton. 

In  furtherance  of  this  object,  the  parties  engaged  made  application  for  assistance  and  support 
to  the  Great  Western  Railway  Company,  and  after  some  negotiation,  during  which  the 
necessary  preliminaries  for  an  application  to  Parliament  were  being  prosecuted,  a  provisional 
agreement  was,  on  the  15th  of  August,  1844,  entered  into  between  the  Directors  of  the  Great 
Western  Company,  of  the  one  part,  and  the  Committee  of  Management  of  the  Oxford,  Wor- 
cester, and  Wolverhampton  Railway  Company,  of  the  other  part,  whereby  the  Directors  of  the 
Great  Western  Railway  Company  agreed  to  guarantee  to  this  Company  an  annual  payment 
of  35,000/.  as  a  permanent  rent  for  a  lease  of  the  i>rojected  railway,  and  to  pay  over  a  moiety 
of  the  annual  profits,  after  deducting  the  rent,  and  all  the  expenses  of  working  the  line. 

The  Great  Western  Railway  Company  also  agreed  to  use  their  exertions  and  influence  to 
obtain  a  Bill  in  the  next  session  of  Parliament,  at  the  expense  of  the  Oxford,  Worcester,  and 
Wolverhampton  Railway  Company ;  but  as  conditions  precedent  to  their  obtaining  the  sanction 
of  their  proprietors,  the  Directors  of  the  Great  Western  Company  required  proot— 

First — of  a  traffic  of  75,000/.  per  annum. 

Second — that  two-thirds  of  the  landholders  in  length  of  line  were  consenting  or  neutral 

Third— the  approbation  of  the  Board  of  Trade.     And, 

Fourth — a  bandjide  subscription  list  to  the  extent  of  600,000/. 

The  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  agreed  to  those  conditions^ 
and  undertook  to  provide  satisfactory  proof  thereof,  or,  in  case  of  failure,  to  absolve  the 
Directors  of  the  Great  Western  Company  from  all  engagements  of  guarantee  or  other 
assistance. 

The  Great  Western  Directors  agreed  to  convene  a  special  meeting  of  their  proprietors  at 
the  earliest  period  after  due  proof  of  the  four  specific  requirements  su)ove  referred  to,  and  to 
recommend  the  sanction  of  the  Company  to  be  given  at  such  special  meeting  to  a  formal 
agreement  under  their  corporate  seal,  it  being  understood  that  the  Act  to  be  applied  for  should 
contain  all  requisite  powers  for  giving  legal  effect  to  the  lease  and  guarantee. 

The  above  agreement  was  executed  by  the  chairman,  vice-chairman,  and  three  other 
Directors  of  the  Great  Western  Company,  and  by  five  of  the  provisional  committee  of  the 
Oxford,  Worcester,  and  Wolverhampton  Company. 

After  the  signing  of  the  above  agreement,  an  alteration  was  made  in  the  course  of  the  main 
line  of  the  intended  railway,  by  carrying  it  in  a  direct  Une  from  Oxford  to  Worcester,  instead 
of  passing  near  the  town  of  Banoury,  as  had  been  originally  contemplated ;  and  as  this  involved 
an  increase  in  the  length  of  railway  to  be  made  by  this  Company,  negotiations  took  place 
between  the  provisional  committee  and  the  Great  Western  Railway  Company  for  an  alteratioQ 
in  the  terms  of  the  agreement  before  entered  into. 

The  new  terms  agreed  upon  were  embodied  in  another  agreement,  dated  the  20th  of  Sep- 
tember, 1844,  expressed  to  be  made  between  the  Directors  of  the  Great  Western  Railway 
Company  of  the  one  part,  and  Francis  Rufford,  William  Mathews,  and  George  Benjamin 
Thomeycroft,  three  of  the  committee  of  management  of  this  Company,  of  the  other  part. 

By  which,  after  reciting  the  former  agreement,  and  that  by  the  alteration  of  the  line  an 
increase  of  capital  was  become  necessary,  and  also  stating  that  at  a  meeting  of  the  Directors 
of  the  Great  Western  Company,  held  that  day  at  Paddington,  the  matters  had  been  discussed 
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with  the  deputation  of  this  Company^  and  the  aheratlon  of  the  line  and  the  increase  of  capital    Appendix  No.  75. 
assented  to,  — ' 

It  was  agreed  that  the  capital  should  be  1,500,000/. ;  KoWe^SS' 

That  the  Directors  of  the  Great  Western  Company  should  guarantee  to  this  Company  an  Railway, 

annual  payment  of  52,500/.,  subject  as  thereinafter  mentioned,  as  a  permanent  rent  for  a  999 
years'  lease  of  their  projected  railway,  with  a  double  line  of  broad-gauge  rails  complete^ 
with  stations,  and  every  requisite  convenience  for  traffic,  commencing  from  or  near  to  the 
city  of  Oxford,  and  terminating  at  Wolverhampton  with  a  junction  with  the  Grand  Junction 
Railway. 

The  line  was  to  be  laid  and  formed  in  the  direction  mentioned  in  the  prospectus,  or  as  near 
thereto  as  circumstances  would  admit  of,  with  branches  to  the  Kingswinford  district,  to  Stour* 
bridge,  to  the  Stoke  Alkali  Works,  and  to  the  River  Severn  at  Worcester. 

In  addition  to  the  fixed  rent  of  52.500/.,  the  Great  Western  Company  agreed  to  pay  over  a 
moiety  of  the  annual  profits  after  deducting  the  rent  and  all  the  expenses  attending  the  working 
of  the  line. 

And  in  the  event  of  it  being  found  impracticable  to  complete  the  railway  within  the  amount 
of  1,500,000/.,  and  any  further  sum  was  required  for  that  purpose,  it  was  agreed  that  if  any 
clear  profit  was  realized  after  paying  the  rent  and  working  expenses,  the  same  should  be  first 
liable  for  the  payment  of  the  interest  on  such  surplus  expenditure,  not  exceeding  250.000/., 
and  a  moiety  of  the  balance  only  of  such  profits,  after  deducting  such  interest,  should  be  paid 
over  to  this  Company. 

That  in  the  event  of  the  1,500,000/.  not  being  expended  in  the  formation  of  the  line  and 
branches,  then  that  a  proportionate  deduction  should  be  made  from  the  rent  of  52,500/. 

That  the  traffic  required  by  the  Great  Western  Company  to  be  shown,  according  to  the 
conditions  contained  in  the  recited  agreement,  should  be  131,250/.,  instead  of  75,000/.,  and  the 
subscription  list  900,000/.,  instead  of  600,000/. 

^That  all  the  other  terms  and  stipulations  of  the  recited  agreement  should  remain  in  force, 
except  as  altered  by  the  subsequent  arrangement. 

This  second  agreement  was  signed  by  the  Directors  of  the  Great  Western  Railway  Com- 
pany, but  not  by  any  of  the  provisional  committee,  nor  any  other  person,  on  behalf  of  the 
Oxford,  Worcester,  and  Wolverhampton  Company,  although  the  terms  were  fully  understood 
and  assented  to  by  them. 

.  As  soon  as  this  further  arrangement  had  been  made,  an  am^ded  prospectus  was  issued, 
under  the  sanction  of  both  parties,  which  contains  the  following  statement  on  this  subject : — 

'^  In  addition  to  these  claims  on  public  attention  and  support,  the  committee  of  management 
have  concluded  an  arrangement  with  the  Directors  of  the  Great  Western  Railway  Company, 
conditional  on  the  necessary  preliminaries  for  proceeding  with  the  Bill  in  Parliament  being 
completed,  and  subject  to  the  sanction  of  their  proprietary,  by  which  a  ^arantee  of  3J  per 
cent,  per  annum  on  the  estimated  capital,  with  half  the  surplus  profits,  wUl  be  secured  to  the 
shareholders  in  this  undertaking.  And  in  the  event  of  its  being  found  necessary  to  expend  a 
greater  sum  than  1,500,000/.  in  constructing  the  line  (but  which  amount  is  estimated  to  be 
more  than  sufficient  for  the  purpose),  the  Directors  of  the  Great  Western  Railway  Company 
have  agreed  that  interest  on  such  additional  amount,  provided  the  same  does  not  exceed 
250,000/.,  shall  be  paid  previous  to  any  division  of  profits  being  made." 

This  was  the  position  of  tlie  two  Companies  with  respect  to  each  other,  at  the  time  of  going 
to  Parliament,  in  the  session  of  1844-5,  when  the  **  battle  of  the  gauges'*  was  fought  upon  the 
Bill  introduced  by  this  Company,  which  gradually  assumed  the  appearance  of,  and  in  fact 
became,  a  contest  between  the  Great  Western  Company  and  the  London  and  Birmingham 
Company,  who,  it  b  well  known,  were  the  projectors  of  a  rival  line  of  railway  to  occupy  the 
same  part  of  the  country. 

The  conditions  required  by  the  agreements  between  the  two  Companies  for  the  support  and 
assistance  of  the  Great  Western  Company  were  entirely  disregarded,  for  not  only  was  there  not 
two-thirds  of  the  landholders  assenting  or  neutral,  nor  a  sufficient  subscription  list,  but  the 
Board  of  Trade,  to  whom  the  several  railway  schemes  of  that  session  were  referred,  reported 
against  this  Company's  line,  and  in  favour  of  the  rival  project.  Yet  the  Great  Western 
Company  pursued  the  measure,  and  from  auxiliaries,  to  all  intents  and  purposes  became  prin- 
cipals in  the  prosecution  of  the  Bill.  They  completed  the  subscription  contract,  made  up  the 
necessary  deposit  for  going  to  Parliament,  and,  in  fact,  everything  was  done  under  their  advice 
and  direction. 

After  a  severe  and  protracted  Parliamentary  struggle,  the  Great  Western  party  were  ulti- 
mately successful,  and  the  Act  incorporating  this  Company  received  the  Royal  assent  on  the 
4th  of  August,  1845. 

By  section  4,  the  capital  of  the  Company  was  1,500,000/.,  with  power,  by  section  9,  to 
borrow  500,000/. 

By  sections  1 1  and  12,  powers  were  taken  by  the  Great  Western  Company  to  subscribe  not 
exceeding  750,000/.,  and  to  raise  the  money  by  shares  or  loans.  Section  \o  authorizes  them 
to  vote  at  the  meetings  of  the  Company,  except  upon  questions  relating  to  the  sale,  lease,  or 
working  of  the  railway  by  the  Great  Western  Company ;  and  section  17  authorizes  the 
appointment  of  six  Directors  of  the  Great  Western  Company  as  directors  under  this  Act. 

By  section  38,  it  is  provided  that  the  railway  should  be  completed  on  the  same  gauge  and 
construction  as  the  Great  Western  Railway. 

By  sections  94  to  110  inclusive,  the  Great  Western  Company  are  united  with  this  Company 
in  a  guarantee  to  the  Severn  Navigation  Commissioners  to  make  up  the  tolls  upon  that  river 
14,000/.  per  annum,  to  come  into  operation  upon  the  opening  for  goods  traffic  of  any  part  of 
the  railway  or  branches  between  Worcester  and  Wolverhampton. 

2  B 
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Appendix  No*  75;        By  sections  128  and  129,  power  is  giren  to  lease,  or  sell  and  convey  the  railway  to  the  Oreat 

-— *  Western  Company,  and  by  section  130  it  b  enacted  that  it  shall  be  lawful  for  the  Company 

ft  Wohr   h  "^irt^S*  thereby  incorporated,  and  for  the  said  Great  Western  Railway  Company,  to  make  and  enter 

Railway.  ^^^  ^^^^  contracts  or  agreements  for  effecting  the  purposes  aforesaid,  or  for  otherwise  working 

or  using  the  said  railways,  or  any  of  them,  or  any  part  or  parts  thereof  respectively,  or  for  tfaS 

maintenance  and  repair  thereof,  or  any  part  or  parts  thereof  respectively,  as  they,  the  said 

Companies,  may  respectively  deem  advisaole,  and  subject  to  such  terms  and  eoncUtions  as  may 

be  mutually  agreed  on  between  them. 

^'  And  any  contract  or  agreement  made  before  the  passing  of  this  Act  for  all  or  any  purposes 
aforesaud  by  the  provisional  committee  of  the  Company  hereby  incorporated,  and  the  Ijirectorii 
of  the  said  Great  Western  Railway  Company,  with  the  sanction  of  any  general  meeting  of  the 
said  last-mentioned  Company,  shall  be  as  valid  and  bindinfi^  in  every  respect,  as  if  made  subset 
quently  to  the  passing  of  tliis  Act,  and  in  conformity  with  me  provisions  thereof.'* 

By  section  131  it  is  recited  that  the  Great  Western  Company  were  willing  to  undertake,  in 
case  of  need,  the  due  completion  of  the  railwav  by  that  Act  authorized,  and  the  branches 
thereof,  and  it  is  enacted,  that  in  the  event  of  tte  Company  thereby  incorporated  iaiKng  to 
complete  the  said  railway  and  branches  within  the  period  limited  by  that  Act,  by  neglecting  at 
any  time  to  proceed  therewith  in  such  manner  as  to  afford  a  reasonable  security  for  the  com- 
pletion thereof  within  the  aforesaid  period  (five  years),  it  should  be  lawful  for  the  Great 
Western  Railway  Company,  after  giving  one  month*s  notice  of  their  intention  so  to  do,  to  enter 
upon  the  said  railway,  and  to  proceed  with  the  construction  thereof,  and  to  exercise  all  or  any 
of  the  powers  of  the  Company  thereby  incorporated  in  relation  thereto.  **  And  if  at  any  tim^ 
the  said  Company  hereby  incorporated  shall,  in  the  opinion  of  the  Board  of  Trade,  fail  to 
proceed  with  the  construction  of  the  said  railway  in  manner  aforesaid,  the  said  Great  Western 
Company  shall,  on  being  required  so  to  do  by  the  said  Board,  enter  upon  the  said  railway,  and 
shall  complete  the  same  as  aforesaid.  And  in  such  event,  it  shall  not  be  lawful  for  the  Compair^ 
hereby  incorporated,  or  the  directors  thereof,  at  any  time  from  and  after  such  entry  as  aforesaid, 
utiless  with  the  special  consent  of  the  said  Board  of  Trade,  to  declare,  make,  or  pay  any 
interest  or  dividend  upon  any  of  the  shares  in  the  said  undertsiking,  or  to  the  holders  or  pro- 
prietors thereof,  until  after  the  whole  of  the  said  railway  shall  have  been  constructed  and 
opened  for  public  use.'* 

It  may  be  taken  that  the  Great  Western  Company  were  not  only  the  active  promoters  of  the 
Bill  generally,  but  that  the  particular  clauses,  especially  those  relating  to  the  powers  of  die 
Great  Western  Company,  were  prepared  and  inserted  in  the  Bill  on  their  behalf  by  the  parties 
acting  for  them,  and  as  to  the  clauses  entaiUng  liabilities  on  that  Company,  such  as  the  Sevens 
Navigation  guarantee,  that  they  were  settled  and  approved  of  by  them. 

The  only  resolution  which  appears  to  have  been  come  to  at  any  of  the  general  meetings  of 
the  shareholders  of  the  Great  Western  Railway  Comj)any,  after  the  making  of  the  agreements 
of  August  and. September,  1844,  and  before  the  passing  of  the  Act  of  1845,  is  the  following, 
which  was  made  at  the  general  half-yearly  meeting,  on  the  I8th  of  February,  1845 : — 

**  That  the  directors  be  and  they  are  hereby  empowered  to  take  all  necessary  steps  for 
applying  to  Parliament,  either  in  their  own  names,  or  separately,  or  jointly  with  any  corpora- 
tion or  persons,  for  Bills  for  making  railways  between  **  Standish  and  Ross,  Monmouth  and 
Hereford,  with  a  branch  into  the  Forest  of  bean,  and  from  Oxft)rd  to  Worcester  and  Wolver- 
hampton, with  branches  therefrom  to  Kingswinford  and  the  Stoke  Alkali  Works,  and  to  agree 
with  any  person  or  persons  who  shall  apply  to  Parliament  for  such  Bills  for  the  constniction: 
of  or  for  taking  on  lease  or  use  such  railways,  or  any  part  thereof,  when  made,  either  by 
guarantee  or  otherwise,  and  upon  any  such  terms  and  conditions  as  may  be  agreed  upon  for 
such  purpose." 

At  the  first  meeting  after  the  Act  came  into  operation,  on  the  6th  of  August,  1845,  the 
Directors  of  this  Company  came  to  the  following  resolution,  which  was  entered  on  their  pro- 
ceedings:— '*  Resolved,  that  the  following  resolution  entered  on  the  minutes  of  the  proceedingsf 
of  the  provisional  committee,  at  their  meeting,  on  28th  June,  1845,  be  now  confirmed,  viz. : — 

"  That  Messrs;  Rufford,  Mathews,  and  Thomeycroft  be  aj^inted  a  comnciittee,  with  ftill 
power  to  enter  into  and  conclude  all  necessary  arrangements  witti  the  Oreat  Western  Railway 
Company,  for  the  lease  of  this  line  to  them,  on  the  terms  and  stipulations  already  agreed  upon  ; 
and  to  enter  into,  make,  and  execute  all  such  deeds  as  may  be  necessary  for  the  purpose.** 

On  the  20th  of  August,  upon  the  question- of  confirming  the  preceding  resolution,  the 
following  resolution  was  come  to : — 

'<  That  the  minutes  of  the  meeting  of  6th  August  be  confirmed,  except  do  far  as  to  any 
question  which  may  arise  as  to  the  intent,  meaning,  and  construction  of  any  agreements  or 
arrangements  entered  into  with  the  Great  Western  lUilway  Company,  now  under  consid^ation, 
and  which  have  been  referred  to  the  chairman^  Mr.  Thomeycroft,  and  Mr.  Mathews,  for 
arrangement  with  that  Company,  on  such  terms  as  those  gentlemen  may  deem  proper.** 

About  this  time  it  became  evident  to  all  parties  concerned,  that  the  capital  of  1,500,000/. 
provided  by  the  Act  would  be  insufficient  for  the  construction  of  the  railway.  During  the  pro- 
gress of  the  Bill  through  Parliament,  the  making  of  side  lines  upon  a  considerable  portion  of 
the  railway,  and  other  additional  works,  had  been  imposed  upon  the  CompanVjbesiaes  which,' 
both  materials  and  labour  had  greatly  advanced  in  price,  m  consequence  oi  the  number  of 
railway  Bills  passing  through  Parliament. 

It  became  therefore  necessary  to  have  an  understanding  with  the  Great  Western  Company/ 
for  the  enlargement  of  their  guarantee,  to  a  sum  sufficient  to  cover  the  cost  of  the  Kne,  as 
originally  contemplated,  and  the  following  correspondence,  for  that  purpose  took  place  betweefr 
the  chairmen  of  the  two  Companies  :-^ 
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My  DBAB  Sib,  Bdlbrougktqn^  November  22, 1845,       Appeiidix  No-  75^ 

I  AM  requested  to  8ul)mit  to  the  Directors  of  the  Great  Western  Company,  that  they  Q^jf^,.^  Worcestw 
abotild  take  into  their  oonsideration  the  fact  that  this  Company  will  be  subject  to  lar^  &  Wdverhampton' 
l^ditional  expenditure  in  the  construction  of  this  railway,  from  a  variety  of  causes  not  esti«  ^Uway, 

mated  by  Mr.  Brunei  when  he  calculated  the  total  expenditure  rec^uisite  at  1,500,000^ 
Amongst  other  unexpected  cost  I  may  came  the  extent  of  the  preliminary  expenses^  which 
bavie  been  rendered  very  great  from  the  Parliamentary  contest ;  the  large  sums  to  be  paid  to 
apposing  landowners ;  two  double  lines  of  railway  to  be  laid  down  instead  of  three  .rails, 
Vetween  Wolverhampton  and  Abbotswood,  and  the  side  lines  which  were  forced  upon  us  in 
committee. 

The  traflSe  proved  bein^  219,000/.^  after  the  rates  had  been  reduced  to  the  present,  and  not 
the  rates  existing  when  tne  agreement  was  made,  the  amount  required  to  be  proved  being 
131>250/.,  our  Board  trust  that  the  Great  Western  Company  will  increase  the  amount  of  the 
rent  to  three  and  a-half  per  cent,  upon  the  legitimate  expenditure,  instead  of  the  fixed  amount 
of  52,500f.  We  feel  that  the  poposition  itself  is  an  equitable  one,  and  particularly  when 
connected  wil^  the  circumstance  of  the  traffic  proved  having  so  far  exceeded  the  amount 
stipulated. 

As  Mr.  Brunei  cannot  at  preeent  re-«8timate  the  cost  of  construction,  and  all  the  other  addi- 
tional costs  are  not  yet  ascertained,  we  ask  for  some  explicit  promise  from  you,  that  the 
question  will  be  ultimately  arratiged  upon  the  basis  1  have  named ;  by  so  doing,  I  believe  you 
win  re8t(M«  those  feelings  <^  confidence  which  we  are  anxious  snould  «xist  between  the 
Directors  of  both  Companies. 

I  will  further  add,  the  settlement  of  this  question  will  be  attended  with  beneficial  results* 
.for  I  cannot  withhold  from  you  that  considerable  distrust  has  existed  amongst  a  portion  of 
our  Boajrd,  that  this  proposition  for  an  extendon  of  the  guarantee  would  not  be  met  by  the 
Directors  of  the  Great  Western  Company,  although  I  have  never  felt  any  myself. 

I  have,  &c., 

Chcu.  Bussett,  Esq.,  M.P.  F.  Rufford. 

My  dear  Sir,  27,  Charles-street^  St.  James's,  November  25,  1845. 

I  WILL  bring  your  letter  before  our  Board  on  the  first  day  we  meet.  I  AiUy  admit 
the  reasonableness  of  the  grounds  on  which  you  apply  for  an  alteration  in  the  terms  of  our 
agreement,  provided  the  increased  amount  of  capital  be  not  excessive,  and  that  it  is  limited 
to  some  specific  extent.  Without  such  limitation  I  am  satisfied  our  Board  will  not  entertaiq 
the  proposition,  and  I  therefore  think  you  will  be  wise  to  fix  the  amount  as  soon  as  you  can. 
You  may  be  assured  of  our  readiness  to  go  into  the  subject  in  the  best  spirit,  and  at  the 
earliest  period  at  which  you  will  enable  us  to  do  so. 

I  have,  &c., 

JF.  Mtffard^  Esq.  C.  Rossell. 


In  consequence  ofthis,  Mr.  Brutiel,  the  en|ineer  of  the  Com- 
pany, was  directed  to  make  a  revised  estimate  of  the  whole 

cost  of  the  line,  which  he  did  in  February,  184©,  and  it  £.  s.   d.     , 

amounted  to      ,         .         , 2,257,366    0    0 

To  whidi  were  added,  survejring,  engineering,  law,  office  and 

miscellaneous  expenses  paid  to  that  date  •         .         •  76,548    0    0 

Bent  of  offices,  salaries.   Directors'  travelling,   and  miscel* 

ianeous  expenses,  three  years  at  5,000/.  .  ,         .  15,000    0    0 

And  interest  on  capital  at  4  per  cent,  (during  the  period  of 
eoBStructiou). 150,000    0    0 

£2,498,914    0    0 

immmmm^mm^mmmmimmmmm 

These  estimates  were  furnished  to  the  Great  Western  Company^  and  the  Directors  of  Ihat 
Company,  at  a  meeting  on  the  10th  of  February,  1846,  came  to  the  fdlowing  resolutions 
Ibereon: — 

"  The  revised  estimates  on  the  Oxford,  Worcester,  and  Wolverhampton  Railway^  furnished 
by  Mr.  Brunei  to  that  Company,  and  delivered  by  Mr.  Bufibrd  as  the  basis  of  some  modifi- 
ostion  of  terms  for  the  lease  of  that  line  by  this  Company,  were  carefully  considered. 

*'  Hie  five  documents  reorived  from  tliat  Company  were  ordered  to  be  annexed  to  theae 
minutes. 

^  Hie  original  agreement  was  referred  to,  and  the  whole  subject  bein^  considered  with 
reference  to  the  means  of  constructing  the  line  and  works  under  the  altered  circumstaaoes  of 
cwt,  «o  as  to  carry  out  the  mam  oUects  for  which  that  Company  was  formed,  and  insure  it«. 
completion  for  the  interests  of  this  Company, 

^  It  was  Resolved — 

♦'  That  the  sanction  of  the  general  meeting,  to  be  held  on  the  12th  instant,  shall  be  applied 
for  to  authorize  the  Directors  to  enter  into  an  agreement  with  the  Directors  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  fin- modifying  the  terms  and  conditions  of  the  lease, 
by  extending  the  guarantee  to  such  sum  as  may  be  necessary  for  the  completion  of  the  said 
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Appendix  No.  7i.    railway  and  works,  and  fixing  the  rate  of  interest  at  4  per  cent,  per  annum,  in  lieu  of  3i  pef 
n  f  rA^  ^®^^  P^""  annum. 

&  Wdverhamplo^^       "  '^^^^  ^^  ^^^^  sanction  and  authority  be  obtained  from  the  general  meeting,  it  will  be 
Railway.  expedient  to  increase  the  amount  on  which  such  guarantee  shall  be  given,  from  l,750,000/.i 

to  a  sum  not  exceeding  2,500,000/.,  and  to  pay  a  minimum  interest  of  4  per  cent  per  annum^ 
together  with  half  the  profits  of  the  line,  subject  to  the  following  conditions: — 

'*  First, — ^That  the  new  shares  to  be  raised  by  the  Oxford,  Worcester,  and  Wolverhampton 
Railway  Company  shall  be  oflTered  rateably  in  the  distribution  to  the  shareholders  of  the 
Great  Western  Railway,  j7an»a5««  with  those  of  the  Oxford,  Worcester,  and  Wolverhampton 
Railway  Company,  in  proportion  to  their  respective  share  capital  at  the  time. 

"  Second, — ^That  no  works  shall  be  undertaken,  or  any  capital  expended  for  purposes  otbeV 
than  those  which  are  comprised  in  the  said  estimates  for  the  construction  of  the  direct  line  of 
railway,  and  the  usual  and  necessary  stations,  jvith  the  side  lines  referred  to  in  the  Act,  unless 
the  previous  consent  and  approval  by  this  Board  shall  have  been  given  in  writing  under  the 
hand  of  the  chairman  of  the  Great  Western  Railway  Company  for  the  time  being.** 

On  the  I2th  of  February  the  following  resolution  was  passed  at  a  general  meeting  of  the 
shareholders  in  the  Great  Western  Railway  Company : — 

*'  That  the  Directors  be,  and  they  are  hereby  empowered  to  enter  into  an  agreement  with 
the  Directors  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Company,  for  modifying 
the  terms  and  conditions  previously  arranged  for  the  lease  of  the  said  line,  by  extending  the 
guarantee  to  such  sum  as  shall  appear  to  them  necessary  for  the  completion  of  the  said 
railway  and  works,  and  fixing  the  rate  of  interest  at  4  per  cent,  per  annum,  in  lieu  of  3^  pef 
cent,  per  annum,  subject  to  such  conditions  as  may  seem  to  them  equitable  between  the  two 
Companies." 

The  last  resolution  was  transmitted  to  this  Company,  and  was  entered  in  their  tninutes, 
and  was  also  embodied  m  the  report  made  by  the  Directors  to  the  general  meeting  of  the 
shareholders  of  this  Company  on  the  27th  February,  1846 ;  but  the  minutes  of  the  Directors 
of  the  Great  Western  Company  do  not  appear  to  have  been  received  by  this  Company, 
although  the  substance  was  verbally  communicated  to  the  chairman,  Mr.  Ruflford. 

Nothing  further  was  done  towards  making  any  formal  agreement  between  the  Companies, 
both  parties  were  much  engaged  in  opposing  rival  schemes  of  railway  in  Parliament,  and  the 
matter  remained  where  it  was  left  by  the  foregoing  application,  and  the  resolutions  of  the 
Great  Western  Company  passed  thereon ;  but  on  the  1 1th  of  August  following,  in  consequence 
of  86me  remarks  of  shareholders,  the  matter  came  before  the  Directors  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  and  the  following  minute  was  entered  in  their 
proceedings  :•— 

11th  August,  1846. — **  The  position  of  the  Company  with  reference  to  the  guarantee 
engaged  to  be  given  by  the  Great  Western  Railway  Company  having  been  taken  into  con^ 
sideration^  .  . 

'*  Resolved— ^That  this  Board  deem  it  most  advantageous  to  the  interests  of  this  Company 
that  the  arrangement  should  be  allowed  to  remain  in  its  present  state,  and  that  no  more, 
defined  settlement  should  at  this  time  be  pressed  for." 

This  resolution  was  entered  into  under  the  expressed  verbal  understanding  with  the  Great 
Western  Company  that  it  would  be  better  to  wait  until  the  entire  cost  of  the  railway  could  be 
more  accurately  ascertained,  when  the  amount  of  such  cost  was  to  be  taken  as  that  to  be  guaran- 
teed instead  of  2,500,000/.  It  was  on  this  ground  that  the  matter  was  kept  in  abeyance,  and 
under  a  condition  on  the  part  of  he  Oxford,  Worcester,  and  Wolverhampton  Directors  that  they 
could  not,  consistently  with  their  duty  to  their  share'holdefs,  confirm  any  guarantee  for  a  leas 
sum  than  the  entire  cost  of  the  line,  which  may  exceed  that  sum,  whilst  if  it  fell  short  of  it . 
the  Great  Western  Company  would  receive  the  advantage. 

A  correspondence  took  place  soon  after  the  general  meeting  of  this  Company,  in  August, 
1846,  between  a  shareholder  in  fhis  Company  and  the  chairman,  which  was  ultimately  laid 
before  the  Directors  of  the  Great  Western  Company^  and  approved  of  by  them,  wherein  the 
following  answers  given  to  the  shareholder's  queries : — 

Will  you  be  kind  enough  to  answer  the  following  questions  ?  I  put  them  on  a  separate 
paper  to  save  you  trouble,  as  you  can  write  "  No  or  **  Yes"  to  each,  and  return  it  to  me. 
Does  the  guarantee  of  4  per  cent,  extend  over  a  sum  sufficient  to  cover  all  the  following  items? 

The  whole  preliminary  expenses  amounting  to  74,6797.  2s.  6rf.  ? — Yes. 

The  sums  to  be  taken  from  the  capital  to  pay  4  per  cent,  interest  on  deposits  before  the 
line  is  opened  ? — Yes. 

All  salaries,  office  and  other  incidental  charges  during  the  same  period? — Yes. 

In  short,  does  it  extend  over  all  moneys  raised  either  by  shares  or  borrowing  up  to  the  time 
of  the  opening  of  the  line  throughout,  or  only  to  the  actual  cost  of  construction  ? — Yes,  all 
these  being  part  of  construction. 

Does  it  extend  to  the  similar  charges  in  respect  of  the  branches  for  which  we  have  obtained 
or  are  seeking  to  obtain  Acts  ? — ^Yes. 

Is  the  rent  to  be  paid  for  the  Stratford  and  Moreton  Railway  to  be  considered  as  any 
Other  money  dven  for  property  or  for  compensation  for  damage,  &c.,  and  consequently  to  w. 
included  in  me  cost  of  construction,  and  paid  "by  the  Great  Western?  And  if  not^js  it  to 
be  paid  out  of  the  4  per  cent,  guarantee,  or  to  be  considered  as  part  of  the  cost  of  working 
Ae  line,  or  in  what*mariner  is  it  to  be  brought  to  account? — ^No,  but  considered  as  one  of  the 
expenses  of  working  the  line,  all  tolls  arising  from  the  tramway  to  be  considered  as  profit. 

And  these  questions  and  answers  were  read  by  the  chairman  at  the  next  general  meeting  of 
shareholders  in  this  Company,  in  February,  1847;  for  the  express  purpose  of  showing  the 
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terms  reco^ized  by  the  Great  Western  Company  as  those  upon  which  they  were  to  become    Appendix  No.  75. 

lessees  of  this  railway.  

Nothing  further  occurred  with  reference  to  the  agreement  between  the  two  Companies  for   £^^olv^amp^^^ 
some  time.     Railway  property  became  greatly  depressed,  and  the  means  of  obtaining  addi-  Kailway. 

tional  capital  to  complete  the  line  more  and  more  difficult.  With  the  view  of  placing  the 
Company  in  a  better  condition  to  do  so,  the  Directors,  on  the  lOth  of  August,  1847, 
appointed  a  deputation  of  their  Board  to  the  Directors  of  the  Great  Western  Company,  for 
the  purpose  of  requesting  them  to  advance  the  interest  or  rent  payable  under  their  guarantee, 
from  4  to  5  per  cent.,  but  the  Great  Western  Company  declined  to  accede  to  the  proposal. 

The  capital,  under  the  Act  of  1845,  having  been  called  up,  except  57.  per  share,  the 
Directors  saw  that  unless  some  means  were  adopted  to  raise  additional  capital,  tlie  works 
must  come  to  a  stand;  and  therefore,  in  the  month  of  July,  1848,  appointed  another 
deputation  to  confer  with  the  Great  W^estern  Company  thereon.  An  interview  took  place 
between  .the  deputations  from  each  Company  on  the  18th  August  following.  No  means  were 
devised  as  likely  to  produce  the  necessary  capital;  but  the  chairman  of  the  Great  Western 
Company  suggested  that  it  would  be  expedient  to  confine  the  expenditure  of  this  Company 
to  the  portion  of  the  line  between  Oxford  and  Worcester ;  and  the  Great  Western  deputation 
promised  to  consult  Mr.  Brunei,  who  was  the  engineer  to  both  Companies,  upon  the  point, 
and  afterwards  further  consider  the  subject. 
.  In  all  these  discussions  the  interests  of  the  two  Companies  had  been  considered  as  identicah 

The  following  letter  was  subsequently  received  by  the  chairman  of  this  Company  from 
Mr.  Brunei  >— 

Mt  dear  Sir,  September  8,  1848. 

I  HAVE  had  some  conversation  with  the  Directors  of  the  Great  Western  Railway,  who 
I  believe  were  deputed  to  confer  with  you  as  to  the  proceeding  with  tlie  works  on  the  Oxford, 
Worcester,  and  Wolverhampton  Railway,  and  they  appear  to  concur  in  the  view,  which  I 
understand  to  be  entertained  also  by  your  Directors,  of  the  necessity  of  devoting  the  available 
funds  of  the  Company  to  the  earlier  completion  of  some  portion  which  can  be  rendered  pro« 
fitable.  I  have  felt  compelled  to  urge  this  very  frequently  ;  and  1  am  still  without  instructions ; 
and,  consequently,  no  arrangements  are  yet  made  to  diminbh  the  expenditure  upon  any  one 
portion  of  the  line.  I  fear  very  much  that  unless  some  steps  be  immediately  taken  we  shall 
get  into  Very  great  difficulties,  unless  indeed,  what  I  cannot  conceive  to  be  possible,  the  Com- 
pany is  likely  to  have  an  abundant  supply  of  money  to  enable  me  to  proceed  with  the  whole 
line  vigorously ;  but  if,  as  I  apprehend,  there  will  be  great  difficulty  in  getting  even  a  limited 
amount,  we  must  devote  this  to  the  <;ompletion  of  some  part  that  can  be  rendered  profitable, 
and  poatively  stop  all  expenditure  on  the  rest.  Now,  although  a  great  deal  may  be  said  in 
favour  of  several  different  portions  of  the  line,  yet  you  will  find  that  the  only  one  which,  under 
existing  circumstances,  could  be  worked  by  the  Great  Western  Railway  with  any  profit,  to 
pay  rent  to  the  Oxford,  Worcester,  and  Wolverhampton  proprietors,  will  be  from  Oxford  to 
Worcester,  and  that  by  no  means  can  you  get  a  return  worth  considering,  or  which  would 
repay  the  loss  sustained  by  postponing  the  completion  of  the  Oxford  end.  Let  me  beg  of  you 
to  give  me  some  authority  to  act,  and  to  prevent  the  further  waste  of  money  upon  such  portion 
as  you  think  we  had  better  postpone.  My  conviction  is,  that  you  have  no  alternative  but  to 
suspend  all  expense  beyond  Stourbridge,  and  devote  every  sixpence  you  can  raise  to  the  south 
end  of  the  line. 

I  have,  &c., 

F.  Buffordy  Esq.  I.  K.  Brunel. 

To  which  the  chairman  replied  by  the  following  letter: — 

My  DEAR  Sir,  Worcester,  September  9,  1848. 

I  HATE  received  your  letter  of  yesterday *s  date.  I  am  quite  sure  that  my  Board  will 
be  ready  to  concur  in  the  conclusion  to  which  you  state  that  you  have  come  with  the  Great 
Western  Directors,  that  it  is  advisable  to  proceed  with  the  works  at  the  Oxford  end  of  the  line, 
and  to  adopt  such  arrangements  as  you  may  recommend  for  relaxing  or,  for  the  present,  post- 
poning those  north  of  Stourbridge. 

Our  Board  has,  as  you  are  aware,  from  the  first  acted  entirely  under  your  advice  as  to  the 
letting  of  contracts  and  jprogress  of  the  works ;  and  I  now  undertake  to  confirm  on  their  part 
such  measures  in  this  respect  as  you  may  think  advisable*  and  as  may  receive  the  sanction  of 
the  Chairman  of  the  Great  Western  Board,  because,  at  the  meeting  which  took  place  at 
Paddington  on  the  18th  ult,  between  the  deputations  from  the  two  Boards  to  consider  the 
position  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  and  the  best  means  of 
raising  further  capital,  it  was  arranged  that  Mr.  Russell  and  Mr.  Mills  should  consult  witt^ 
you  as  to  the  portion  of  the  line  on  which  it  would  be  most  advisable  to  concentrate  our 
available  funds. 

I  have,  &c,, 

L  K.  Brumh  Esq.  R.  Rufford.    • 
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Appendix  No.  75.        Both  these  letters  were  brought  before  the  Board  of  Directors  of  this  Company^  who,  in 

consequence,  passed  a  resolution,  TTiat,  in*  the  opinion  of  the  Board,  it  was   desirable  t» 

&*W^l'  ^^^^^'  prosecute  the  works  between  Worcester  and  Oxford  in  preference  to  those  on  lliat  part  of  the 
RaSwa^      **   line  lying  north  of  Worcester. 

In  the  mean  time  a  correspondence  had  arisen  in  consequence  of  the  Chainhan  of  this 
Company  baring,  at  the  general  half-yearly  meeting  of  the  Company  in  August,  1848,  in 
answer  to  questions  from  shareholders  present^  asserted  that  the  guarantee  of  the  Great 
Western  Company  was  intended  to  cover  the  whole  cost  of  the  line,  whilst,  according  to  a 
statement  afterwards  published,  their  liability  was  said  to  be  Umited  to  a  guarantee  of  4  per 
cent,  per  annum  upon  a  capital  of  two  milbons  and  a-half  only. 

The  answer  of  the  Chairman  was  founded  upon  the  idea  dways  entertained  and  expressed^ 
and  no  doubt  fully  intended  by  both  parties  up  to  that  period,  that  the  'guarantee  of  the 
Great  Western  Company  was  to  extend  over  the  whole  cost  of  the  line,  including  interest  upoo 
capital  and  other  expenses  as  cost  of  construction. 

The  application  of  November,  1845,  and  the  mode  in  which  it  was  met  by  the  minute  of 
10th  February,  1846,  were  conformable  to  that  view,  for,  although  the  Directors  of  the  Great 
Western  Company  stipulated  for  a  limit,  that  limit  was  the  sum  then  estimated  to  be  sufficient 
to  complete  the  line,  as  were  also  the  respective  sums  named  in  the  first  instance  in  the  preli- 
minary agreements.  It  is  quite  consistent  with  this  view  of  the  case  that  the  Great  Western 
Company  should  not  ^ve  authority  for  an  unlimited  expenditure  over  which  they  would  have 
had  no  control;  but  had  Mr.  Brunei  then  named  a  larger  sum,  there  can  l^e  no  doubt  it 
would  have  been  agreed  to. 

It  is  confirmed  by  the  answers  to  the  ^shareholders'  queries,  which  sftiow'  distinctly  that  tho 
guarantee  was  intended  to  cover  the  whole  cost  of  the  Ime,  and  which  bear  out  the  inference 
that,  on  the  entire  cost  being  ascertained,  it  was  to  be  substituted  for  the  2,500,000/.,  whether 
it  amounted  to  more  or  less  than  this  sum. 

The  Directors  of  this  Company  had,  upon  the  Cdth  of  this  understsmdBng,  in  the  years  1846 
and  1847,  given  the  Great  Western  Railway  Company  the  benefit  of  their  support  and 
as  an  independent  company  in  promoting  lines  of  raflway  in  the  Great  Western,  or  broad- 
gau^  interest,  and  in  opposing  rival  projects  to  a  much  greater  extent  dian  would  have  been 
consistent  with  any  other  terms  of  tne  proposed  lease,  and  incurred  therrin  much  greater 
expenses  and  liabilities  than  they  would  nave  been  justified  in  doing  upon  the  question 
merely  of  how  the  half  profits  beyond  the  guarantee  of  the  Great  Western  Company  would 
be  affected. 

In  this  state  of  affairs  the  deputations  from  each  Company  met  again  on  the  29fli  of  Sep- 
tember last,  when  the  Great  Western  Directors  denied  their  ever  having  engaged  or  intended 
to  guarantee  interest  on  a  larger  outlay  for  the  cost  of  the  line  than  2,500,000/. ;  they  admitted, 
howerer,  that  the  cost  of  applications  to  Parliament  for  new  branches  and  extensions,  and  of 
opposing  the  rival  schemes  of  other  Companies,  was  not  to  be  included  in  that  sum,  but  vras  to 
be  separately  provided  for  in  accordance  with  the  minutes  of  the  Great  Western  Company  of 
the  10th  February,  1846,  which  were  produced  and  read  by  the  secretary  to  the  meeting. 

The  Directors  of  the  Great  Western  Company  expressed  their  willingness  to  recommend 
to  their  Board  that  a  fair  proportionate  rent  should  be  given  for  such  portions  of  the  Oxftird, 
Worcester,  and  Wolverhampton  Bailway,  having  an  unbroken  connexion  with  the  Great 
Western  Railway,  as  should  from  time  to  time  be  opened  for  traffic. 

Upon  a  report  of  the  foregoing  interview  being  presented  to  the  Directors  of  this  Company, 
with  the  minutes  of  the  Great  Western  Directors  of  the  10th  February,  18^,  which  bad  then 
been  received,  at  a  Board  meeting  on  the  3rd  of  October,  1848,  they  came  to  the  following 
resolutions  :— 

*'  That  the  local  Directors  on  this  Board  feel  bound  to  declare  that,  althou^  awisre  that 
the  Directors  of  the  Great  Western  Railway  Company  had,  by  resolutions,  limited  the 
guarantee  of  that  Company  to  an  amount  then  estimated  to  be  'sufficient,  they,  the  local  Di* 
rectors,  have,  in  their  intercourse  with  the  Great  Western  Railway  Company,  and  in  all  their 
proceedings^  acted  under  the  conviction  that  the  guarantee  was  intended  to  extend  over  such  « 
sum  as  should  be  found  necessary  for  the  completion  of  the  railway  and  works,  including 
interest  and  expenses. 

''That,  under  this  impresnon,  they  have  at  the  general  meetings  of  the  Company,  inihe 
presence  of  the  Directors  of  the  Great  Western  Railway  Company,  made  repeated  declarations 
and  statements  in  reply  to  the  inquiries  of  shareholders,  that  the  guarantee  veould  extend  to 
the  whole  cost  of  the  line,  and  ensure  the  payment  of  4  per  cent,  interest  to  the  original  share* 
holders,  and  that  no  remonstrance  nor  observation  to  the  contrary  has  at  any  time  until  the 
last  month  been  made,  either  by  the  Directors  present  or  by  any  other  person,  on  the  pert  of 
the  Great  Western  Company. 

^  That,  acting  under  the  same  impression,  they  have  entered  into  various  expensive  Par« 
Hamentary  contests,  at  the  suggestion  or  vrith  the  concurrence  of  the  Great  Western  Company, 
which  they  would  not  have  been  justified  in  doing,  and  tirouM  not  have  consented  to  undertake, 
except  under  the  belief  that  the  guarantee  was  intended  to  cover  the  cost  of  the  railway  and  of 
such  Parliamentary  contests. 

These  resolutions  were  transmitted  to  the  Great  Western  Company,  and  the  following 
extract  of  minutes  from'  their  Board  meeting  of  the  19th  October,  1848,  was  received  in 
reply : — 

*'  The  Chairman  laid  before  the  meeting  the  resolutions  of  the  Local  Directors  of  the 
Oxford,  Worcester,  and  Wolverhampton  Railway  Company,  dated  the  3rd  instant,  together 
with  a  letter  from  Mr.  Ruffbrd  to  him,  datecf  the  8th  instant,  on  the  subject  of  the  guaranteed 
rent  payable  by  thb  Company  for  the  lease  of  that  line. 
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"  At  the  request  of  Mr.  Barlow,  and  in  consequence  of  Mr.  Rufford  having  relied,  in    Appendix  No.  75. 

corroboration  oi  the  views  expressed  in  the  said  resolution,  uppn  some  correspondence  in  the  

year  1846,  between  Lord   Kedesdale  and  himself,  relating  to  the  Birmingham  and  Oxford  P^ijS^f'  Worcester, 
Railway,  which  had  been  shown  at  the  time  to  the  secretary  of  this  Company,  copies  of  the  Railwav"^'^" 

several  letters  (since  furnished  by  Mr.  Noel  Smith),  with  a  paper  of  queries  sent  back  to  Lord 
Redesdale  on  the  26th  October,  1846,  with  answers  approved  by  Mr.  Saunders,  were  again 
read  to  this  Board  and  carefully  reconsidered. 

"  The  whole  subject  was  discussed,  the  minutes  of  the  Board  of  the  iOth  February,  1846, 
and  of  the  ^neral  meeting  of  the  proprietors  held  on  the  12th  February,  1846,  were  referred 
to,  and  the  circumstances  of  the  several  arrangements  made  with  that  Company  were  examined. 

^  The  Cheiirman  stated  that  he  had  acquainted  the  deputation  of  the  Oxford,  Worcester,. 
and  Wolverhampton  Company,  on  the  day  after  the  last  half-yearly  meetin?  of  this  Company, 
that,  in  consequence  of  some  doubts  which  had  been  supposed  to  exfet  on  the  subject,  he  had 
been  again  asked  at  that  meeting  whether  the  guarantee  was  limited  or  not  in  its  amount,  and 
that  he  had  replied  to  the  question  by  a  reassurance  to  his  proprietors  that  it  was  limited  to  a 
rent  of  4  per  cent,  per  annum  on  a  sum  not  exceeding  2,500,000/.,  besides  half  of  the  profits 
of  the  line  itself. 

^'  The  chairman  added,  that  he  purposely  made  this  communication  in  order  to  prevent  any 
reasonable  doubt  on  the  minds  of  those  gentlemen  forming  the  deputation  as  to  his  construc- 
tion of  the  agreement  between  the  two  Companies,  and  that  he  had  made  a  written  minute  of 
the  circumstance  at  the  time,  which  was  some  days  anterior  to  the  last  meeting  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company. 

**  The  more  recent  correspondence  between  the  Chairman  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company,  and  Mr.  Mortimer,  of  the  Stock  Exchange,  in  relation  to  the  affairs 
of  that  Company,  was  read,  and  the  admission  of  the  former,  in  his  letter  on  the  16th  of 
September,  to  the  fact  of  the  guarantee  having  been  on  a  limited  amount  of  expenditure, 
appears  in  the  following  paragraph  of  it,  viz.,  The  Directors  of  the  Great  Western  Company 
could  not  have  be^  expected  to  grant  to  us  a  guarantee  upon  an  unlimited  expenditure, 
over  which  they  had  no  direct  control,  and  we  are  not  at  the  present  time  in  a  position  to 
submit  to  them  a  proposal  for  an  extended  guarantee,  as  we  have  no  facts  before  us  on  which 
to  ground  such  an  application,  &c. 

**  It  was  resolved — 

^^  ^  That  this  Board  having  been  required,  by  the  resolutions  of  the  Local  Direct<M9  of  the 
Oxford,  Worcester^  and  Wolverhampton  Company,  to  express,  officially,  an  opinion  as  to  the 
subsisting  relations  between  the  two  Companies  on  the  subject  of  the  guaranteed  rent,  affirms* 
distinctly  that  the  Directors  of  this  Company  have  uniformly  and  unequivocally  refused  to  give 
to  the  Oxford,  Worcester,  and  Wolverhampton  Company  any  guarantee  upon  an  unlimited- 
expenditure  ;  a  proposal  which,  in  each  instance  of  the  negotiations,  had  been  suggested  to  them 
by  the  deputations  whom  they  met  to  confer  with,  and  the  specific  reasons  for  refusing  which 
had  been  aligned  by  the  Directors  of  this  Company. 

^'  ^  That  they  also  declined,  in  the  years  1845^6,  to  entertain  any  application  for  an  increase 
of  the  original  umit,  until  .both  Companies  should  have  ascertained,  from  revised  estimates, 
what  sum  ought  to  be  agreed  upon  as  the  maximum  cost  of  the  whole  undertaking,  embracing  the 
alterations  and  additions  to  the  work,  &c.,  which  had  then  been  accurately  ascertained  after 
the  Act  had  passed,  which  steps  would  have  been  quite  unnecessary  if  the  guarantee  was  to 
extend  over  any  sum  which  might  be  expended  by  that  Company. 

"  '  That,,  the  minute  of  the  Board  of  the  10th  February,  1846,  communicated  to  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  accurately  records  the  terms  whidi  had  been  dis* 
cussed  and  agreed  to,  and  that  no  subsequent  negotiations  with,  or  application  to,  this  Company^ 
has  t^ken  place,  nor  has  any  consent  been  given  to  vary  or  rescind  these  conditions. 

*'  *  That,  in  the  opinion  of  this  Board,  the  personal  attendance  of  any  individual  Great 
Western  Director  at  a  general  meeting  of  the  Oxford,  Worcester,  and  Wolverhampton  Com- 
pany cannot  be  assumed,  with  fairness,  to  recognize  an  alteration  of  terms  and  conditions 
previously  agreed  up(m  between  the  two  Companies  merely  because  he  may  happen  to  hear 
from  the  Chairman  or  any  other  Director,  their  statement  or  opinions  on  ^  subject  at  variance 
with  his  own,  without  controverting  or  contradicting  them. 

**  '  That  this  Board  learning,  however,  with  satisfaction,  that  Mr.  Rufford  had  recently  stated* 
that  he  had  never  represented  at  any  meeting  that  the  guarantee  was  unlimited,  considers  that 
fact  to  be  the  best  refutation  of  the  charge  on  any  Great  Western  Directors,  that  such  alleged 
representations  by  the  Chairman,  while  presiding  at  a  meeting  of  his  own  Company,  were  left 
unnoticed  by  them,  and  this  Board  considers  it  at  least  unusual,  if  not  unjustifiable,  for  an 
individual  Director  to  offer  any  direct  contradiction  to,  or  confirmation  of,  statements  or  opinions 
so  communicated  to  a  general  meeting  of  proprietors,  unless  he  shall  be  distinctly  appealed  to 
at  the  time. 

'' '  That  a  careful  re-perusal  of  the  correspondence  with  Lord  Bedesdale,  and  of  the  list  of 
questions  and  answers  already  referred  to,  convinces  this  Board  that  the  guarantee  was  under- 
stood by  all  parties  to  be  limited  in  its  amount,  instead  of  unlnnited,  and  that  nothing  appears 
in  these  documents  inconsistent  with  the  subsisting  agreement  between  the  companies  upon 
which  the  Great  Western  Company  rely. 

'^  '  That  this  Board  cannot,  however,  in  discussing  those  incidental  points  which  have  been 
raised,  admit  the  principle  which  seems  to  be  contended  for  by  local  Directors  of  the  Oxford,. 
Worcester,  and  Wolverhampton  Company — that  the  acquiescence  of  any  Board  in  the  alter- 
ation of  a  materal  condition  of  an  agreement  distinctly  rejected  b;^  themselves  during  nego- 
tiatioD,  is  to  be  subsequently  inferred  from  the  silence  of  any  individual  Director  or  officer  of 
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such  Company —  a  principle  which  would  be  fraught  with  mischief  and  injustice  to  all  parties 
interested. 

'' '  Lastly,  that  this  Board  deems  it  essential/  under  all  the  circumstances  of  the  case,  in 
order  to  preserve  friendly  and  honourable  relations  with  the  Oxford,  Worcester,  and  Wolrer- 
hampton  Company,  that  the  question  which  has  been  thus  raised  should  be  now  finally  deter- 
mined; viz..  Whether  the  guarantee  of  this  Company  is  or  is  not  fixed  at  a  definite  and 
limited  expenditure,  not  excfeediug  2,500,000/.  for  the  whole  railway  and  works  sanctioned  by 
the  Act  8  and  9  Vict;,  c.  184,  which  guarantee  is  to  entitle  this  Company  to  a  perpetual 
lease  of  the  said  railway,  half  of  the  profits  of  such  line  being  paid  in  addition  to  the  guaranteed 
rent;*' 

With  the  view  to  adopt  the  suggestion  of  the  partial  opening  of  the  line,  Mr.  Brunei  was 
instructed  to  prepare  a  detailed  estimate  of  the  cost  of  the  raUway  divided  between  certain 
points,  which  he  did;  the  total  estimate  of  the  cost  of  the  line,  exclusive  of  the  Kingswinford 
and  Worcester  branches,  but  including  extra  work  at  Wolverhampton,  under  the  Act  of  1848 
(Bill  2),  estimated  to  be  equivalent  to  the  cost  of  those  branches,  exceeded  the  estimate  of 
February,  1846,  by  about  250,000/. 

The  deputations  of  the  two  Companies  met  again  on  the  8th  November^  when  the  Chairman 
of  the  Great  Western  Company  intimated  that  £ey  would  not  further  treat  until  the  Directors 
of  the  Company  admitted  that  the  guarantee  was  limited  to  4  per  cent,  per  annum  on 
2,500,000/.,  and  half  surplus  profits. 

Some  indirect  attempts  at  negotiation  between  members  of  the  two  Companies  took  place, 
but  no  other  meeting  of  the  deputations  was  had ;  and  the  Directors  of  this  Company,  ieeling 
the  difficulty  of  their  position,  and  that  the  only  probable  means  of  raising  further  capital  was 
by  an  arrangement  with  the  Great  Western  Company  to  rent  or  lease  such  portion  of  the  line 
as  was  likely  to  be  completed  al  a  meeting  preliminary  to  their  half-yearly  general  meeting, 
on  the  23rd  February,  1849,  came  to  the  following  resolution  : — "  That,  if  the  report  of  the 
Directors  to  the  general  meeting  of  shareholders  this  day  be  adopted,  the  deputation  shall  be 
authorized  to  recognize  the  minutes  of  the  Great  Western  Railway  Board  of  10th  February, 
1846,  as  the  basis  of  the  existing  agreement  between  the  two  Companies;  that  the  deputation 
be  requested  to  confer  with  the  Great  Western  Railway  Company  as  to  the  details  of  such 
agreement,  and  particularly  with  a  view  to  provide  for  a  partial  opening  of  the  railway,  at  such 
rent  and  upon  such  terms  as  they  shall  think  most  advantageous,  subject  to  the  c<mfirmation 
of  a  special  meeting  of  the  proprietors  of  this  Company." 

After  this  submission  to  the  condition  annexed  by  the  Great  Western  Company  to  any  fur- 
ther negotiation,  a  meeting  of  the  deputations  from  the  two  Companies  was  held  at  Paddington, 
on  the  6th  of  March  last,  when  the  Directors  of  the  Great  Western  Company  virtually  put  an 
end  to  any  iiirther  idea  of  a  division  of  the  entire  rent,  by  declining  to  accept  any  portion  of 
the  line  which  it  was  in  the  power  of  this  Company  to  complete  short  of  the  whole  railway. 


The  following  minutes  of  the  Great  Western  Board  were  afterwards  transmitted  to  the 
Oxford,  Worcester,  and  Wolverhampton  Company : — 

Paddtnffton,  March  8, 1849. 

*'  The  Chairman  reported  to  the  Board  that  a  conference  as  suggested  had  been  held  with  a 
deputation  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  at  this  station,  on  the  6th 
instant,  at  which  they  proposed  to  this  Company  a  modification  of  the  agreement  for  the  lease 
of  their  line,  having  previously  recognised,  by  a  minute  of  the  23rd  of  February,  that  the 
terms  and  conditions  recorded  m  the  minute  of  the  Great  Western  Railway  Board,  dated  10th 
f'ebruary,  1846,  from  the  basis  of  the  existing  agreement  between  the  two  Companies. 

*'  The  Directors  of  the  Oxford,  Worcester,  and  Wolverhampton  Company  stated,  that  the 
difficulties  of  their  present  position  rendered  it  most  desirable  that  the  Great  Western  Company 
should  undertake  to  lease  that  portion  of  line  between  Oxford  and  Stourbridge  as  soon  as  it 
shall  be  finished,  paying  a  fixed  rent  for  the  same,  estimated  at  84,000/.  for  eiffhty-two  miles 
of  railway,  being  in  proportion  to  100,000/.  for  ninety-seven  miles  and  a  half,  which  was  repre- 
sented by  the  deputation  to  be  the  total  mileage  of  their  railway. 

"  The  estimate  now  made  of  the  expenditure,  for  the  entire  completion  of  that  portion  of 
railway  between  Stourbridge  and  Oxford,  was  stated  to  be  2,080,000/. 

"  The  Chairman  reported  further,  that  after  a  consultation  with  his  colleagues,  who  were 
present  at  that  conference,  he  had  apprised  the  deputation  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company,  tliat  in  their  opinion  the  Great  Western  Company  could  not  be 
justified  in  undertaking  to  pay  such  affixed  rent  for  a  portion  of  their  railway,  scarcely  reaching 
the  ver^e  of  that  district  from  which,  almost  exclusively,  the  mineral  and  manufacturing  trade 
of  the  hne  must  be  expected  to  come,  without  even  a  junction  with  any  northern  railway,  and 
consequently  so  deprived  besides  of  the  means  of  receiving  traffic  from  any  other  district. 

"  The  Chairman  stated  that  he  thereupon  suggested  to  the  deputation,  as  the  only  method 
which  had  occurred  to  the  Great  Western  Directors  of  meeting  their  views,  that  it  might  be^ 
practicable  to  obtain  the  consent  of  the  Great  Western  proprietors  to  adopt  an  arrangement 
similar  to  that  agreed  with  the  South  Wales  Company,  by  which  they  are  to  work  any  portion 
of  line,  while  partially  opened,  for  the  benefit  and  risk  of  the  owners,  until  the  fixed  rent  shall* 
become  payable  in  respect  of  the  whole  line  under  the  terms  of  the  lease. 

"  The  deputation  did  not  consider  any  such  plan  likely  to  be  satisfactory  to  the  shareholders 
in  the  Oxford,  Worcester,  and  Wolverhampton  Company,  and  therefore  requested  that  some 
definite  answer  might  be  given  to  their  proposal.  It  was  subsequently  suggested  by  one  member 
of  the  deputation,  that  if  the  partial  opening  between  Oxford  and  Stourbridge  should  appear  to 
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be  objectionable  to  the  Great  Western  Company,  they  might  be  induced  to  entertain  the  same    Appendix  No.  75 
question  upon  the  principle  of  the  line  being  finished  to  Dudley. 

The  whole  subject  thus  brought  under  discussion  at  the  conference  was  very  fully  con- 
sidered by  the  Board;  and  the  relative  position  of  the  two  Companies,  with  the  probable 
effect  of  such  modiBcations  of  the  existing  agreement  on  their  respective  interests,  were 
carefully  reviewed. 

'*  It  was  resolved, — 

*'  That  this  Board  with  great  regret  feel  compelled  to  decline  the  proposal  made  to  them  on 
behalf  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  as  quite  incompatible  with 
the  just  and  equitable  rights  of  their  proprietors,  being  calculated  materially  to  increase  their 
risk,  while  it  would  deprive  them  of  the  principal  traffic  on  which  this  Company  has  always 
relied  as  the  consideration  for  the  rent  diey  engaged  to  pay  for  the  whole  line. 

*'  That  the  Directors  will  be  prepared  to  recommend  to  their  proprietors  to  work  the  portion 
of  railway  up  to  Stourbridge,  if  it  shall  suit  the  Oxford,  Worcester,  and  Wolverhamp  ton 
Company  to  finish  it,  handing  over  to  them  the  net  profits  of  the  line  after  defraying  all  the 
working  and  contingent  expenses,  and  interest,  and  depreciation  on  the  stock  to  be  provided ; 
or  if  an  arrangement  can  be  made  of  a  binding  and  satisfactory  character  with  the  London 
and  North  Western  Railway  Company,  for  the  p^rjMtual  right  of  use  of  broad-gauge  rails 
over  the  Stour  Valley  Line  between  Tipton  and  Wolverhampton,  and  for  the  use  of  a  joint 
station  at  the  latter  place,  upon  equitable  terms,  the  Directors  of  this  Company  will  be  prepared 
to  entertain  the  question  of  a  modified  lease  between  Upton  and  Oxford,  subject  to  fair  and 
proper  allowances  or  reductions  in  respect  of  the  abandoned  portion  of  railway,  having  regard 
also  to  the  conditions  upon  which  the  substituted  right  over  the  Stour  Valley  Line  may  be 
obtained. 

•  "  Tliat  it  is  essential,  however,  under  existing  circumstances,  in  suggesting  any  such  general 
outline  of  a  proposition  to  guard  against  the  inference  that  the  Board  thereby  commit  themselves 
or  the  Company  to  the  final  adoption  of  any  such  plan  until  the  terms  and  conditions  of  it 
shall  have  been  fiilly  and  entirely  discussed,  considered,  and  settled,  nor  until  the  sense  of  their 
proprietors,  at  a  special  meeting,  shall  have  been  taken  upon  the  arrangement  previously 
recommended  to  them  by  the  Board,  as  just  and  equitable  between  the  two  Companies." 

This  appears  to  your  Directors  to  be  an  elaborate  attempt  to  avoid  the  performance  of  that 
which  the  deputation  of  the  Great  Western  Company  had  stated  they  would  recommend  to 
their  Board,  viz., •  to  pay  a  fair  proportionate  rent  for  such  portions  of  the  line  having  an 
unbroken  connexion  with  the  Great  Western  Railway  as  should  from  time  to  time  be  opened 
for^traffic,  which  was  the  principal  inducement  to  the  Directors  of  this  Company  to  pass  the 
resolution  of  the  23rd  of  February,  1849,  for  the  part  put  prominently  in  these  resolutions 
being  the  northern  end  of  the  line,  is  precisely  that  portion  which  cannot  be  worked  in  con- 
nexion with  the  Great  Western  Railway  until  the  whole  of  this  railway  is  made. 

Your  Directors  are  compelled  by  these  circumstances  to  entertain  the  conviction  that  the 
Directors  of  the  Great  Western  Company  have  no  real  desire  to  assist  this  Company  out  of  its 
present  position,  and  seeing  no  prospect  of  any  arrangement  with  them  that  will  have  that 
effect,  your  Directors,  agreeably  to  their  promise  made  to  the  shareholders  at  the  last  general 
half-yearly  meeting,  have  determined  to  call  a  special  general  meeting  of  the  proprietors,  and 
to  lay  before  them  a  succinct  statement  of  all  the  facts  and  circumstances  connected  with  their 
engagement  to  the  Great  Western  Company. 

The  principle  contended  for  by  your  Directors  with  reference  thereto  is,  that  it  was  always 
the  intention  of  both  parties  that  the  guarantee  or  rent  should  cover  the  whole  cost  of  construc- 
tion and  incidental  expenses. 

That  it  was  reasonable  for  the  Great  Western  Company  to  limit  the  amount  to  such  a  sum 
as  was  for  the  time  ascertained  to  be  necessary  for  those  purposes,  and  not  leave  an  uncontrolled 
authority  for  expenditure  in  the  hands  of  the  other  party. 

But  as  soon  as  it  was  ascertained  that  the  sum  so  fixed  was  insufficient  for  the  purpose,  the 
guarantee  or  rent  was  to  be  extended  as  occasion  required  to  effect  the  object  of  the  parties, 
so  that  when  the  railway  was  completed,  the  lease  to  be  granted  under  the  agreement  should 
reserve  a  rent  equal  to  four  per  cent,  on  the  whole  cost  then  ascertained. 

This  view  of  the  case  is  consistent  with  the  Chairman*s  letter  to  Mr.  Mortimer,  to  which 
allusion  is  made  in  the  resolutions  of  the  Directors  of  the  Great  Western  Company  with  other 
correspondence  and  statements  by  him  at  the  general  meetings  of  shareholders,  and,  as  your 
Directors  consider,  is  the  only  construction  with  which  the  proceedings  of  both  Companies  can 
be  reconciled. 

The  Directors  submit  to  the  shareholders  the  following  alternatives  for  adoption  in  their 
fijture  proceedings :: — 

1st.  To  carry  out  the  agreement  with  the  Great  Western  Company  for  a  guarantee  of  four 
per  cent,  on  an  expenditure  not  exceeding  2,500,000/.,  which  is  left  open  for  the  sanction  of  the 
shardiolders  of  this  Company,  or  to  decline  such  an  agreement,  and  leave  the  Company  at. 
liberty  to  act  independently  in  such  way  as  the  interests  of  the  shareholders  may  require. 

2ndly.  To  complete  that  portion  of  the  railway  farthest  advanced,  and  open  the  same  for 
traffic  by  this  Company. 

3rdly.  To  obtain  the  assistance  of  any  other  Company  in  the  completion  of  the  railway,  or 
a  portion  or  portions  thereof,  and  to  let  the  same  wholly  or  jointly ;  and 

4thly.  To  make  application  to  the  Railway  Commissioners,  requesting  them  to  enforce  the 
completion  of  the  railway  by  the  Great  Western  Company. 

In  considering  the  first  of  these  alternatives,  it  must  not  be  lost  sight  of  that  this  line  of 
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Appendix  (lo.  75*.  railway  is  laid  out  for  connexion  and  working  continuously  with  the  Great  Western  Railvav.. 
and  its  construction  is  provided  for  by  the  Act  of  Parliament  upon  the  same  gauge  ;  nor  should' 
it  be  forgotten  that  but  for  the  assistance  and  support  of  the  Great  Western  Company^  this' 
Company  woi|ld  never  have  had  existence,  that  the  support  and  assistance  once  given  w^s  not 
withdrawn  under  very  adverse  circumstances,  but  was  continued  actively  asd  xealously  until  the 
passing  of  the  Bill  was  accomplished. 

It  was  the  feeHng  which  the  knowledge  of  these  circumstances  produced  that  actuated  yonr^ 
Directors  in  repelling  the  attempts  to  repudiate  the  connexion  with  the  Great  Western  Cdmpany 
made  by  sbflreoolders  at  several  gjaaersd  mttetia^;  and  m  Img  a»  th^y  beliewad  in  tb»  good 
faith  of  the  Great  Western  CoBipaay  in  carrying  out  the  ongiaal  iindrntrmriiag  aad  iatalri— 
tliat  the  gvMuantee  should  extend  to  tbe  whoAe  coot  of  the  Uae>  they  Mt  bomid^.upoo  emey 
prioeiple  of  honour  and  good  Gukh»  to  oppoaa  any  attempt  to  sever  liiat  eonnaxioa  ^  \mi  that 
belief  having  been  clearly  extinguiebed  by  the  recent  proeeodLogs  of  tbo  Great  Weitera  Com^. 
pany^  they  consider  that  tbe  ahareboklers  at  tbe  present  meeting  are  at  Mi  liberty  to  doat  with 
the  property  as  they  may  thiak  miost  conducive  to  the  interests  of  the  Conpanv. 

And  it  must  be  obvious  that  the  Directors  cannot  recommeod  to  tboshareholdan  to  eoaqitftf 
an  agreement  for  a  leaso  upon  tbe  only  ftcmsa  at  pMsont  pgop^iwi^  tJie  oSeet  of  wUoh  wmtiUI- 
be  to  bind  this  Conqpoay  to  tho  Gonat  Woateni  Company  and  ks  poliey  withour  tfao  pomev  of 
extiicatioa.  ¥ 

The  second  altemtttivo  iwokta  tho  yOTrtiim  of  money.  Your  Directmea  how  no  doubt  tlmt 
if  the  third  akemativo  be  adcqpted,  and  a  satiafactory  conditional  nrranymfinf  can  be  mada 
with  auy  other  Conapany  to  rent  a  portion  of  tho  railwqr*  thai  fiuub  nny  bo  ntoaiinrd  infliMiMt 
to  complete  tbe  line  from  Tipton  to  the  Birtoingjbana  anid  Briatol  Bailwty  at  Abbotswood,  and 
the  branch  to  Stoke  Wod»  forming  the  deviation  of  that  line. 

The  completion  of  this  part  of  the  main  line  would  bring  it  in  connexion  with  the  poithain 
njmaw  of  railways,  and  it  is  obvioua  thai  it  would  bo  ao  nMich  to  the  inteiost  of  those  Com- 
panies to  avail  thoinsobes  of  Iholaciiity  which  ooukl  be  afforded  by  tbialino,  that  tbore  ia  litdm 
doubt  some  arsanfement  benA*ial  to  all  partios  may  bo  Bftada* 

The  CoMpnay  has  power>  by  an  Act  obtained  last  year,  to  miee  iurthar  oapital  by  tbn  iasuo 
of  new  abares  biit  tho  low  prion  of  the  pieaent  ahaces  pcavonta  tbo  eatevtim^  that  power;  and 
there  being  no  authority  fiwr  isauing  preferential  sbsirea*  the  only  mode  your  Direetoca  can 
snggest  (or  rataiag  BMoey  ait  the  praaont  moment  ii^  by  loans  from  the  aharefaolders  on  dehon- 
tures  at  52.  per  cent.*  whick  would  practically  give  tbe  parties  advancing  a  pnafiiceooe  to  tbact 
extenL  The  Cowpai^  has  power  under  tbeir  fizat  Act  to  bocrow  ^00,0001.,  of  whidi  about 
1^,000/.  has  been  raised. 

Upon  the  last  ^dtomatWe  that  baa  been  named,  the  Dicactora  hn»e  ctaij  totobaorve^  that  iho 
objtfctiona  which  readily  present  tbemaolvas  to  such  a  mode  of  oonapiotmg  the  miiway  in  iIm 
preaant  state  of  the  relations  between  the  two  Conapaniea»  render  it  inexpediont  tohai^  wnouwo 
to  such  a  step  until  eirer^  other  means  hanFO  be«i  triad  and  prone  unavailable.. 

In  fM>ncliifiion«your  Directova  beg  to  atate  that,  in  tho  exerdae  of  the  powora  confided  to  thorn 
by  tho  flharabnUao,  thev  ha«o  ondeavourad  to  ateer  an  upnght  and  honourable  eoum^  on»» 
sohaog  on  all  ofcaoinna  too  iateeesli  of  thia  Company,  ao  br  aa  th^  woco  ooanpatifala  with  tho 
undorstood  engagemoola  wiAh  other  partiea,  annaring  to  those  engageixioota  ia  drfienco  of 
attempted  rentaduyioii,  so  laog  an  tbe^  had  mason  to  believo  tho  terma  would  be  ftkithftdly 
observed,  ana  continuing  Iciendiy  relations  wkh  the  partioa  with  whoaa  they  ficat  entaoad  into 
alliance^  and  which  they  are  still  desirous  to  preserve  as  long  as  they  can  do  ao  conaialaniliy 
with  tho  ecpntable  rights  and  interoits  of  tbo  shareholders  in  thia  Company,  which  they  cooaider 
themaatvaa  bound  to  dixed  their  beat  eseatkuia  to  maintain  imriolata. 

And  although  the  terms  of  the  Act  incorporating  this  Company  restrict  the  chat  actor  of  tho 
railway  to  a  eonfoemity  with  that  of  tho  Great  Weolen  Company,  yet  your  Directoaa  have  no 
doubt  that  the  aanae  local  influence  which  ana  mainfy  instrumental  in  obtainiB|  the  original 
Act  would  be  again  exerciaed  in  obtainmg  faom  Pariiament  any  modificalHma  which  may  tend 
to  florvo  tho  intavesta  of  tike  district  affectM  by  the  couraa  of  tho  lioa» 


Sin,  mrmiter.  Jftrnmibr  9^  IftiSL 

With  reference  to  what  passed  at  the  intenriew  of  a  deputation  from  this  Board  with 
the  Commissioners  of  Raihvays,  on  the  1st  instant,  I  am  desired  by  the  Directors  to  transmit 
to  you,  for  the  information  of  the  Commissioners,  a  copy  of  the  Ci»e  submitted  by  this  Com- 
pany to  James  Russell,  Esq.,  Q.C.,  and  his  opinion  thereon, — 

A  copy  of  the  propositions  made  in  September  last  on  the  part  of  this  Company  to  the  Great 
Western  Railway  Company,  and  to  state  that  no  shares  have  been  created  tinder  any  of  this 
Company*8  Acts,  except  the  30,000  under  the  Act  of  Incorporation,  mentioned  m  my  letter  to 
you,  dated  the  30th  ultimo. 

I  hare,  &c, 
Cajft.  HameM,  B.E./[  Noel  Taouas  Smith, 

i'c.        ffc.         '  Secretary. 
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Case  of  the  Oxford,  Worcestbh,  and  WotVEtSAitPTON  Raiewat  GonrAwr.  Appendix  No.  75. 

^Sae  the  AoC  ef  8  Victoiia  (1945),  bf  wUeh  the  Company  was  mcorporatad,^  and  the  avhse-  o«ft>nL  W#i««9t0r» 
4«fiMt  Acta  ralatbg  thereto^  9  Victoria  (1846),  1 1  asd  i2  Vietork  (1848),  Bill  No  1,  and  &  Wolyariiainpton 
II  and  12  Victaria,  9A  No.  2,  herewith.  Railway. 

In  the  spring  of  the  year  1844  several  gentlenien  in  the  district  of  South  Staffordshire, 
anxious  to  obtain  better  railway  accovitoodation  than  was  kt  that  thne  afforded  them  by  the 
Cfrand  Junction  Railway,  the  only  one  then  passing  through  the  district,  and.  the  London  and 
Birmingham  Railway,  with  which  it  was  '\W  connexion^  and  has  since  been  amalgamated, 
Under  ttie  name  of  the  "  London  and  North  W-eatem  Railway,**  united  with  gmtlemen 
rmcfing  in  or  near  the  towns  on  the  proposed  line  of  railway  in  a  scheme  for  making  a  railway 
fhym  tiie  Great  Western  Railway  at  Oxford  to  Worcester  and  Wolverhampton, 

In  furtherance  of  this  object  the  parties  engaged  made  application  for  assistance  and  support 
^0  the  Great  Western  Railway  Coanpany,.  who  gave  it;  and  after  some  negotiation,  during 
which  the  necefsary  preliminaries  for  an  application  to  Parliament  were  being  prosecuted,  a 
provisitmai  aorreement  was,  on  the  15th  August,  1844,  entered  into  between  the  Directors  of 
the  Great  Western  Cocnpany ^f , the  one  part,  and  the  Committee  of  Management  of. the 
Oxford,  Worcester,  and  Wolverhampton  Railway  Company  of  the  other  part,  whereby  th^ 
Directors  of  the  Great  Western  Railway  Company  agreed  to  guarantee  to  the  Oxford,  Wor- 
cester, and  Wolverhampton  Railway  Company  an  annual  payment  of  35,000/.  as  a  permanent 
rent  for  a  lease  of  the  projected  railway,  and  to  pay  over  a  moiety  of  the  annual  profits,  after 
dtoduiftiifg  the  rent  and  all  the  expenses  of  working  the  line. 

The  Great  Western  Railway  Company  also  agreed  to  use  their  exertions  and  influence  to 
obtain  a  Bill  in  the  aext  session  of  Parliament,  at  the  expense  of  the  Oxford,  Worcester,  and 
and  Wolverhampton  Railway  Companv ;  but,  as  conditions  precedent  to  their  objtaining  the 
sanction  of  their  proprietors,  the  Great  Western  Railway  Company  required  proof — 

1st.  Of  a  traffic  of  75,000/. 

2ik1.  ITiat  two-thirds  of  the  landhblders  in  length  of  the  line  were  consenting  or  neutral. 

3rd.  The  approbation  of  the  Board  of  Trade. 

4th.  A  bondfde  subscription  list  to  the  extent  of  600,000/. 

iTie  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  agreed  to  those  conditions, 
aad  undertook  to  provide  satisfactory  proof  thereof,  or,  in  case  of  failure,  to  absolve  the  Direc- 
tors of  the  Great  Western  Company  from  all  engagements  of  guarantee  or  other  assistance. 

The  Great  Western  Directors  agreed  to  com'ene  a  special  meeting  of  their  proprietors  at 
the  earliest  period,  af^er  due  proof  of  the  four  specific  requirements  above  referred  to,  and  to 
recommend  the  sanction  of  the  Companv  to  be  given  at  such  special  meeting  to  a  formal 
agreement  under  tneir  corporate  seal,  it  being  understood  that  the  Act  to  be  applied  for  should 
contain  all  requisite  powers  for  giving  legal  effect  to  the  lease  and  guarantee. 

The  above  agreement  was  executed  by  the  Chairman,  Vice-Chairman,  and  three  other 
Directors  of  the  Great  Western  Company,  and  by  five  of  the  Provisional  Committee  of  th^ 
Oxford,  Worcester,  and  Wolverhampton  Company. 

After  the  signnifi^  the  above  agreement,  an  alteration  was  made  in  the  course  of  the  main 
line  of  the  int^ided  railway,  by  carrying  it  in  a  direct  line  from  Oxford  to  Worcester,  instead 
of  passing  near  the  town  of  Banbury,  as  had  been  originally  contemplated,  and  as  this 
involved  an  increase  in  the  length  of  railway  to  be  made  by  the  Oxford,  Worcester,  and  Wol- 
verhampton Railway  Company,  negotiations  took  place  between  them  and  the  Great  W^estern 
Railway  Company  for  an  alteration  in  the  terms  of  the  agreement  before  entered  into. 

The  new  terms  agreed  upon  were  embodied  in  another  agreement,  dated  the  20th  Septem- 
ber, 1844,  expressed  to  be  made  between  the  Directors  of  the  Great  Western  Railway 
Company  of  the  one  part,  and  Francis  Rufford,  William  Mathews,  and  George  Benjamin 
Thomeycroft,  three  of  the  Committee  of  Management  of  the  Oxford,  Worcester  and  Wolver- 
hampton Railway  Company  of  the  other  part. 

By  which,  after  reciting  the  former  agreement,  and  that  by  the  alteration  of  the  line  aa 
increase  of  capital  was  become  necessary,  and  also  stating,  that  at  a  meeting  of  the  Directors 
of  the  Great  Western  Railway  Company,  held  that  day  at  Puddington,  the  matter  had  been 
discussed  with  the  deputation  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  and 
the  alteration  of  the  line  and  the  increase  of  capital  assented  to. 

It  was  agreed  that  the  capital  should  be  1,500,000/. 

That  the  Directors  of  the  Great  Western  Company  should  guarantee  to  the  Oxford, 
Worcester,  and  Wolverhampton  Railway  Company  an  annual  payment  of  52,500/.  subject, 
as  thereinafter  mentioned,  as  a  permanent  rent  for  999  years'  lease  of  their  projected  railway, 
with  a  double  line  of  broad-gauge  rails,  complete  with  stations  and  every  requisite  convenience 
for  trafiiic,  commencing  from  or  near  to  the  city  of  Oxford,  and  terminating  at  Wolverhamp- 
ton, with  a  junction  with  the  Grand  Junction  Railway. 

The  line  was  to  be  laid  and  formed  in  the  direction  noentioned  ifi  the  prospectus  thereunto 
annexed,  or  as  near  thereto  as  circumstances  would  admit  of,  with  branches  to  Kingswinford 
district,  to  Stourbridge,  to  the  Stoke  Alkali  Works,  and  to  the  River  Severn  at  Worcester. 

In  addition  to  the  fixed  rent  of  52,500/.,  the  Great  Western  Company  agreed  to  pay  over 
k  moiety  of  the  anmial  profits,  after  deducting  the  rent  and  all  the  expenses  attending  the 
working  of  the  line. 

And  in  the  event  of  it  being  found  impracticable  to  complete  the  railway  within  the  amount 
of  1,500,000/.,  and  any  further  sum  was  required  for  that  purpose,  it  was  agreed  that  if  any 
clear  profit  was  realized  after  paying  the  rent  and  working  expenses,  the  same  should  be  first 
liable  for  the  payment  of  the  interest  on  such  surplus  expenditure,  not  exceeding  250,000/.^ 
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Appendix  No.  75.    and  a  moiety  of  the  balance  only  of  such  profits,  after  deducting  such  interest,  should  be  pdd 

— •  over  to  the  Oxford,  Worcester,  and  Wolvertampton  Railway  Company. 

&  Wolvertia^^  '^^^  *^  *^®    ®^®"^  ^^  ^^®  1,500,000Z.  not  being  expended  in  the  formation  of  the  line 

RaUwav.^        and  branches,  then  that  a  proportionate  deduction  should  be  made  from  the  rent  of  52,500/. 

That  the  traffic  required  by  the  Great  Western  Railway  Company,  to  be  shown  according 
to  the  conditions  contained  in  the  recited  agreement,  should  be  131,250/.,  instead  of  75,000/^ 
and  the  subscription  list  900,000/.,  instead  of  600,000/. 

That  all  the  other  terms  and  stipulations  of  the  recited  agreement  should  remain  in  force^ 
except  as  altered  by  the  subsequent  arrangement. 

Tnis  second  agreement  was  signed  by  the  Directors  of  the  Great  Western  Railway  Com 
mny,  but  not 'by  any  of  the  Provisional  Committee,  or  any  other  person  on  behalf  of  the  Oxford,' 
Worcester,  and  Wolverhampton  Company,  although  the  terms  were  fully  understood  and 
assented  to  by  them. 

As  soon  as  this  further  arrangement  had  been  made,  the  amended  prospectus  referred  to 
in  the  last-mentioned  agreement  was  issued  and  generally  circulated  through  the  country, 
which,  after  stating  the  advantages  of  the  line  and  the  traffic  to  be  expected,  contains  the 
following  paragraph:— 

"  In  addition  to  these  claims  on  publiq  attention  and  support,  the  Committee  of  Manage- 
ment  have  concluded  an  arrangement  ^ith  the  Directors  of  the  Great  Western  Railway 
Company  conditional  on  the  necessary  preliminaries  for  preceding  with  the  Bill  in  Parlia- 
ment, being  completed  and  subject  to  the  sanction  of  their  proprietary,  by  which  a  guarantee 
of  3i^  per  cent,  per  annum  on  the  estimated  capital,  with  hailf  the  surplus  profits^  will  be 
secured  to  the  snareholders  in  this  undertaking.  And  in  the  event  of  its  being  found  neces* 
sary  to  expend  a  greater  sum  than  l,50O,0O0Z.  in  constructing  the  line  (but  which  amount  is 
estimated  to  be  more  than  sufficient  for  the  purpose),  the  Directors  of  the  Great  Western 
Railway  Company  have  agreed  that  interest  on  such  additional  amount,  provided  the  same 
does  not  exce«i  250,000/.,  shall  be  paid  previous  to  any  division  of  profits  being  made." 

By  the  subscribers'  agreement,  dated  1st  October,  1844,  preparatory  to  an  applica- 
tion to  Parliament,  and  ultimately  executed  by  all  the  shareholders  in  the  Company,  it  was 
provided — 

That  the  Provisional  Committee  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway 
Company  should  be  at  liberty,  and  should  have  full  power  to  enter  into  any  bargains,  contracts, 
arrangements  or  agreements  with  landowners,  railway  or  canal  companies,  corporations,  and 
promoters  of  other  similar  or  competing  schemes  which  might,  in  their  judgment,  be  advisable 
for  facilitating  the  obtaining  of  an  Act  of  Parliament  and  for  the  accomplishment  of  the 
aforesaid  railway  communication,  or  any  part  or  parts  thereof,  and  to  agree  with  others 
desirous  to  obtain  powers  to  lease,  take,  or  execute  the  whole  or  any  part  or  parts  of  the  same 
line  of  railway,  either  to  grant  to  them  a  lease  thereof,  or  to  surrender  to  tnem  the  same,  or 
any  part  or  parts  thereof,  or  to  permit  them  to  hold  stock  in  this  undertaking,  and  to  have  such 
control  in  the  management  thereof  as  may  appear  reasonable,  or  otherwise  as  to  the  said 
Committee  may  seem  advisable. 

''  And  particularly  to  enter  into  and  make  with  the  Great  Western  Railway  Company  such 
further  agreements  and  arrangements  in  Parliament,  and  otherwise  for  carrying  into  effect  the 
two  several  agreements  already  entered  into  between  the  Directors  of  the  said  Company  and 
the  said  Managing  Committee,  dated  the  15th  day  of  August  and  20th  day  of  September, 
1844  (and  which  said  several  agreements  the  said  parties  hereto  hereby  approve  of,  ratify,  and 
confirm),  for  the  purpose  of  leasing  to  the  said  Great  Western  Railway  Company  the  railway 
and  undertaking  hereby  contemplated,  upon  such  terms  and  with  such  modifications  in,  and 
deviations  from,  the  stipulations  contained  in  the  said  several  agreements  of  the  15th  day  of 
August  and  the  20th  day  of  September,  1844,  and  generally  in  such  manner  as  may  seem 
advisable  to  the  said  Managing  Committee,  and  may  be  arranged  and  agreed  upon  between 
them  and  the  said  Great  Western  Railway  Company?' 

And  in  pursuance  of  any  such  agreement,  contract,  or  arrangement,  or  otherwise  for  any  of 
the  purposes,  to  make  application  to  Parliament  for,  or  to  consent  to  the  introduction  by 
Parliament  of,  any  such  clauses  and  provisions  in  any  Act  of  Parliament  for  which  applica- 
tion may  be  made,  as  aforesaid,  as  to  the  said  Managing  Committee  may  seem  proper  and 
desirable,  and  to  take  such  proceedings  in  Parliament  or  elsewhere  as  they  may  deem  ex- 


This  was  the  relationship  of  the  two  companies  to  each  other  at  the  time  of  going  to  Par- 
liament in  the  session  of  1844-5,  when  what  was  called  The  Battle  of  the  Gauges  was  fought, 
upon  the  Bill  introduced  by  the  Oxford,  Worcester,  and  Wolverhampton  Company,  wmch 
gradually  assumed  the  appearance  of,  and,  in  fact,  became  a  contest,  between  the  Great  Western 
Company  and  the  London  and  Birmingham  Company,  who  were  the  projectors  of  a  rival  line 
of  railway  to  occupy  the  same  part  of  the  country. 

The  conditions  required  by  the  agreements  between  the  two  companies  for  the  support  and 
assistance  of  the  Great  Western  Company  were  entirely  disregarded,  for  not  only  was  there 
not  two-thirds  of  the  landholders  assenting  or  neutral,  nor  a  sufficient  subscription  list,  but  the 
Board  of  Trade,  to  whom  the  several  railway  schemes  of  that  session  were  referred,  reported 
against  the  Oxford,  Worcester,  and  Wolverhampton  line,  and  in  favour  of  the  rival  project; 
yet  the  Great  Western  Company  pursued  the  measures,  and  from  auxiliaries,  to  all  intents 
and  purposes,  became  principals  in  the  prosecution  of  the  Bill.  They  completed  the  subscrip- 
tion contract,  and  provided  the  necessary  deposit  for  going  to  Parliament,  and,  in  fact,  every- 
thing was  done  under  their  advice  and  direction. 

The  Grreat  Western  party  were  ultimately  successful,  and  the  Act  incorporating  the 
Oxford,  Worcester,  and  Wolverhampton  Company  received  the  Royal  assent  on  the  1th  of 
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Oxford,  Worcester, 

&  Wolverhampton 

Railwaj[. 


August,  1845.    By  sec.  4  the  capital  of  the  Company  was  1^500^000/.,  with  power,  by  sec.  9,    Appendix  No.  75. 
to  borrow  500,000/. 

By  sees.  11  and  12,  powers  were  taken  by  the  Great  Western  Company  to  subscribe  not 
exceeding  750,000/.,  and  to  raise  the  money  by  shares  or  loans.  Sec.  13  authorizes  them  to 
vote  at  the  meetings  of  the  Company,  except  upon  questions  relating  to  the  sale,  lease,  or 
working  of  the  rail  way  by  the  Great  Western  Company ;  and  sec.  17  authorizes  the  appoint- 
ment of  six  Directors  of  the  Great  Western  Company  as  Directors  under  this  Act. 

By  sec.  38  it  is  provided  that  the  railway  should  be  completed  on  the  same  gauge  and 
construction  as  the  Great  Western  Railway. 

By  sees.  94  to  1 10  inclusive,  the  Great  Western  Company  are  united  with  the  Oxford, 
Worcester,  and  Wolverhampton  Company  in  a  guarantee  to  the  Severn  Navigation  Com- 
missioners to  make  up  the  tolls  upon  that  river  14,000/.  per  annum,  to  come  into  operation 
upon  the  opening  for  goods  traffic  of  any  part  of  the  railway  or  branches  between  Worcester 
and  Wolverhampton. 

By  sees.  128  and  129,  power  is  given  to  lease  or  sell  and  convey  the  railway  to  the 
Great  Western  Company ;  and  by  sec.  130  it  is  enacted^  that  it  shall  be  lawful  for  the  Com- 
pany thereby  incorporated,  and  for  the  said  Great  Western  Railway  Company,  to  make  and 
enter  into  such  contracts  or  agreements  for  effecting  the  ^purposes  aforesaid,  or  for  otherwise 
working  or  using  the  said  railways  or  any  of  them,  or  any  part  or  parts  thereof  respectively, 
or  for  the  maintenance  and  repair  thereof,  or  any  part  or  parts  thereof  respectively,  as  they, 
the  said  Companies,  may  respectively  deem  advisable,  and  subject  to  such  terms  and  con- 
ditions as  may  be  mutually  agreed  on  between  them*  "And  any  contract  or  agreement 
made  before  the  passing  of  this  Act  for  all  or  any  of  the  purposes  aforesaid  by  the  Provisional 
Committee  of  the  Company  hereby  incorporated,  and  the  Directors  of  the  said  Great 
Western  Railway  Company,  with  the  sanction  of  any  general  meeting  of  the  said  last- 
mentioned  Company,  shall  be  as  valid  and  binding  in  every  respect  as  if  made  subsequently 
to  the  passing  of  this  Act,  and  in  conformity  with  me  provbions  thereof." 

By  sec.  31  it  is  recited  that  the  Great  Western  Company  were  willing  to  undertake  in  case 
of  need  the  due  completion  of  the  railway  by  that  Act  au&orized  and  the  branches  thereof. 
And  it  is  enacted,  that  in  the  event  of  the  Company  thereby  incorporated  failing  to  complete 
the  said  railway  and  branches  within  the  period  limited  by  that  Act,  by  neglecting  at  any 
time  to  proceed  therewith  in  such  manner  as  to  afford  a  reasonable  security  for  the  com- 

?letion  tnereof  within  the  aforesaid  period  (five  years),  it  should  be  lawful  for  the  Great 
Western  Railway  Company,  after  giving  one  month's  notice  of  their  intention  so  to  do,  to  enter 
upon  the  said  railway,  and  to  proceed  with  the  construction  thereof^  and  to  exercise  all  or 
any  of  the  powers  of  the  Company  thereby  incorporated  in  relation  thereto.  "  And  if  at  any 
time  the  said  Company  hereby  incorporated  shall,  in  the  opinion  of  the  Board  of  Trade,  fail 
to  proceed  with  the  construction  of  the  said  railway  in  manner  aforesaid,  the  said  Great 
Western  Company  shall,  on  being  required  so  to  do  by  the  said  Board,  enter  upon  the  said 
railway,  and  snail  complete  the  same  as  aforesaid.  And  in  such  event  it  shall  not  be  lawful 
for  the  Company  hereby  incorporated,  or  the  Directors  thereof,  at  any  time  from  and  after 
such  entry  as  aforesaid^  unless  with  the  special  consent  of  the  said  Board  of  Trade;  to  declare, 
make,  or  pay  any  interest  or  dividend  upon  any  of  the  shares  in  the  said  undertaking,  or  to  the 
holders  or  propnetors  thereof,  until  after  the  whole  of  the  said  railway  shall  have  been  con- 
structed and  opened  for  public  use." 

It  may  be  taken  that  the  Great  Western  Company  were  not  only  the  active  promoters  of 
the  Bill  generally,  but  that  the  particular  clauses,  especially  those  relating  to  the  powers  of  the 
Great  Western  Company,  were  prepared  and  inserted  in  the  Bill  ou  their  behalf  by  the 
parties  acting  for  them ;  and  as  to  the  clauses  entailing  liabilities  on  that  Company,  such  as 
the  Severn  Navigation  guarantee,  that  they  were  settled  and  approved  of  by  them. 

By  the  Act  of  9  Vict.,  1846,  the  Oxford,  Worcester,  and  Wolverhampton  Company  were 
authorized  to  make  branches  from  their  main  line  to  Witney  and  to  Stratford-upon-Avon ; 
and  by  the  subsequent  Act,  11  and  12  Vict.  (1848),  Bill  No.  2,  the  Company  were 
empowered  to  make  an  alteration  and  deviation  of  the  original  line  at  the  town  of  Wolver- 
hampton, and  to  form  a  joint  station  there  with  other  parties. 

By  each  of  these  Acts  the  provisions  contained  in  tiie  first-mentioned  Act  were  extended  to 
the  several  objects  and  purposes  of  the  subsequent  Acts,  as  fully  and  effectually  as  if  the  same 

Provisions  were  re-enacted.  By  the  Act  11  and  12  Vict.  (lo48).  Bill  No.  1,  the  Oxford, 
i^orcester,  and  Wolverhampton  Company  were  empowered  to  raise  by  shares  any  sum  not 
exceeding  750,000/.,  and  to  borrow  to  the  extent  of  250,000/.  in  addition  to  and  beyond  the 
capital  provided  for  the  particular  works  to  be  executed  under  the  branch  and  extension  Acts 
of  1846  and  1848  above  mentioned. 

By  sec.  3  it  is  enacted,  "That  the  capital  so  to  be  raised  by  the  creation  of  new  shares 
shall  be  divided  into  shares  of  such  amount  as  will  conveniently  allow  the  same  to  be  allotted 
or  apportioned  in  such  manner  and  upon  such  terms  as  may  have  been  or  may  be  agreed 
upon  at  any  ordinary  or  extraordinary  meeting  of  the  Comnany,  and  shall  be  considered  as 
part  of  the  oririnal  capital  of  the  Company,  and  shall  be  subject  to  the  same  provisions  in  all 
respects,  whether  with  reference  to  the  payment  of  calls  or  the  forfeiture  of  shares,  on  non- 
payment of  calls  or  otherwise,  as  if  it  had  been  part  of  the  original  capital,  except  as  to  the 
amount  of  such  shares,  which  shall  be  determined  as  hereinbefore  provided,  and  except  also  as 
to  the  times  of  making  calls  on  such  shares,  and  the  amount  of  such  calls,  which,  respectively, 
it  shall  be  lawful  for  the  Directors  of  the  Company  from  time  to  time  to  fix  as  they  may 
think  fit." 

The  only  resolution  which  appears  to  have  been  come  to  at  any  of  the  general  meetings  of 
the  shareholders  of  the  Great  Western  Railway  Con^pany  after  the  making  of  the  agreements 
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Appends  No.  75.    of  August  and  Septemb^^  1844,  and  l>efare  tbe  passing  of  the  Act  of  1845,  is  the  following, 

/~  which  was  made  at  the  general  half-yearly  meeting  on  the  18th  February •  1845 : — 

fc^W*«£ltaoSi*       "  '^*^  *^  E>ireotor»  be  and  they  are  h«reby  empowered  to  tak6  alt  necessary  steps  for 
Kdlway.  "^PF^y*^  ^  Parfiament,  either  in  tbeh'  own  names  or  separately  or  jointly,  with  any  corpora- 

tion or  persons  for  Bills  for  making  raSways  between  Standish  and  Ross,  Monmouth  and  Her^ 
ford,  with  a  branch  into  the  Porast  of  Dean,  and  from  Oxford  to  Worcester  and  Wolver- 
hampton,  toitk  branches  therefrom  to  J^ngmohiford  and  the  Stoke  Alkali  Works,  and  to  agree 
with  any  person  or  persons  who  shall  apply  to  Parliament  for  such  Bills  for  the  conOructwn  of 
or  for  taking  on  lease  or  use  such  railways  or  any  part  thereof  when  made  either  by  guarantee 
or  otherwise,  and  upon  any  such  tierms  and  conditions  as  may  be  agreed  upon  for  such  purposed 
At  the  first  meeting  after  the  Act  came  into  operation  on  the  6th  August,  1845,  the 
Directors  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway  came  to  the  following 
tesolutioil,  which  was  entered  oH  their  proceedings  :— 

"  Resolved,  that  the  following  Resolution,  entered  oa  the.  Minutes  of  ihe  proceedings  of  th6 
Provisional  Committee  at  their  meeting  oa  28th  June^  1846,  be  now;  confirmed,  viz: : — 

"  That  Messrs.  Rufford,  Math^vi^  and  Tbomeycroft  be  appointed  a  Committee,  with 
full  power  to  enter  into  and  cooelude  all  necessary  arrangements  with  the  Great  Western 
Railway  Company,  for  the  lease  of  this  line  to  them  on  the  tersis  and  stipulations 
already  agreed  upon,  and  to  eater  into,  make,  and  execute  all  such  deeds  as  may  b^ 
necessary  for  the  purpose.** 
Oto  the  20th  of  August,  upoo  the  quodon  oonfiraing  the  preceding  Besoliition,  the  folbwing 
ras»ltition  was  come  to : — 

**  That  the  minutes  of  the  meeting  of  6cli  August  be  conirmed  foatept,  so  ftr  as  to  any 
question  which  atiay  arise  as  to  the  intent,  meaning,  and  eoastnietBOit  of  any  agreenffints  or 
arrangements  entered  into  with  the  Great  Western  Railway  Company  now  under  eonsidera* 
tion,  and  which  have  been  refierred  to  the  chairman,  Mr.  Hwmeycroft,  and  Mr.  Matthews,  fot 
arrangement  with  that  Company,  on  such  terms  as  thoee  gentlemen  may  deem  proper.** 
.  Alwit  this  time  it  became  evident  to  all  parties  coneerned  that  the  capital  of  l,500,00(Nr.» 
provided  by  the  Act,  would  be  insufficient  for  the  construction  of  Che  railway.  During  the 
progress  of  the  Bill  throu^  Parliament,  the  Baaking  of  side  lines  upon  a  considerBUe  portion 
of  the  railway,  and  other  additional  works,  had  been  imposed  iqpon  the  Company;  besides 
which  both  materials  and  labour  had  greatly  advanced  in  price  in  consequence  cf  the  namber 
of  nsilway  Bills  passing  through  Pariument. 

It  became,  therefore,  neoe^ary  to  have  an  understanding  with  die  Great  WeirtBra 
Company  for  the  enlargement  of  their  guarantee  to  a  sam  sufficient  to  cover  the  cost  of  the 
line  as  originally  contemplated ;  and  the  following  correspondence  for  that  purpose,  took 
place  between  the  chairmen  of  the  two  Companies : — 

Mt  Dear  Sir,  BeUbroughton,  November  22, 1845. 

I  AM  requested  to  submit  to  the  Directors  of  the  Great  Western  Company  that  th^ 
should  take  into  their  consideration  the  &ct  that  this  Company  will  be  subject  to  large 
additional  expenditure  in  the  construction  of  this  railway  from  a  variety  of  causes  not 
estimated  by  Mr.  Brunei  when  he  calculated  the  total  expenditure  requisite  at  1,500,000/. 
Amongst  other  unexpected  costs,  I  may  name  the  extent  of  the  preliminary  expenses*  which 
have  l^en  rendered  very  great  from  the  ParJiamentrry  contest,  the  large  sums  to  be  paid  to 
opposing  landowners,  two  dbuble  linas  of  railway  to  be  laid  down  instead  of  three  raib 
between  Wolverhampton  and  Abbotswood,  and  the  side  lines  which  were  forced  upon  us  in 
Committee. 

The  traffic  proved  being  219,0002.  after  the  rates  had  be^i  reduced  to  the  present,  and  not 
the  rates  existing  when  the  agreement  was  made,  the  amount  required  to  be  proved  being 
131,250/.,  our  ^ard  trust  that  the  Great  Western  Company  will  increase  the  amount  of  the 
rent  to  Si*  per  cent,  upon  the  legitinoate  expenditure,  instead  of  the  fixed  amount  of  52,500/. 
We  feel  that  the  proposition  itself  is  an  equitable  one,  and  particularly  when  connected  with 
the  circumstance  of  the  traffic  proved  having  so  far  exceeded  the  amount  stipulated. 

As  Mr.  Brunei  cannot  at  present  re-estimate  the  cost  of  construction,  and  all  the  other 
additional  costs  are  not  yet  ascertained,  ^we  ask  for  some  explicit  promise  from  you  that  tho 
question  will  be  ultimately  arranged  upon  the  basis  I  have  named;  by  so  doing  I  bdieve 
you  will  restore  those  belings  of  oonfidence  which  we  are  anxious  should  exist  between  the. 
Directors  of  both  Companies. 

I  will  further  add,  the  settlement  of  this  question  will  be  attended  with  beneficial  results  ; 
for  I  cannot  withhold  fi-om  you  that  considerable  distrust  has  existed  amongst  a  porti^i  of  our 
Board  that  this  proposition  for  an  extension  of  the  guarantee  would  not  be  met  by  the 
Directors  of  the  Great  Western  Company,  although  I  have  never  felt  any  myself. 
«  I  remain,  &c., 

GksLrks  JRusseS,  JSsq.j  MJP  F.  Rufford. 


27,  Charles-street,  St.  James's, 
My  Dear  Sir,  November  25, 1845. 

1  WILL  bring  your  letter  before  our  Board  on  the  first  day  we  meet  I  fully  adosit  the 
reasonableness  of  the  grounds  on  whidi  you  wpljr  for  aa  alteration  in  the  tenns  of  our  agree- 
ment, provided  the  increased  amount  of  ciyital  be  not  expsssive,  and  that  it  is  limited  to  some: 
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Aj^pesAxKo.  7^* 


BihQwayu 


specific  extent.     Without  such  Umitation,  I  am  satisfied  our  Board  will  not  entertmn  the  pro- 
position ;  and  I  therefore  think  you  will  be  wise  to  fix  the  amount  as  soon  as  you  can.     You  -*^ 
may  be  assured  of  our  readiness  to  go  into  the  sutgect  io  the  b<8t  spiait,  and  at  the  earliest   ^^I^^^J^^!!^ 
period  at  which  you  will  enable  us  to  do  so.                                                                                       &  W^dwarliMBpto* 

Beliere  me,  &c., 
F.  Rufford,  Esq.  C.  Russell. 

In  consequence  of  this,  Mr.  BnmeT,  the  cnginiir  ef  the  Company,  was  ^reetedl  to  m9ke  a 
imised  estinaate  of  the  whole  coot  «rf  the  works  on  the  Hue,  which  be  did  in  Febrvary,  1846!» 
and  it  amounted  to         .         •         .         .         .         •         .  £2,257,366    0    0 

To  which  were  added — 
Surveying,  engineering*  law,  office,  and  miscellaneous  expenses, 

paid  to  that  date 76^548    0    0 

Rent  of  offices,  salaries^  directors*  travelling  and  miscella- 
neous expenses ;  three  years,  at  5,0002.  •  •  •        15,000    0    0 
And  interest  on  capital  at  f#ur  per  cent.  •         •         •         •      150^000    0    0 


£2,498,914    0    0 


These  amounts  were  furnished  to  the  Great  Western  Company*;  and  the  Directors  of  that 
Company,  at  a  meeting  on  the  lOth   February,   1846,  came  to  the   following  resolutions 

''  Tha  Fevisad  aBtinwitei  oo  the  Cbdbrdr  Worcestat^  and  WolserhamptOB  Compaaj;.  Aonished 
by  Mr.  Bniad  U^  thai  Coatfotuf^  and  deUverad  by  Mr.   Ru&rd  aa  tba  baais  of  «i 
modification  of  terms  for  the  lease  of  that  line  by  this  Company,  were  carefully  considered^ 

**  Thft  five  daeiunaata  received  from  that  Conqpany  wen  4»rdeied  to  ba  ^«H^^tf4  to 


**  The  original  afraenetft  waa  stfin-Md  t^  and  tks  whole  sulyad  beisg  conaideaBd  with 
r^hBmi»  to  the  maaaa  of  canstruGtin^  the  liafi  and  works  under  tha  altered  cir^iuaaslancaa 
of  fioaC  fl»  ^  to  canry  out  the  maia  abjccta  tor  mhsck  that  Coapany  waa  fonaad,  and  ioaaM 
ita  aamplirHmn  Cbt  tha  itttaractf  of  thia  Campanj,** 

It  was  resolved, — 

*"  That  tha  aaaetian  of  the  geneaal  meatiog  ta  ha  held  on  tlia  I2th  instant  shall  he  afipivd 
for  la  attthoviae  tha  Diradom  te  tater  into  aa  agreemeat  with  tha  Directors  of  the  Oxibn^ 
Wonarter,  and  Wolwprhamptan  Can^faoy  fiir  ntofBiying  tha  tenua  aad  ooadttiona  of  tha  laase 
by  ea^Bdimg  tha  guarankaa  to  such  auao.  aa  aiay  ha  oeceasary  for  the  coaapletioii  af  tha  sakl 
nitmif  aad  waik^  and  fiaiag  dia  rata  of  inierBil:  at  4  per  ami.  per  anauai^  ia  £eu  of  S%  per 
cent  per  annum. 

**  That  if  audi  saactieii  and  authorit¥  be  abtaiaed  from  the  general  maetisg.  it  will  be 
expaiiaat  to  unraaoe  tha  amonat  on  which  such  gnaranlaa  shall  be  givaa  from  1,750,0002.  ta  a 
sum  aot  excaadnig  2,500^0001,  and  to  p^  a  minimum,  intecaat  of  4  par  eaoL  per 
tagathar  with  half  the  profits  of  the  line,  aifged  la  Iha  foUaaing  eoodiltons  ;-*- 

^  let.  That  the  sew  ahaiva  ta  be  miaed  by  ikm  Osfopd^  WoiMBto^  aad 
faampton  Railway  Company  shall  ha  fiftisd  raaaahiy  in  tha  ^htrihatian  ta  the 
baMm  of  tha  Gn»t  Wadam  Sailmiy  pari  pemm  with  thoaa  of  tha  Qited,  Wor- 
eealer,  and  Wolvefhampton  Btihroy^  in  profarhon  fta  Ihenr  wipeUiae  ahaaa  csqpital  at 
Ae  tisNk 

«*ftid.  That  oa  works  shall  be  nadaftahaa,  ar  any  capital  expended  fisr  pvapaaas  other 
than  those  which  ave  comprisad  in  the  said  tahmaias  (or  tha  eoaatnwbaii  of  the  diaeet  liaa 
of  railway,  and  tha  uaual  and  waaanary  slhtioai^  wHk  the  side  Rnas  raferved  to  iu  tha 
Act,  unless  tha  previoua  conaent  and  appaaaal  by  this  Bosvd  shafl  haae  bean  giaea  in 
wrhiag  mider  the  hand  of  the  Ghnirmaa  af  the  Gwat  Westam  Ralway  Compaay  for  the 
time  being." 
On  the  12th  Febniary  the  foUowiag^reaohitibn  wne  paaaed  at  a  ganeial  nsaeting  of  the  shaae* 
holders  in  the  Oreat  Western  Railway  Company : — 

'•  That  the  l>irectors  be,  and  they  are  hereby  empowered  to  enter  into  an  agreement  with 
the  Directors  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  for  modifying 
the  terms  and  conditions  previously  arranged  for  the  lease  of  the  said  line,  by  extending  the 
guarantee  to  such  sum  as  shall  appear  to  them  necessary  for  the  completion  of  the  said 
railway  and  works,  and  fixing  the  rate  of  interest  at  4  p6r  cent,  per  annum,  in  Keu  of  3J  * 
per  cent,  per  annum,  subject  to  such  conditions  as  may  seem  to  them  equitable  between  the 
two  Companias.'* 

This  latter  resolution  was  transmitted  to  the  Oxford,  Worcester,  and  Wolverhampton  CDm- 
piany^  and  was  entered  in  their  minutes,  as  it  was  also  embodied  in  the  report  made  by  the 
Directors  to  the  general  meeting  of  the  shareholders  of  the  latter  Company  in  the  same  month ; 
but  the  minutes  of  the  Directors  of  the  Great  Western  Company  do  not  appear  to  have  been  ' 
received  by  the  Oxford,  Worcester,  and  Wolverhampton  Company,  although  the  contents 
were  verbally  communicated  to  the  chairman,  Mr.  Rufford,  and  other  Directors  of  tha  Corh 
pany. 

Nothing  further  was  done  towards  making  any  formal  agreement  between  the  Companies; 
both  partilei  were  mudi  engaged  in  opposing  rival  schemes  of  railway  in  Parliament,  and  the 
matter  remained  where  it  was  left  by  the  foregoing  application,  ami  the  reaolutums  of  the 
Gireat  Western  Company  passed  thereon  ;  hot  on  the  11th  August  foUowmg,  in  consequence 
afaeme  remarks  of  idiareholdeni^  the  matter  came  before  the  Direeton  of  me  Oxford,  Wop* 
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Appendix  No.  75.    cester,  and  Wolverhampton  Company,  and  the  following  minute  was  entered  in  their  pro- 
O  f  rd"w"       1       ceedings ; — 

St  Wolverhampton'       "  ^^^^  August,  1846.— The  position  of  the  Company  with   reference  to  the  guarantee 
Rtilway.  engaged  to  be  given  by  the  Oreat   Western  Railway   Uompany   having  been  taken  into 

consideration, 

*'  Resolved— 

'^  That  this  Board  deem  it  most  advantageous  to  the  interests  of  this  Company  that  the 
arrangement  should  be  allowed  to  remain  in  its  present  state,  and  that  no  more  defined  settle- 
ment should  at  this  time  be  pressed  for." 

In  the  same  month  Lord  Redesdale,  who  had  become  a  shareholder  in  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  attended  the  general  meeting  of  the  shareholders 
in  Worcester,  and  made  an  attack  upon  the  policy  of  the  Directors  of  that  Company,  with 
reference  to  their  engagements  with  the  Great  Western  Comrany,  and  also  to  the  Birmingham 
and  Oxford  Junction  Railway,  at  that  time  prosecuted  in  rarliament  by  the  Great  Western 
Company,  and  supported  by  me  Oxford,  Worcester,  and  Wolverhampton  Company ;  and  sub- 
sequently the  following  correspondence  ensued  between  his  Lordship  and  the  Chairman  of  the 
Oxford,  Worcester,  and  Wolverhampton  Company. 


Lord  Redesdalr  to  Mr.  Rufford. 

Sir,  Batsford  Park,  September  27,  1846. 

I  AM  much  obliged  to  you  for  your  letter,  I  assure  you  that  my  sole  object  will  be  to 
accommodate  the  Company  in  every  reasonable  demand,  and  to  promote  the  interests  of  the 
concern. 

If  it  is  not  an  improper  request  to  make  of  you,  I  should  like  to  know  podtively  when  the 
Company  are  likely  to  require  my  land,  and  to  commence  their  works  hereabouts.  I  know 
that  Directors  have  their  secrets,  and  therefore  it  is  very  possibly  out  of  your  power  to  answer 
me.  If,  therefore,  the  question  is  undecided,  or  not  to  be  announced,  pray  tell  me  so,  and  I 
shall  be  satisfied.  If,  however,  you  are  certain  either  that  the  matter  will  be  deferred  or 
immediate,  I  hope  you  will  feel  yourself  authorized  to  tell  me,  as  where  the  transaction  is  so 
considerable,  it  is  of  some  importance  to  know  when  it  is  likely  to  come  on, 

I  hear  still  reports  of  the  probable  abandonment  of  a  considerable  portion  of  the  line.  As 
you  have  gone  so  far,  I  do  not  feel  inclined  to  believe  this,  though  I  should  be  glad  to  hear  it, 
as  you  are  well  aware.  If  you  are  disposed  to  authorize  me  to  contradict  such  a  report,  I 
shall  be  willing  to  assist  you  by  so  doing,  for  it  capnot  advance  the  interests  of  the  Company  to 
have  false  reports  spread.  If  any  such  intention  is  entertained,  I  shall  be  happy  to  assist  the 
Directors  in  promoting  their  object. 

If  the  line  is  persevered  in,  I  do  strongly  recommend  you  to  have  one  of  the  contracts 
between  this  place  and  Oxford  let  immediately.  The  one  from  the  junction  with  the  Great 
Western  to  Charlbury  would  pay  a  trifle  as  soon  as  complete,  and  has  some  stiffish  work  upon 
it.  I  am  confident  that  for  your  future  traffic  it  is  most  important  that  the  broad-gauge  com- 
munication should  be  opened  throughout  from  the  first,  or  the  traffic  will  settle  into  other 
channels,  and  the  line  through  these  parts  become  nearly  useless. 

I  have  heard  since  I  was  at  Worcester  that,  in  fact,  your  hands  as  Directors  are  completely 
tied ;  that  the  concern  is  let  on  a  999  years'  lease  to  the  Great  Western,  under  engagements 
which  leave  you  no  independence  apd  no  choice  but  to  obey.  If  this  be  so,  and  I  had  known 
it,  you  may  be  well  assured  that  I  should  not  have  troubled  you  with  what  I  said  at  the  meet- 
ing, for  having  no  pecuniary  interest  in  the  concern,  I  exerted  myself  for  what  I  believed  to  be 
the  interest  of  others  who  I  pity  and  thought  I  might  assist.  If  the  case  was  a  hopeless  one, 
the  less  said  about  it  the  better  for  the  contentment  of  my  poor  neighbours,  who  have  bought 
^ares  at  a  premium.  If  the  case  can  be  amended,  depend  upon  it  my  speech  must,  if  pro- 
perly acted  upon,  strengthen  your  position  and  enable  you  to  get  better  terms. 

I  have  alluded  to  t^is  subject  in  order  that  you  may  fully  understand  my  motives  in  all  my 
proceedings  in  respect  to  the  Company. 

.  I  have,  &c., 

Redesdalb. 

I  may  add  that  any  communication  you  may  make  shall  be  considered  by  me  as  strictly 
confidential,  if  you  desire  it  to  be  so. 


My  Lord,  Bellbrovyhton,  September  29,  1846. 

I  WILL  reply  to  your  letter  in  the  course  of  next  week,  when  I  hope  I  shall  be  enabled 
to  answer  several  of  your  questions,  and  which  I  cannot  do  at  present,  because  I  am  ignorant 
of  the  intended  proceedings  of  the  engineers. 

I  have,'&c.. 
The  Lard  Redesdale.  F.  RuFFom>. 


My  Lord,  Bellbrouffhtan,  October  7,  1846. 

I  HAVE  postponed  my  reply  to  your  letter  of  the  27th  September,- jn,  order  that  I  might 
first  see  Mr.  Brunei,  which  I  have  done,  and  I  now  hope  I  am  in  a  positipn  to  answer  your 
q^iestions.    Mr.  Elgie  tells  me  that  he  had  an  interview  with  your  Lordship  on  Monday,^  s^d 
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that:  you  have  approved  an  agreement  he  submitted  to  you  on  behalf  of  our  Company     He    Appendix  No.  76. 
mentioned  the  kind  manner  in  which  your  Lordship  received  him,  and  stated  to  the  Board  of  — r 

Directors  that  your  demands  were  very  reasonable,  and  you  appeared  desirous  to  afford  us  ^*Sf ^/  Worcester, 
ev^ry  accommodation.  *     Raawa:r?^^^'* 

I  am  authorized  to  state  to  you  that  your  property  plans  will  be  delivered  to  you  in  about 
one  month  from  this  time,  that  we  shall  then  be  ready  to  treat  with  you  for  the  purchase  of 
your  lands  which  we  shall  require ;  that  we  shall  commence  the  works  in  your  neighbourhood 
as  soon  as. we  can  arrange  some  accommodation  which  we  have  been  requested  to  afford. 
Although  I  cannot  mention  the  particular  week  when  we  may  commence  the  works,  I  believe  I 
mav  assure  you  that  it  will  be  within  this  present  year  1846. 

I  am  perfectly  well  aware  of  the  numerous  reports  which  are  circulated  by  interested  parties 
for  the  purpose  of  injuring  us  in  the  public  estimation,  and  depreciating  the  value  of  our  pro- 
perty. Indeed,  "  it  caiinot  advance  the  interests  of  this  Company  to  have  false  reports  spread," 
but  how  can  we  prevent  the  evil  ?  I  assure  you  we  do  not  purpose  to  abandon  any  portion  of 
the  line.  I  can,liowever,  fully  enter  into  your  feelings  of  dislike  to  a  project  which  is  so  con- 
trary to  your  wishes.  Perhaps  I  ought  to  have  stated  that  we  have  reason  to  believe  the  contracts 
will  be  let  for  the  entire  line  by  Christmas. 

There  is  one  part  of  your  letter  which,  I  confess,  I  read  with  considerable  surprise,  I  mean 
that  you  were  ignorant  of  the  fact  of  this  Company  being  under  an  agreement  with  the  Great 
Western  Company  to  lease  the  line  to  that  Company  for  999  years  until  since  you  attended 
our  meeting  at  Worcester. 

This  lease  was  the  foundation  of  our  Company.  It  was  prominently  put  forth  in  the 
prospectus,  was  set  out  in  the  subsequent  contract.  Upon  the  faith  of  it  we  obtained  our  sub- 
scribers. .  We  attempted,  in  the  first  instance,  to  obtain  subscribers,  but  failed  until  we  put  out 
the  ^arantee  from  and  the  lease  to  the  Great  Western  Company. 

We  have  shareholders  who  have  urged  the  Directors  to  endeavour  to  repudiate  this  agree- 
ment, but  if  I  know  your  Lordship,  1  am  sure  you  would  say  to  us  "  Honestly  perform  your 
engagements  even  if  they  are  injunous  to  you  ;"  so  long  as  we  continue  to  be  Directors^  I  trust 
we  shall  faithfully  perform  all  our  promises. 

I  think  the  arrangement  in  every  way  a  desirable  one.  I  don't  expect  you  will  agree  with 
ine»  I  will  only  add  to  this  long  letter  my  belief  that  those  parties  who  have  purchased  shares 
in  this  Company  as  an  investment  will  have  no  cause  of  disappointment  when  the  line  is  com- 
pleted. Our  shares  are  now  gradually  depressed,  in  some  degree  the  consequence  of  the 
reports  which  are  so  industriously  spread  by  our  opponents,  but  principally  caused  by  the  undue 
speculation  which  existed,  a  large  number  being  first  sold  for  the  account  by  parties  who  had  to 
purchase  at  a  high  rate  before  they  could  deliver  the  shares  fnot  having  any  when  they  sold), 
and  their  being  held  by  speculators  and  not  by  hona  fide  hblaers  at  the  time  when  the  call  of 
10/.  was  made. 

I  have,  &c., 

Tlie  Lord  Redesdale.  P.  Rvpford. 


Sir,  Batsford  Park,  October  8,  1846. 

I  AM  very  much  obliged  to  you  for  your  letter.  In  a  very  short  time  after  I  receive 
the  property  plans  I  shall  be  prepared  to  treat  with  the  person  appointed  by  the  Company  for 
the  sale  of  my  land,  and  shall  be  desirous  in  all  the  arrangements  to  facilitate  your  operations 
to  the  utmost  of  my  power.  I  am  convinced  that  no  proceeding  will  give  so  much  stability  to 
.  the  concern,  or  tend  so  much  to  improve  the  value  of  our  shares,  as  an  active  commencement  of 
the  works  throughout  the  whole  line,  and.  this  step  will  also  put  us  in  a  better  position  for 
securing  to  ourselves  such  advantages  as  Parliament  may  be  inclined  to  grant  to  the  broad- 
gauge  next  Session.  ,  I  do  consider  it  of  vital  importance  that  all  the  contracts  to  Oxford 
shotud  be  taken  before  the  close  .of  the  year. 

Perha^  I  am  to  blame  for  not  having  inquired  more  strictly  into  the  arrangements  made  by 
the  Company,  but  I  certainly  was  not  aware  that  the  guarantee  of  the  Great  Western  was  con- 
tingent upon  receiving  a  perpetual  lease  of  the  whole  line,  and  I  confess  that  under  such  a 
contract  I  do  not  see  what  power  is  left  to  you  as  Directors.  If  you  have  any  independent 
action,  I  think  you  have  a  very  good  game  to  play  (I  do  not  mean  by  putting  yourselves  into 
communication  with  any  rival  company),  for  I  consider  that  you  are  bound  in  honour  to  the 
Great  Western,  particularly  since  I  know  the  engagements  made  before  the  Act  was  obtained ; 
but  by  putting  forward  your  own  claims  for  the  Birmingham  broad-gauge  traffic  as  against  the 
Rugby  line,  if  such  a  favour  is  to  be  granted  to  any,  or  by  agreeing  with  the  Great  Western 
that  the  concern  should  be  transferred  to  the  London  and  Birmingham  oh  terms  mutually 
beneficial  to  ourselves  and  to  the  Great  W^estem,  I  believe  both  schemes  are  practicable  if  you 
have  any  independence  left,  and  that  from  either  great  advantage  might  be  reaped. 

I  am  a  strong  advocate  for  uniformity  of  gauge  throughout  the  kingdom,  and  therefore 
cannot  promise  any  support  to  a  demand  for  permission  to  extend  the  broad  gauge  contrs^ry  to 
the  principle  laid  down  by  the  Act  of  last  Session ;  but  if  any  such  application  is  to  be  made 
to  Parliament,  our  claim  to  be  heard  and  our  position  is  so  much  stronger  than  that  of  the 
Great  Western  for  its  Rugby  line,  that  I  do  not  see  how  we  could  fail  to  succeed  if  our  cause 
was  actively  and  sincerely  pressed,  and  this  I  think  I  could  prove  to  you  if  the  matter  was 
worth  discussing,  which  it  certainly  is  not,  unless  you  are  free  to  oppose  the  laying  down  of  the 
broad  gauge  to  Fenny  Compton. 

I  have  to  apologise  for  troubling  you  with  a  very  long  letter,  but  though  I  have  no  pecu- 
niary interest  in  the  line  beyond  my  five  shares,  and  though  I  detest  its  coming  through  this 
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Appendix  No.  75.    country,  I  am  most  anxious,  as  it  is  to  come^  that  it  should  be  a  prosperous  concern ;  and 

having  given  much  attention  to  the  subject,  am  confident  that  my  views  are  correct  and  worthy 

^S'l'^^t*'''  of  your  consideration. 

R^way?^  ^  ^  again  repeat,  as  I  think  it  most  urgent,  have  all  the  works  on  your  line  between  Oxford 
and  Worcester  in  hand  before  Parliament  meets,  and  you  will  be  ready  to  play  for  the  brtad- 
gauge  stake,  and  perhaps  find  the  Oreat  Western,  after  all,  obliged  to  take  up  your  cbhIb  t» 
being  better  than  their  own,  and  affordmg  the  only  chance  of  a  winnmg  game. 

I  have^  &e.> 
F.  Rufford^  Esq.  Rbdesdale. 


Why  do  you  not  make  a  call  ?  money  is  easier  got  now  than  it  will  be  later. 

Will  you  be  kind  enough  to  answer  the  following  quettions ;  I  put  them  on  a  separate  paper^ 
to  save  you  trouble,  as  you  can  write  "  No,"  or  "  Yes,**  to  each,  and  return  it  to  we. 

Does  the  guarantee  of  4  per  cent  extend  over  a  sum  sufficient  to  cover  all  the  ftikwing 
items  ? — 

The  whole  preliminary  expenses^  amounting  to  74,7697.  '2s,  6d,  ? — ^Yes. 

The  sums  to  be  taken  fix>m  the  capital  to  pay  4  per  cent,  interest  <m  deposits  before  the  line 
is  opened  ? — Yes. 

All  salaries,  offices,  and  other  incidental  charges  during  the  Bame  period  ? — ^Yes. 

In  short,  does  it  extend  over  all  moneys  raised  either  bv  shares,  or  borrowing,  up  to  the  tine 
of  the  opening  of  the  line  throughout,  or  only  to  the  actual  cost  of  construction  ? — Yes,  all  liiese 
being  part  of  construction. 

I^oes  it  extend  to  the  similar  charges  in  respect  of  the  branches  for  whidi  we  have  obtained, 
or  are  seeking  to  obtain  Acts  ? — Yes. 

Is  the  rent  to  be  paid  for  the  Stratford  and  Moreton  Railway  to  be  eonsidered  as  any  other 
money  ^ven  for  property,  or  for  compensation  for  damage,  &c.,  and,  tH>nsequently,  to  be 
included  in  the  cost  of  construction,  and  paid  by  the  Great  Western ;  and,  if  not,  is  it  to  be 
paid  out  of  the  4  per  cent,  guarantee,  or  to  be  considered  as  part  of  the  cost  of  woildng  tlie 
line,  or  in  what  manner  is  it  to  be  brought  to  account? — No;  but  considered  as  one  of  the 
expenses  of  working  the  line;  all  tolls  arising  from  the  tramway  to  be  considered  as  profit. 


Mt  Lord,  BeUbrougktan,  Ocbtober  9,  1846. 

I  HAVE  to  thank  you  for  your  letter  of  yesterday ;  I  am  not  in  a  position  to  reply  to 
your  remarks  at  the  present  time ;  I  confess,  however,  that  I  am  unable  to  comprehend  the 
force  of  your  arguments  regarding  the  policy  of  the  broad-gauge  interest. 

I  remain,  &c.. 

The  Lord  Sedesdale.  F.  Rufford. 


Sib,  Batsford  Park,  October  11,  1846. 

You  say  that  you  are  unable  to  comprehend  the  force  of  my  arguments  regarding  the 
policy  of  the  broad-gauge  interest. 

I  spoke  as  one  concerned  in  the  Oxford,  Worcester,  and  Wolverhampton ;  3rour  expressicm  is 
more  like  one  coming  from  a  Director  of  the  Great  Western  than  from  Uie  chairman  of  the 
former  line.  The  broad-gauge  interest  certainly  is  uniform  and  identical  with  that  of  the  €h*eat 
Western,  because  the  direct  London  traffic  of  all  broad-gauges  lines  must  pass  either  entirely^ 
or  for  above  60  miles  along  the  Great  Western;  but  it  is  not  so  with  its  branches, and  an 
Eastern  Counties  Director  mi^ht  as  well  talk  of  the  policy  of  the  narrow  gauge  making  his 
interest  identical  with  that  of  me  London  and  York,  as  a  Director  of  the  Oxford,  Worcester, 
and  Wolverhampton,  of  the  policy  of  the  broad  gau^  making  his  interest  identical  with  that 
of  the  Oxford  and  Rugby,  in  connexion  with  Uie  Birmingham  and  Oxford ;  so  far  from 
it,  they  are  hostile  to  each  other,  and  must  ever  be  so. 

I  hold  our  position  to  be  this,  and  I  beg  to  be  corrected  if  I  am  wrong,  we  are  under  a. 999 
years'  lease  to  the  Great  Western,  but  we  have  reserved  to  ourselves  a  beneficial  interest  in 
our  property,  and  it  is,  consequently,  open  to  us,  and  it  is  our  duty,  as  managing  for  the  other 
proprietors,  to  prevent  our  lessees  from  destroying  that  beneficial  interest  which  we  reserved, 
and  for  their  own  profit  depriving  us  of  that  harvest  which  they  promised  to  us  when  we  joined 
them. 

They  promised  us  the  London  traffic  on  the  broad  gauge  from  Wolverhampton,  Dudley,  and 
the  iron  districts.  They  now  seek  to  take  this  from  us.  The  sole  recompense  is  an  increase 
of  the  guarantee  from  3^  to  4  per  cent.  Suppose  the  outlay  to  be  two  millions  and  a  half,  one- 
half  per  cent,  interest  on  that  sum  is  12,500/.  To  one-half  of  that  we  should  be  entitled, 
under  our  original  agreement,  and  we  are  now  entitled  to  the  whole  of  it  before  the  Oreat 
Western  can  claim  a  £are  of  the  profits  of  the  concern.  Is  it  to  be  held  that  for  that  small 
sum,  6,250/.  per  annum,  the  Oxford,  Worcester,  and  Wolverhampton  Company,  or  their 
directors  have  sold  the  whole  of  the  broad-gauge  traffic  to  London  from  ^e  iron  districts  ?  It 
would  be  an  insult  to  common  sense  to  suppose  so  for  a  moment. 

I  say  then,  that  we  have  rights  to  maintain,  and  that  to  maintain  them  we  must  c^ypose  the 
grant  of  a  broad-gauge  line  to  Fenny  Compton.  It  is  absurd  to  urge  as  an  argument  aranst 
such  a  course,  that  we,  too,  should  obtain  a  broad-gauge  line  by  Stratford  to  Birmingham,  if  the 
other  is  obtained,  I  do  not  believe  that  ours  would  be  made,  for  it  would  have  nothing  to  carry. 
The  Great  Western  holds  us,  aild  works  our  line.     They  have  to  pay  us  4  per  cent,  first,  and 
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half  the  profits  beyoad  that  sum.    They  have  the  whole  of  the  profits  on  the  Oxford  and    Appendix  No.  75. 

Ri^by*     Thirir  interest^  as  connected  with  the  Birmingham  and  Oxford  is  the  same  by  either 

route.     Can  any  one  but  an  idiot  imagine  it  to  be  possible  that  under  these  circumstances  they 

wiU  not  endeavour  to  direct  the  whole  traffic  to  the  Oxford  and  Ru^by  line^  and  not  to  ours  ? 

That  they  would  do  so,  even  if  it  was  five  miles  the  longest  instead  of  the  shortest;  and  (as 

they  have  the  working  of  both)  that  they  can  do  so  in  spite  of  any  efforts  you  might  make  to 

prevent  them. 

The  Oxford,  Worcester,  and  Wolverhampton,  therefore,  must  not  talk  about  the  policy  of 
the  broad-gauge  interest  generally.  They  must  look  only  to  the  policy  of  the  Oxford,  Wor- 
cester,  and  Wolverhampton ;  any  amalgamation  with  the  Great  Western  at  this  moment  would 
be  most  improvident.  Our  shares  are  too  low,  their  rate  of  interest  too  high.  Five  years 
hence  the  relative  position  of  the  two  concerns  may  be  very  different  from  what  it  now  is. 
Indeed>  should  the  competition  threatened  to  the  Great  Western  be  successful,  by  a  line  on 
the  south  to  Exeter,  and  on  the  north  to  Cheltenham  and  South  Wales,  I  am  not  sure  that 
4  per  cent«  may  be  at  no  very  distant  day  a  very  comfortable  thing  for  us  to  have  secured. 
I  reeommead  that  we  keep  what  we  have  got,  and  not  allow  ourselves  to  be  bamboozled  or 
trampled  upon.  We  heme  got  the  broad-gau^e  traffic  to  Wolverhampton^  &c.  We  are  fools  if 
we  let  it.  ga  We  have  a  right  to  share  this  with  the  Great  Western.  We  can,  I  believe, 
secure  it>  and  it  is  no  robbery  of  them  to  prevent  their  having  it  all  to  themselves ;  we  only 
hold  them  to  thm  bargain  with  us. 

I  brieve  our  positioa  is  so  strone  as  to  ensure  success,  if  we  choose  to  avail  ourselves  of  it, 
and  if  you  hold  that  we  naay,  I  wi&  point  it  out  to  you,  for  I  hardly  think  you  see  it  in  all  its 
bearings. 

I  write  this  to  you  as  chairman,  and  request  that  my  letter  may  be  laid  before  the  Board. 

I  have,  &c.. 


jP.  Itufford,  Esq. 


Redusdale. 


My  Lord,  Bellbroughton,  October  13,  1846. 

I  WILL  submit  year  letter  of  the  18th  to  my  Board  of  Directors,  as  you  desire,  at  their 
meeting  which  will  be  on  Tuesday  next. 

I  remain,  &c., 

TIte  Lord  Redesdale.  F.  Rufford. 


My  Lord,  Oi^ober  22,  1846. 

I  SUBMITTED  your  letter  to  my  Board  on  Tuesday,  and  they  requested  me  to  reply  to 
it,  and  to  answer  your  questions. 

I  am  just  now  very  much  occupied,  and  I  must  beg  that  your  Lordship  will  allow  me  a  few 
days  longer  before  I  reply. 

I  remain,  &c.. 

The  Lord  Redssdale.  F.  Rufford. 


My  Lord,  Bellbroughton,  October  2'^,  1846. 

I  UNDERTAKE  the  task  which  my  Board  has  imposed  upon  me  with  considerable 
rahictanos.  I  i^member  well  the  determined  opposition  winch  you  gave  to  this  rsiilway,  and  I 
caaDot,  therefore,  doubt  that  you  do,  as  you  remark,  detest  its  being  brought  through  your 
neiffbbourhood.  I  am  aware,  also,  that  you  view  the  construction  of  the  Birmingham  and 
Oxlorrl  Railway  with  similar  distaste ;  I  have,  consequently,  to  urge  a  question  of  policy  with 
your  Lordship,  naturally  prejudiced  against  the  interest  which  I  advocate,  although  pro- 
bity unaware  of  the  influence  of  those  feeUngs.  I  shall,  however,  proceed  candidly  to  answer 
your  observations  and  questions,  notwithstanding  the  position  of  embarrassment  in  which  I  am 
placed*  and  state  my  views  and  the  facts  as  briefly  as  the  subject  will  permit.  Referring  to 
your  letter  of  the  8th  instant,  the  gist  of  your  Lordship's  argument  appears  to  be  that  it  is  the 
interest  of  this  Company  that  the  broad  gauge  should  be  prohibited  on  the  Birmingham  and 
Oxford  Railway  as  between  a  point  on  the  line  at  the  convergence  of  the  Stratford  Branch  to 
Fenny  Compton,  and  that  we  ought  to  put  forward  our  claim  to  the  Birmingham  broad-gauge 
traffic  as  against  the  Rugby  line.  You  say  you  think  this  a  very  good  game  to  play,  but  you 
admit  that  you  ''  cannot  promise  any  support  to  a  demand  for  permission  to  extend  the  broad- 
gai^e  contrary  to  the  principle  laid  down  Iby  the  Act  of  last  Session." 

Tht  force  of  your  Lordship's  arguments  regarding  this  policy  I  could  not  comprehend,  nor 
does  the  most  grave  consideration  of  your  letter  of  the  11th  instant  assist  me  in  so  doing.  I 
agree  with  your  Lordship,  that  it  is  the  duty  of  the  Directors  of  this  Company  to  take  care 
that  by  no  act  of  theirs  they  deprive  the  proprietary  of  any  of  the  advantages  promised  them. 
The  traffic  from  Wolverhampton  to  London  never  was  promised,  and  never  was  contemplated 
to  pass  through  Worcester,  and  it  was  not  included  in  our  traffic  estimates.  When,  in  1845, 
we  procured  the  assistance  of  the  Grand  Junction  Company  in  our  Parliamentary  proceedings, 
it  was  upon  the  distinct  understanding  that  we  were  to  aid  mem  in  obtaining  as  direct  a  line  as 
practicable  from  Birmingham  to  join  the  Great  Western  Company,  so  as  to  render  the 
northern  traffic  to  London  independent  of  the  London  and  Birmingham  Company.  As  regards 
the  construction  of  the  Birmingham  and  Oxford  line,  therefore,  it  cannot  be  alleged  that  the 
Great  Western  Company  are  depriving  us  of  any  harve^  which  they  promised  us.     It  is  far 
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Appendix  No.  75.  more  likely,  too,  that  had  the  London  and  Birmingham  Company  secured  the  second  line 
from  Wolverhampton  through  Birmingham  and  Warwick  into  their  own  hands^  every  effort 
would  have  been  made  to  deprive  the  Oxford,  Worcester,  and  Wolverhampton  line  of  dl 
traffic  arising  from  any  collateral  source  than  while  such  line  is  in  the  hands  of  the  Oreteit 
Western  Company. 

The  increase  in  the  guarantee  was  granted  to  us  upon  perfectly  distinct  grounds  from  those 
assumed,  nor  are  you  correct  in  the  figures  when  stating  the  amount  of  the  increase.  The 
first  arrangement  was  3^  per  cent,  on  an  estimated  capital  of  1,000,000/.,  or  35,0002.  per 
annum.  Our  line  was  then  proposed  to  join  the  Oxford  and  Rugby  at  Banbury,  but  we  could 
not  obtain  subscribers  to  that  scheme.  An  amended  guarantee  w^as  then  obtained,  and  the 
line  altered  as  we  carried  it.  This  was  Z\  per  cent  on  1,500,0002.,  or  52,000/.  per  annum. 
The  c;uarantee  now  existing  I  believe  you  do  not  over-estimate,  4  per  cent  on  2,500,000/., 
or  100,000/.  per  annum,  and  this  extended  guarantee  was  not  j^ven  until  the  Great  Western 
Company  had  first  fully  satisfied  themselves  upon  the  extent  of  the  traffic. 

We  are  not  justified,  therefore,  in  opposing  the  grant  of  a  broad-gauge  line  from  Birming- 
ham to  Fenny  Compton,  even  if  it  were  our  policy  so  to  do.  I  contend  that  our  policy  is  to 
support  the  extension  of  the  broad-gauge  on  lines  diverging;  from  our  own,  and  moreover  that 
we  shall  obtain  a  larger  amount  of  traffic  than  we  shall  lose  by  the  formation  of  the  Birmingham 
and  Oxford  line,  particularly  when  we  consider  that  we  should  have  had  the  Worcester  and 
Weedon,  and  other  opposing  lines,  had  not  the  Birmingham  and  Oxford  passed. 

I  have  now  much  pleasure  in  returning  to  you  your  paper  of  questions  answered  mostly  in 
the  affirmative,  and  I  do  believe  that  if  you  could  only  view  these  matters  dispassionately,  you 
would  admit  that  nothing  can  be  more  satisfactory  than  our  position  with  the  Great  Western 
Company,  and  that  the  conduct  they  have  evinced  towards  us  has  been  honouvabk  and  generous 
from  the  commencement. 

I  have,  &€., 


The  Lord  Redesdale. 


Sir, 


F.  RUFFORD. 


Batsford  Park,  October  30,  1846. 

I  AM  much  obliged  to  you  for  your  letter.  There  can  be  no  use  in  continuing  to 
discuss  a  question  on  which  both  parties  have  deliberately  formed  such  very  different  conclu- 
sions, and  I  am  sure  therefore  that  you  will  agree  with  me  in  thinking  that  it  wilt  be  better 
that  our  correspondence  upon  it  should  now  terminate,  although  you  nave  failed  to  convince 
me,  and  perhaps  on  some  points  yourself  also,  that  my  views  are  incorrect. 

I  hope  that  the  Moreton  contract  will  not  be  delayed  longer  than  you  anticipated  when  you 
wrote  before,  and  that  I  may  consequently  expect  my  property  plans  immediately. 

As  a  portion  of  the  ground  required  for  the  alteration  of  the  turnpike-road  at  Moreton,  as 
agreed  upon,  cannot  be  obtained  except  by  proceedings  of  the  turnpike  trustees,  I  think  that 
it  would  be  desirable  that  we  should  hold  a  meeting  to  give  the  requisite  notice  immediately^ 
if  you  expect  to  commence  operations  then  by  the  end  of  the  year,  and  wish  to  know  whether 
you  are  anxious  that  we  should  do  so. 

I  have,  &c., 
jP.  Rttffbrd,  Esq.  Redesdale. 


The  foregoing  correspondence  took  place,  not  only  with  the  knowledge  and  assent  of  the 
Great  Western  Company,  but  the  principal  letter,  with  the  reply  to  Lord  Redesdale's  queri^ 
was  expressly  alterea,  amended,  and  approved  by  Mr.  Saunders,  the  Secretary  of  that  Com- 
pany, previous  to  its  transmission  to  Lord  Redesdale  ;  and  the  whole  correspondence  was  after- 
wards sent  by  the  Secretary  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  to  the 
Great  Western  Company,  and  the  latter  in  acknowledging  it  thanked  Mr.  Rufford  for  the 
manner  in  which  he  had  treated  the  subject  % 

Nothing  further  occurred  with  reference  to  the  agreement  between  the  two  Companies  for 
some  time.  Railway  property  in  the  meantime  became  greatly  depressed,  and  the  means  of 
obtaining  additional  capital  to  complete  the  line  more  and  more  difficult  With  the  view  of 
placing  the  Company  in  a  better  condition  to  do  so,  the  Oxford,  Worcester,  and  Wolver- 
hampton Conipan^,  on  the  10th  August,  1847,  appointed  a  deputation  of  their  Board  to  the 
Directors  of  the  Great  Western  Company,  for  the  purpose  of  requesting  them  to  advance  the 
interest  or  rent  payable  under  their  guarantee  from  4  to  5  per  cent ;  but  the  Great  Western 
Company  declined  to  accede  to  the  proposal. 

In  the  month  of  July,  1848,  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Com- 
pany, having  called  up  all  their  capital  under  the  Act  of  1845,  except  5/.  per  share,  and 
finding  that  unless  some  means  were  adopted  to  raise  additional  capital  the  works  must  come 
to  a  stand,  appointed  another  deputation  to  confer  with  the  Great  Western  Company  thereon, 
and  an  interview  took  place  between  deputations  from  each  Company  on  the  18th  of  August 
following.  No  means  were  devised  as  likely  to  produce  the  necessary  capital;  but  Mr. 
Russell,  the  Chairman  of  the  Great  Western  Company,  suggested  that  it  would  be  expedient 
to.  confine  the  expenditure  to  the  portion  of  the  line  between  Oxford  and  Worcester,  and  the 
Great  Western  Deputation  promised  to  consult  Mr.  Brunei  upon  the  point,  and  afterwards 
further  consider  the  subject. 

Mr.  Brunei,  as  is  well  known,  was  the  engineer  of  the  Great  Western  Company  at  the  time 
the  Provisional  Committee  of  this  Company  made  their  first  application  to  them  for  assistance. 
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atid,  as  a  matter  of  course,  became  the  engineer  of  the  Oxford,  Worcester,  and  Wolverhampton  Appendix  No.  75. 

Company ;  the  principal  solicitor,  also,  for  this  Company,  was  solicitor  of  the  Great  Western  

Company,  and  in  other  respects  the  interests  of  the  two  Companies  had,  to  a  great  extent,  ?  wof'  ^^'^^t*^* 
been  treated  and  considered  as  identical  up  to  this  time.    In  consequence  of  the  foregoing  Ri^wtT^^  ^^ 

communication,  the  following  letter  was  received  by  the  Chairman  of  the  Oxford,  Worcester^ 
and  Wolverhampton  Company,  from  Mr.  Brunei :— > 

My  dear  Sir,  September  8, 1848. 

I  HAVE  had  some  conversation  with  the  Directors  of  the  Oreat  Western  Railway,  who 
I  believe  were  deputed  to  confer  with  you  as  to  the  proceeding  with  works  on  the  Oxford, 
Worcester,  and  Wolverhampton  Railway,  and  they  appear  to  concur  in  the  view  which  I 
understand  to  be  entertained  also  by  your  Directors,  of  the  necessity  of  devoting  the  available 
funds  of  the  Company  to  the  earlier  completion  of  some  portion  which  can  be  rendered  profit- 
able. I  have  felt  compelled  to  urge  this  very  frequently,  and  I  am  still  without  instructions, 
and  consequently  no  arrangements  are  yet  made  to  diminish  the  expenditure  upon  any  one 
portion  ofHhe  line.  I  fear  very  much  that  unless  some  steps  be  immediately  taken  we  shall 
^et  into  very  great  diflSculties,  unless,  indeed,  what  I  cannot  conceive  to  be  possible,  the  Com- 
pany is  likely  to  have  an  abundant  supply  of  money  to  enable  me  to  proceed  with  the  whole 
line  vigorously ;  but  if,  as  I  apprehend,  there  will  be  great  difKculty  in  getting  even  a  limited 
amount,  we  must  devote  this  to  the  completion  of  some  part  that  can  be  rendered  profitable, 
and  positively  stop  all  expenditure  on  the  rest  Now,  although  a  great  deal  may  be  said  in 
fiaivour  of  several  different  portions  of  the  line,  yet  you  will  find  that  the  only  one  which  under 
existing  circumstances  could  be  worked  by  the  Great  Western  Railway  with  any  profit  to  pay 
rent  to  the  Oxford,  Worcester,  and  Wolverhampton  proprietors,  will  be  from  Oxford  to  Wor- 
cester; and  that  by  no  other  means  can  you  get  a  return  worth  considering,  or  which  would 
repay  the  loss  sustained  by  postponing  the  completion  of  the  Oxford  end. 

Let  me  beg  of  you  to  give  me  some  authority  to  act,  and  to  prevent  the  further  waste  of 
money  upon  such  portion  as  you  think  we  had  better  postpone^;  my  conviction  is,  that  you 
have  no  alternative  but  to  suspend  all  expense  beyond  Stourbridge,  and  devote  every  sixpence 
you  can  raise  to  the  south  end  of  the  line. 

I  have,  &c., 

F.  R^ord,  Esq.  I.  K.  Brui^bl. 

To  which  the  Chairman  replied  by  the  following  letter : — 
My  dear  Sir,  Worcester,  September  9,  1848. 

I  BAVB  received  your  letter  of  yesterday*s  date.  I  am  quite  sure  that  my  Board  will 
be  ready  to  concur  In  the  conclusion  to  which  you  state  that  you  have  come  to  with  the  Great 
Western  Directors,  that  it  is  advisable  to  proceed  with  the  works  at  the  Oxford  end  of  the  line, 
and  to  adopt  such  arrangements  as  you  may  recommend  for  relaxing,  or  for  the  present  post- 
poning, those  north  of  Stourbridge. 

Our  Board  has,  as  you  are  aware,  from  the  first  acted  entirely  under  your  advice,  as  to  the 
letting  of  contracts  and  progress  of  the  works,  and  I  now  undertake  to  confirm  on  their  part 
such  measures  in  this  respect  as  you  may  think  advisable,  and  as  may  receive  the  sanction  of 
the  Chairman  of  the  Great  Western  Board,  because,  at  the  meeting  which  took  place  at  Pad- 
dingtonon  the  18th  ultimo,  between  the  deputations  from  the  two  Boards,  to  consider  the 
position  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  and  the  best  means  of  raising 
further  capital,  it  was  arranged  that  Mr.  Russell  and  Mr.  Mills  should  consult  with  vou  as  to 
the  portion  of  the  line  on  which  it  would  be  most  advisable  to  concentrate  our  available  funds. 

I  have,  &c., 

/.  jfiT.  Brunei,  Esq.  F.  Rufford. 


Both  these  letters  were  brought  before  the  Oxford,  Worcester,  and  Wolverhampton  Board, 
who,  in  consequence,  passed  a  resolution — ^That,  in  the  opinion  of  the  Board,  it  was  desirable  to 
prosecute  the  works  between  Worcester  and  Oxford  in  preference  to  those  on  that  part  of  the 
line  lying  north  of  Worcester. 

In  the  mean  time  a  correspondence  had  arisen,  in  consequence  of  the  Chairman  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company  having,  at  the  General  half-yearly  meeting  of  the 
Company  in  August,  1848,  in  answer  to  questions  from  shareholders  present,  asserted  that  the 
guarantee  of  the  Great  Western  Company  was  intended  to  cover  the  whole  cost  of  the  line, 
whilst  the  accounts  published  by  the  Great  Western  Company  limited  their  liability  to  4  per 
cent,  upon  a  capital  of  two  millions  and  a  half  only. 

The  answer  of  the  Chairman  was  founded  upon  the  idea  always  entertained  and  expressed 
(and  no  doubt  fully  intended  by  both  parties  down  to  the  time  the  Directors  of  the  Great 
Western  Company,  under  pressure  from  their  shareholders  and  the  public,  thought  fit  to  pub- 
lish their  accounts,  and  therein  to  restrict  their  liabilities  within  the  narrowest  possible  limit), 
that  the  guarantee  of  the  Great  Western  Company  was  to  extend  over  the  whole  cost  of  the 
line,  including  interest  upon  capital  and  other  expenses  as  cost  of  construction. 

The  application  of  November,  1845,  and  the  mode  in  which  it  met,  was  conformable  to 
that  view :  it  was  not  reasonable  to  expect  the  Great  Western  Company  to  give  authority  for  an 
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Appendix  Na  75*    imHinited  expenditure  over  which  they  had  no  control,  bnt  why  was  it  limited  to  2,500,000/.  ? 

"~^_^      because  Mr;  Brunei  had  estimated  that  sum  as  sufficient  to  cover  the  whole  cost  of  the  line, 

&/W^v]^!!!!bt^'  ^^^  ^*  ^*  reasonable  to  suppose  that  had  he  named  a  larger  sum  it  would  have  been  agreed  to. 

^ji^^f/  The  correspondence  with  Lord  Redesdale  confirms  this  view  of  the  case,  and  the  answers  to 

his  Queries  show  distinctly  that  the  guarantee  was  intended  to  cover  the  whole  cost  of  the  line. 

The  Oxford,  Worcester,  and  Wolverhampton  Company  had,  upon  the  faith  of  this  under- 
standing, in  the  years  1846  and  1847,  given  the  Great  Western  Company  the  benefit  of  their 
support  and  assistance  as  an  independent  Company,  in  promoting  lines  of  railway  in  the  Great 
Western  or  broad-gauge  interest,  and  in  opposing  rival  projects,  to  a  much  greater  extent 
than  would  have  been  consistent  with  any  other  view  of  tYmt  position,  and  incurred  therein 
mfuch  greater  expenses  and  liabilities  than  they  would  have  been  justified  in  doing  upon  the 
question  merely,  of  how  the  half-profits  beyond  the  guarantee  of  the  Great  Western  Company 
would  be  affected  by  the  carrying  of  these  fiirther  Railway  Bills  one  vray  or  the  other. 

In  this  state  of  affairs  the  deputations  from  each  Company  met  again  on  the  29th  of  Sep* 
tember,  when  the  Great  Western  Directors  denied  their  having  ever  having  engaged  or  intended 
to  guarantee  interest  on  a  larger  outlay  for  the  cost  of  the  line  than  2,500^000/. ;  they^admitted, 
how>ever,  that  the  cost  of  applications  to  Parliament  for  new  Branches  and  Extensions,  and  of 
opposing  the  rival  schemes  of  other  Companies,  was  not  to  be  included  in  that  smn,  but  was  to 
be  separately  provided  for,  in  accordance  with  the  Minutes  of  the  Great  Western  of  the  10th 
February,  1846,  which  were  produced  and  read  by  the  secretary  to  the  meeting. 

The  Directors  of  the  Great  Western  Company  expressed  their  willingness  to  reconNnend  to 
their  Board,  that  a  fair  proportionate  rent  should  be  given  for  sueh  portions  of  the  Oxford, 
Worcester,  and  Wolverhampton  Railway  having  an  unbroken  connexion  with  the  Great 
Western  Railway  as  should  from  time  to  time  be  opened  for  traffic. 

Upon  a  report  of  the  foregoing  interview  being  presented  to  the  Directors  of  the  Oxford, 
Worcester,  and  Wolverhampton  Oompany  with  the  Minutes  of  the  Grreat  Western  Directors  of 
the  10th  February,  1846,  which  had  then  been  received  at  a  Board  meeting  on  the  3rd  Octo- 
ber, 1848,  they  came  to  the  following  resolutions : — 

*^  That  the  local  Directors  on  this  board  feel  bound  to  declare  that,  although  aware  that  the 
Directors  of  the  Great  Western  Railway  Company  had,  by  resolutions^  limiteid  the  guarantee 
of  that  Company  to  an  amount,  then  estimated  to  be  sufficient,  they«  the  local  Direetors,  have> 
in  their  intercourse  with  the  Great  Western  Railway  Company  and  in  all  their  proceedings, 
acted  under  the  conviction,  that  the  guarantee  was  intended  to  extend  over  such  a  sum  as 
should  be  found  necessary  for  the  completion  of  the  railway  and  works,  including  interest  and 
expenses. 

*'That,  under  this  impression,  they  have  at  the  general  meetings  of  the  Company,  in  the 
presence  of  Directors  of  the  Great  Western  Railway  Company,  made  repeated  declarationa 
and  statements  in  reply  to  the  inquiries  of  shareholders,  that  tne  guarantee  would  extend  to  the 
whole  cost  of  the  line,  and  insure  the  payment  of  4  per  cent,  interest  to  the  original' share- 
holders, and  that  no  remonstrance  nor  observation  to  the  contrarv  has  at  any  time  until  the  last 
month  been  made,  either  by  tlie  Directors  present  or  by  any  other  person  on  the  part  of  the 
Great  Western  Company. 

**  That,  acting,  under  the  same  impression,  they  had  entered  into  various  expensive  Parlia- 
mentary contests,  at  the  suggestion  or  with  the  concurrence  of  the  Great  Western  Company, 
whidi  they  would  not  have  been  justified  in  doing,  and  would  not  have  consented  to  undertake 
except  under  th&  belief  that  the  guarantee  was  intended  to  cover  the  cost. of  the  railway  and  of 
such  Parliamentary  contests." 

These  resolutions  were  transmitted  to  the  Great  Western  Company,  and  the  following  extract 
of  minutes  from  the  Board  meeting  of  the  19th  October,  1848,  were  received  in  reply : — 

*'  The  Chairman  laid  before  the  meeting  the  resolutions  of  the  local  Directors  of  the  Oxford, 
Worcester,  and  Wolverhampton  Railway  Company,  dated  the  3rd  instant,  together  with  a 
letter  from  Mr.  Rufford  to  him,  dated  the  8th  instant,  on  the  subject  of  the  guaranteed  rent 
payable  by  this  Company  for  the  lease  of  that  line. 

"  At  the  request  of  Mr.  Barlow,  and  in  consequence  of  Mr.  Rufford  having  relied,  in  corro- 
boration of  the  views  expressed  in  the  said  resolution  upon  some  correspondence  in  the  year 
1846,  between  Lord  Redesdale  and  himself,  relating  to  the  Birmingham  and  Oxford  Railway, 
which  had  been  shown  at  the  time  to  the  secretary  of  this  Company,  copies  of  the  several 
letters  (since  furnished  by  Mr.  Noel  Smith),  with  a  paper  of  queries  sent  back  to  Lonl 
Redesdale  on  the  26th  October,  1846,  with  answers  approved  by  Mr.  Saunders,  were  again 
read  to  this  Board  and  carefully  reconsidered. 

'**  The  whole  subject  was  discussed.  The  minutes  of  the  Board  of  the  10th  February, 
1846,  and  of  the  general  meeting  of  proprietors,  held  on  the  12th  February,  1846,  were 
referred  to^  and  the  circumstances  of  the  several  arrangements  made  with  that  (Jompany  were 
examined. 

The  Chairman  stated  that  he  had  acquainted  tlie  deputation  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company,  on  the  day  after  the  last  half-yearly  meeting  of  this  Company,  that, 
in  consequence  of  some  doubts  which  had  been  supposed  to  exist  on  the  subject,  he  had  been 
again  asked  at  that  meeting  whether  the  guarantee  was  limited  or  not  in  its  amount,  and  that 
he  had  replied  to  the  question  by  a  re-assuranoe  to  his  proprietors,  that  it  was  limited  to  a  rent/ 
o£4  per  oent.  per  annum  on  a  sum  not  exceeding  2,500,000/.,  besides  half  the  profits  of  the 
Ime  itself. 

**  The  chairman  added,  thai  he  purposely  made  this  coomiumcation,  in  order  to  prevent  any 
reasonable  doubt  in  the  minds  of  those  gentlemen  forming  the  deputation  as  to  his  construction 
gS  the  agreement  between  the  two  Companies;  and  that  he  made  a  written  minute  of  the  ctr* 
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eumataxioe  at  tke  ttme^  which  was  some  days  anterior  to  the  last  meeting  of  the  Oxford^  Wor-    Appendix  No.  75 
eester,  and  Wolverhampton  Company. 

"  The  more  recent  correspondence  between  the  Chairman  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company  and  Mr.  Mortimer  of  the  Stock  Exchange,  in  relation  to  the  aSains 
of  that  Company,  was  read,  and  the  admission  of  the  former  in  his  letter  on  the  I6th  Septem- 
ber, to  the  fact  of  the  guarantee  having  been  on  a  limited  amount  of  expenditure^  appears  in  the 
following  paragraph  of  it,  viz. : — 

^'  The  I^drectors  of  the  Grreat  Western  Company  could  not  have  been  expected  to  grant 
to  us  a  guarantee  upon  an  unlimited  expenditure  over  which  they  had  no  direct  control, 
and  we  are  not  at  the  pr^ent  time  in  a  position  1o  submit  to  them  a  proposal  for  an  extended 
guarantee,  as  we  havje  no  fiaocts  before  us  on  which  to  ground  such  an  application,  &c.'* 

It  was  resolved — 

"  That  this  Board,  having  been  required  by  the  resolutions  of  the  Local  Directors  of  the 
.Oxford,  Worcester,  and  Wolverhampton  Company,  to  express  officially  an  opinion  as  to  the 
subsisting  relations  between  the  two  Companies,  on  the  subject  of  the  guaranteed  rent,  affirms 
distinctly  that  the  Directors  of  this  Company  have  uniformly  and  unequivocally  refused  to  ^ive 
to  the  Oxford,  Worcester,  and  Wolverhampton  Company  any  guarantee  upon  an  unlimited 
e^^penditure;  a  proposal  which,  in  each  instance  of  the  negotiations,  liad  been  suggested  to 
them  by  the  deputations  whom  they  met  to  confer  with,  and  the  specific  reasons  for  refu^ng 
which  bad  been  assigned  bv  the  Directors  of  this  Company. 

*^  Hiat  they  also  declined,  in  the  years  1845-46,  to  entertain  any  application  for  an  increase  of 
the  original  limit,  iintil  both  companies  should  have  ascertained  from  revised  estimates  what 
sum  oi^ht  to  be  agreed  upon  as  the  maximum  cost  of  the  whole  undertaking,  embracing  the 
alterations  and  additions  to  the  works,  &c.,  which  had  then  been  accurately  ascertained,  after 
.  the  Act  had  passed,  which  steps  would  have  been  quite  unnecessary  if  the  guarantee  was  to 
extend  over  any  sum  which  might  be  expended  by  that  Company. 

*'  That  the  Minutes  of  the  Board  of  10th  Febraary,  1846,  communicated  to  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  accurately  records  the  terms  which  had  been  dis- 
cyssed  and  agreed  to,  and  that  no  subsequent  negotiations  with,  or  application  to  this  Company 
has  taken  place,  nor  has  any  consent  been  given  to  vary  or  rescind  these  conditions. 

''  That  in  the  opinion  of  this  Board  the  personal  attendance  of  any  individual  Great  Western 
Director  at  a  general  meeting  of  the  Oxford,  Worcester,  and  Wolverhampton  Companv, 
cannot  be  assumed  with  fairness  to  recognize  an  alteration  of  terms  and  conditions  previously 
agreed  upon  between  the  two  Companies,  merely  because  he  may  happen  to  hear  from  the 
CSiairman  or  any  other  Director,  their  statement  or  opinions  on  a  subjectat  variance  with  his 
own,  without  controverting  or  contradicting  them. 

'^  Ihat  this  Board  learning,  however,  with  satisfaction  that  Mr.  Ruffi)rd  has  recently  stated 
that  he  had  never  represented  at  any  meeting  that  the  guarantee  was  unlimited,  considers  that 
&ct  to  be  the  best  refiitation  of  the  charge  on  any  Ghreat  Western  Directors,  that. such  alleged 
rq>resentatioiis  by  the  Chairman,  while  presiding  at  a  meeting  of  his  own  Company,  were  left 
unnoticed  by  them,  and  this  Board  considers  it  at  least  unusual,  if  not  unjustifiable,  for  an 
individual  Director  to  offer  any  direct  contradiction  to,  or  confirmation  of,  statements  or  opinions 
so  communicated  to  a  general  meeting  of  proprietors,  unless  he  shall  be  distinctiy  appealed  to 
at  the  time. 

^'  That  a  careful  repemsal  of  the  correspondence  with  Lord  Redesdale,  and  of  the  list  of 
questions  and  answers  already  referred  to,  convinces  this  Board  that  the  guarantee  was  under- 
stood by  all  parties  to  be  limited  in  its  amount,  instead  of  unlimited,  and  that  nothing  appears 
in  these  documents  inconsistent  with  the  subsisting  agreement  between  the  Companies,  upon 
which  the  Great  Western  Railway  Company  rely : — 

''  That  this  Board  cannot,  however,  in  discussing  these  incidental  points  which  have  been 
raised,  admit  the  principle  which  seems  to  be  contended  for  by  local  Directors  of  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  that  the  acquiescence  of  any  Board  in  the  altera- 
tion of  a  material  condition  of  an  .agreement,  distinctly  rejected  by  themselves  during  negotia- 
tion, is  to  be  subsequently  inferred  from  the  silence  of  any  individual  Director  or  officer  or  such 
company — ^a  principle  which  would  be  fraught  with  mischief  and  injustice  to  all  parties 
interested. 

'*  Lastly — That  this  Board  deems  it  essential  under  all  the  circumstances  of  the  case,  in 
onler  to  preserve  friendly  and  honourable  relations  with  the  Oxford,  Worcester,  and  Wolver- 
hampton Company,  that  the  question  which  has  been  thus  raised  should  be  new  finally 
determined,  viz.,  whether  the  guarantee  of  this  Company  is  or  not  .fixed  at  a  definite  and  limited 
expenditure,  not  exceeding  2,500,000/.  for  the  whole  railway  and  works  sanctioned  by  the  Act 
8  and  9  Vict.  184,  which  guarantee  is  to  entitle  this  Company  to  a  perpetual  lease  of  the  said 
railway,  half  of  the  profits  of  such  line  being  paid  in  addition  to  the  guaranteed  rent. 

''  Bead  Mr.  Noel  Smith's  letter  to  the  secretary,  dated  18th  instant,  submitting,  by  order  of 
his  Board,  under  resolution  of  17th  instant,  a  proposal  for  rescinding  a  contract  entered  into 
with  Messrs.  Malins  and  Rawlinson  for  the  supply  of  iron  rails,  upon  condbions  reoonEunended 
by  Mr.  Brunei  as  their  engineer." 

It  was  resolved — 
**  That  this  Company  cannot  be  justified  in  any  interference  upon  the  subject  of  the  contract 
entered  into  by  the  Oxford,  Worcester,  and  Wolverhampton  Company  with  Messrs.  Malins 
and  Rawlinson ;  and  they  feel  obliged,  under  existmg  circumstances,  and  with  reluctance,  to 
decline  expressing  any  opinion  upon  that  matter." 
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Appendix  No.  75.        With  the  view  to  adopt  the  suggestion  of  a  partial  opening  of  the  line,  Mr.  Brunei  was 

-—  instructed  to  prepare  a  detailed  estimate  of  the  cost  of  the  railway  betwe«i  certain  points^  which 

^*WdveiSa^^         ^®  ^*^'    '^^^  ^^^^  estimate  of  the  cost  of  the  line,  exclusive  of  the  Kingswinford  and  Worcester 

RaflwaV^        branches,  amounted  to  3,000,000/.,  but  which  sum  included  extra  woricat  Wolverhampton 

under  the  Act  of  1848  (Bill  2),  estimated  to  be  equivalent  to  the  cost  of  those  brandies ;  the 

deputations  of  the  two  Companies  met  again  on  the  8th  of  November,  when  the  Chairman  of 

the  Great  Western  Company  intimated  that  they  would  not  further  treat,  until  the  Oxford, 

Worcester,  and  Wolverhampton  Company  admitted  that  the  guarantee  was  limited  to  4  per 

cent,  per  annum  on  2,500,000/.,  and  half  surplus  profits. 

Some  indirect  attempts  at  negotiation  between  members  of  the  two  Companies  took  place, 
but  no  other  meeting  of  the  Directors  was  had,  and  the  Directors  of  the  Oxfonl,  Worcester,  and 
Wolverhampton  Company  feeling  the  difficulty  of  their  position,  and  that  the  only  probable 
means  of  raising  further  capital  was  by  an  arrangement  with  the  Great  Western  Company  to 
.  rent  or  lease  suoi  portion  of  the  line  as  was  Ukely  to  be  completed,  at  a  meeting;  preUminary 
to  their  half-yearly  general  meeting,  on  the  23rd  February,  1849,  came  to  the  following  resolu* 
tion: — 

*'  That,  if  the  report  of  the  Directors  to  the  general  meeting  of  shareholders  this  day  be 
adopted,  the  deputation  shall  be  authorized  to  recognize  the  minutes  of  the  Great  Western 
Railway  Board  of  the  10th  February,  1846,  as  the  basis  of  the  existing  agreement  between  the 
two  Companies.  That  the  deputation  be  requested  to  confer  with  the  Great  Western  Railway 
Company  as  to  the  details  of  such  agreement,  and  particularly  with  a  view  to  provide  for  a 
partial  opening  of  the  railway,  at  such  rent  and  upon  such  terms  as  they  shall  think  most 
advantageous  to  the  confirmation  of  a  special  meeting  of  the  proprietors  of  this  Company. 

After  this  submission  to  the  condition  annexed  by  the  Great  Western  Company  to  any  further 
negotiation,  a  meeting  of  the  deputations  from  the  two  Companies  was  held  at  Paddington,  on 
the  6th  of  March,  when  the  Directors  of  the  Great  Western  Company  virtually  put  an  end  to 
any  further  idea  of  a  division  of  the  entire  rent,  by  declining  to  accept  any  portion  of  the  line 
which  it  was  in  the  power  of  the  Oxford,  Worcester,  and  Wolverhampton  (Company  to  com* 
plete  short  of  the  whole  railway. 

The  following  Minutes  of  the  Great  Western  Board  were  afterwards  transmitted  to  the 
Oxford,  Worcester,  and  Wolverhampton  Company : — 

"  Paddington,  March  8,  1849. 

''  The  Chairman  reported  to  the  Board  that  a  conference,  as  suggested,  was  held  with  a 
deputation  of  the  Oxford,  Worcester,  and  Wolverhampton  Company  at  this  station,  on  the 
6th  instant,  at  which  they  proposed  to  this  Company  a  modification  of  the  agreement  for  the 
lease  of  their  line,  having  previously  recognized  by  a  minute  of  the  23rd  February  that  the 
terms  and  conditions  recorded  in  the  Minute  of  the  Great  Western  Railway  Board,  dated 
10th  February,  1846,  form  the  basis  of  the  existing  agreement  between  the  two  Companies. 

"The  Directors  of  the  Oxford,  Worcester  and  Wolverhampton  Company  stated  that  the 
difficulties  of  their  present  position  render  it  most  desirable  that  the  Great  Western  Company 
should  undertake  to  lease  that  portion  of  the  line  between  Oxford  and  Stourbridge  as  soon  as 
it  shall  be  finished,  paying  a  fixed  rent  for  the  same,  estimated  at  84,000/.  for  82  miles  of 
railway,  being  in  proportion  to  100,000/.  for  97t  miles,  which  was  represented  by  the  deputa- 
tion to  be  the  total  mileage  on  their  railway. 

**  The  estimate  now  made  of  the  expenditure  for  the  entire  completion  of  that  portion  of 
railway  between  Stourbridge  and  Oxford,  was  stated  to  be  2,080,000/. 

''The  Chairman  reportal  further,  that  after  a  consultation  with  his  colleagues  who  were 
present  at  that  conference,  he  had  apprised  the  deputation  of  the  Oxford,  Worcester,  and 
Wolverhampton  Company  that,  in  their  opinion,  the  Great  Western  Company  could  not  be 
justified  in  undertaking  to  pay  such  affixed  rent  for  a  portion  of  their  railway,  scarcely  reaching 
the  verse  of  that  district,  from  which  almost  exclusively  the  mineral  and  manufacturing  trade 
of  the  line  must  be  expected  to  come,  without  even  a  junction  with  any  northern  railway,  and 
consequently  so  deprived,  besides,  of  the  means  of  receiving  traffic  from  any  other  district 

''  The  Chairman  stated,  that  he  thereupon  suggested  to  the  deputation,  as  the  only  method 
which  liad  occurred  to  the  Great  Western  Directors  of  meeting  their  views,  that  it  might  be 
practicable  to  obtain  the  consent  of  the  Great  Western  proprietors,  to  adopt  an  arrangement 
similar  to  that  agreed  with  the  South  Wales  Company,  by  which  they  are  to  work  any  portion 
of  the  line  while  partially  opened,  for  the  benefit  and  risk  of  owners,  until  the  fixed  rent  shall 
become  payable  in  respect  of  the  whole  line  under  the  terms  of  the  lease. 

''  The  deputation  did  not  consider  any  such  plan  likely  to  be  satisfactory  to  the  shareholders 
in  the  Oxford,  Worcester,  and  Wolverhampton  Company,  and  therefore  requested  that  some 
definite  answer  might  be  given  to  their  proposal.  It  was  subseouentiy  suggested  by  one 
member  of  the  deputation,  that  if  the  partial  opening  between  Oxford  and  Stourbridge  should 
appear  to  be  objectionable  to  the  great  Western  Company,  they  might  be  induced  to  entertain 
the  same  question  upon  the  principle  of  the  line  being  finked  to  Dudley. 

**  The  whole  subject  thus  brought  under  discussion  at  the  conference  was  very  fully  con- 
sidered by  the  Board,  and  the  relative  position  of  the  two  Companies,  with  the  probable  effect 
of  such  modifications  in  the  existing  agreement  on  their  respective  interests,  were  carefully 
reviewed," 

It  was  resolved — 

'*  That  this  Board  with  great  regret  feel  compelled  to  decline  the  proposal  made  to  them 
on  behalf  of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  as  quite  incompatible  with 
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tbe  just  and  equitable  rights  of  their  proprietors,  being  calculated  materially  to  increase  their    Appendix  No.  75. 
risk  while  it  would  deprive  them  of  the  principal  traffic  on  which  this  Company  has  always  rzr 

relied  as  the  consideration  for  the  t9xA  they  engaged  to  pay  for  the  whole  line.  &  w'l'    buummtoi* 

'*  Hiat  the  Directors  will  be  prepared  to  recomoaend  to  their  proprietors  to  work  the  portion  RaSway/^ 

of  railway  up  to  Stourbridge,  if  it  shall  suit  the  Oxford,.  Worcester,  and  Wolverhampton 
Company  to  finish  it,  handing  over  to  them  the  net  profits  of  the  line,  after  defraying  all  the 
working  and  contingent  expenses,  and  interest,  and  depreciation  on  the  stock  to  lie  provided; 
or,  if  an  arrangement  can  be  made  of  a  binding  and  satisfactoij  character  with  the  London 
and  North  Western  Railway  Company,  for  the  r>erpetual  right  at  use  of  broad-gauge  rails  over 
the  Stour  Valley  line  between  Tipton  and  Woiverluuatipton,  and  for  tbe  use  of  a  joint  station 
at  the  latter  placo  upon  equitable  terms, — the  Directors  of  this  Company  will  be  prepared  to 
entertain  the  question  of  a  modified  lease  between  Tipton  and  Oxu>rd,  subject  to  &ir  and 
proper  allowance,  or  reductions,  in  respect  of  the  abandoned  portion  of  railway,  having  regard, 
also,  to  the  conditions  upon  whidi  the  substituted  right  over  the  Stour  Valley  line  may  be 
obtained. 

That  it  b  essential,  however,  under  existing  circumstances,  in  suggeidng  any  such  general 
outline  of  a  proposition^  to  guard  against  the  inference  that  the  Board  thereby  commit  them- 
selves or  the  Company  to  the  final  acKiption  of  any  such  plan  until  the  terms  and  conditions  of 
it  shall  have  been  fuuy  and  entirely  discussed,  considered,  and  settled,  nor  until  the  sense  of 
their  proprietors,  at  a  special  meeting,  shall  have  been  taken  upon  the  arrangement  previously 
recommended  to  them  by  the  Board  as  just  and  equitable  between  the  two  Companies.** 

This  appears  to  be  only  an  elaborate  attempt  to  avoid  the  performance  of  that  which  the 
deputation  of  the  Great  Western  Company  had  stated  they  would  recommend  to  the  Board; 
viz.,  to  pay  a  fair  proportionate  rent  for  such  portions  of  the  line  having  an  unbroken  connexion 
with  the  Great  Western  Railway  as  should  from  time  to  time  be  opened  for  traffic,  and  upon 
the  strength  of  which  the  Directors  of  the  Oxford,  Worcester,  and  Wolverhampton  Company 
passed  the  resolution  of  the  23rd  February,  1849,  for  the  part  put  prominently  in  these  resolu- 
tions, being  the  northern  end  of  the  line,  is  precisely  that  portion  which  could  not  be  worked  in 
connexion  with  the  Great  Western  Railway  until  the  whole  of  the  railway  was  made. 

It  is  believed,  from  these  circumstances,  that  the  Directors  of  the  Great  Western  Company 
.have  BO  real  desire  to  as»st  the  Oxford,  ViTorcester,  and  Wolverhampton  Company  out  of  their 
present  position,  and  seeing  no  prospect  of  any  arrangement  with  them  that  will  have  the 
effect,  the  I^ectors  of  the  Oxford,  W^orcester,  and  Wolverhampton  Company,  according  to 
their  promise  made  to  tbe  shareholders  at  the  last  general  half-yearly  meeting,  have  deter- 
mined to  call  a  special  general  meeting  of  the  proprietors,  and  to  lay  before  them  all  the 
circumstances  connected  with  thrir  engagement  to  the  Great  Western  Company. 

Brf<M*e  doing  so  the  Directors  are  desirous  to  be  advised  upon  the  legal  rights  and  liabilities 
of  the  Company  with  reference  to  the  Great  Western  Company. 

AiA,  first f  wnether  there  is  any  legal  existing  agreement  binding  both  Companies. 

No  formal  agreement  under  the  seals  of  the  Companies  has  ever  been  executed. 

The  preliminary  agreements  of  August  and  September,  1844,  would  appear  not  to  be  binding 

Fir$t — Because,  as  the  several  matters  which  were  required  as  conditions  precedent 
were  not  performed  on  the  part  of  the  Oxford,  Worcester,  and  Wolverhampton  Compai^, 
without  any  default  on  th^  part,  the  Grreat  Western  Company  were  at  liberty  to  repudiate 
Ae  contract,  and  as  they  might  have  done  so,  it  was  not  binding  on  the  Oxford,  Worcester, 
and  Wolverhampton  Company. 

Secondly — They  were  made  legally  binding  by  the  Act  of  1845,  because  sec.  130  of 
that  Act  only  made  such  agreements  valid  and  binding  as  had  been  made  by  the  pro- 
visional committee  of  that  Company  and  the  Directors  of  the  Great  Western  Company, 
with  the  sanction  of  any  general  meeting  of  the  last-mentioned  Company,  and  no  suca 
sanction  was  given  at  any  general  meeting  of  the  Company  to  the  agreements  in  question 
before  the  passing  of  that  Act;  the  resolution  of  the  Great  Western  Company  of  Feb- 
ruary, 1845,  being  general  and  prospective,  and  having  no  reference  to  Uie  terms  and 
conditions  of  the  agreements  already  entered  into. 

Thirdly — ^The  agreement  of  September,  1844,  not  being  signed  by  the  provisional  com- 
mittee of  the  Oxford,  Worcester,  and  Wolverhampton  Company,  although  the  terms  of  it 
had  been  agreed  upon  between  them  and  the  Directors  of  the  Great  Western  Company, 
was  not  a  contract  or  agreement  made  before  the  passing  of  the  Act,  nor  did  the  failure  of 
that  agreement  remit  me  parties  to  the  agreement  of  15th  August,  1844,  because  the 
terms  and  conditions  were  inapplicable  to  the  altered  state  of  things. 
The  subsequent  resolutions  of  tbe  Great  Western  Company  of  the  10th  February,  1846,  and 
all  that  has  taken  place  respecting  them,  cannot  be  said  to  constitute  an  existing  agreement, 
&r  they  did  not  get  before  the  Board  of  the  Oxford,  Worcpster,  and  Wdverhampton  Company 
until  October,  1§48,  and  they  are  at  last  only  recognized  by  the  Directors  of  the  Oxford,  Wor- 
cester, and  Wolverhampton  Company  as  the  basis  of  an  agreement  subject  to  the  confirmation 
of  a  special  meeting  of  the  proprietors. 

Ai  to  the  agroementi  of  1844,  neither  of  The  last  of  those  resolutions,  it  is  submitted,  contem- 
£"of^'GltWrtetSo1.'p^^d"lK  V^^^.  enlargement  of  the  guarantee  in  the  event  of  any 
became  inapplicable,  and  were  considered  by  works  being  done  or  capital  expended  tor  purposes  not  con- 
both  partiei  as  inapplicable,  to  the  cirum-  tained  in  the  revised  estimates,  with  the  consent  in  writing 
jSHbtSild?  ""^  after  tbe  Act  of  1845  ^f  ^j^^  chairman  of  the  Great  Western  Company,  although 

it  will  be  seen  this  position  is  strenuously  contended  against 
by  the  Great  Western  Company>  who  assert  that  under  no  circumstances  was  the  guarantee  to 
exceed  2,500,000/. 
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Oxford,  Worcester, 

&  WolverhamptoQ 

Railway. 


Counsel  will  therefore  be  pleased  to  advise  whether 
there  be»  under  the  circumstances,  any  valid  contract 
which  the  Oxford,  Worcester,  and  Wolverhamptou 
Company  can  enforce  against  the  Great  Western 
Company.  If  yes^  what  are  the  terms  and  conditions 
thereof? 


After  the  Act  was  •obtained  the  dealings  of 
the  two  Companies  with  each  other  proceeded 
on  a  footing  which  was  perfectly  understood 
by  the  Directors  of  both  Companies ;  but  it 
was  never  reduced  to  precise  and  positive 
terms.  Indeed,  the  resolution  of  the  11th 
August  1846  implies  that  the  Oxford,  Wor- 
cester, and  Wolverhampton  Com{)any  con- 
sidered tiiat  it  was  prudent  on  their  part  to 
keep  things  as  they  were,  and  not  to  press  for  ^ 

8  more  definite  settlement. 

No  Mfreement  could  be  binding  imless       During  the  progress  in  Parliament  of  the  Act  of  1845, 

S^tf  ;S^shL;^ho\^^^^^^  the  Directors  of  the  Oxford,  Worcester,  and  Wolverhamp. 

Company  personally  present,  or  by  proxy,  at  ton  Company  in  name^  and  the  Great  Western  Company 

a  meeting  specUUy  convened  for  tiiat  purpose.  {„  fact,  entered  into  a  Contract  with  the  proprietors  of  the 

S^chi^uti^M&L'of'the  12th  Feb.  Stourbridge  Extension  Canal  Company  to  purchase  that 
1846,  delegating  special  powers  to  the  Di-  canal  at  the  sum  of  49,000/. ;  powers  to  complete  the  pur- 
rectors,  are  not  a  compliance  wiAi  the  re-  ghase  were  conferred  by  the  subsequent  Act  of  1846,  which 
quirementsfof  the  128th  section  of  the  Act  of  a  jj  j^l  •ji-xi_A/»j 

1345,  was  afterwards  done,  and  the  money  paid  by  the  Oxford, 

Worcester,  and  Wolverhampton  Company. 
There  is  no  "gwen^t  in  writing  signed  by       fhe  canal  in  question  takes  the  direction  of  the  proposed 
or  on  behalf  of  the  Directors  of  both  Goa^   rr*  •    /•     i   u  i.      i?  xi.  m  i    'i.   •  i 

panies;  there  IS  not  even  a  parole  agreement  Kmgswmford  branch  of  the  railway,  and  it  IS  scarcely 
}u  clear  and  definite  terms,  and  of  which  all  necessary  to  have  both  meaiis  of  conveyance  in  the  same 
the  material  condition  were  fixed.  Even  if  hands;  the  capital  of  the  Company  being  insufficient  for 
tne  mutual  understandmgs  on  which  the  par-  ^i  •      i-        *.i       t%«       *         i  ii         j  ^i.   •  i 

ties  acted  could  be  treated  as  an  agreement,  ^he  main  hue,  the  Directors  have  allowed  their  compul- 
these  would  not  be  applicable  to  existing  sory  powers  for  the  purchase  of  the  greater  part  of  the  land 

circumstMiccs.  required  for  the  Kingswinford  branch  to  expire. 

Under  these  circumstances,  my  opinion  is,     .  *  o      7-  r 

that  there  is  not  any  valid  contract  which 
the  Oxford,  Worcester,  and  Wolverhampton 
Company  can  enforce  against  the  Great 
Westein  Company. 

2nd.  The  canal  will  not  be  considered, 
under  these  circumstances,  a  substitution  for 
the  Kingswinford  branch. 

There  not  being  any  contract  which  the 
Oxford,  Worcester,  and  Wolverhampton 
Company  can  enforce  against  the  Great 
Western  Company,  the  latter  part  of  the 
question  does  not  arise. 

My  opinion  being  that  there  is  not  such 
an  agreement  between  the  two  Companies  as 
can  be  enforced  in  equity,  this  question  does 
notarise. 


2.  Win  the  canal  be  considered,  under  these  circum- 
stances, a  substitution  for  the  Kingswinford  branch  ? 

And  can  the  Oxford,  Worcester,  and  Wolverhamp- 
ton Company  enforce  any  contract  with  the  Great 
Western  Company,  so  long  as  that  branc)|  remains  un- 
finished ?  or  can  they  be  compelled  to  complete  it  ? 

3.  Should  counsel  be  of  opinion  that,  under  the  cir- 
cumstances stated,  there  is  such  an  agreement  between 
the  two  Companies  as  can  be  enforced  in  equity,  would 

it  be  advisable  to  prepare  and  tender  the  draft  of  a  formal  agreement  to  the  Great 

Western  Company  ? 

'^      ~         ^  4.  Can  the  Great  Western  Company  be  compelled 

by  the  Railway  Commissioners  (substituted  for  the 
Board  of  Trade)  to  complete  the  railway  under  the 
131st  section  of  the  Act  of  1845? 

And  if  so,  what  will  be  the  relative  dtuation  of  the 
two  Companies  in  respect  to  the  money  advanced  by 
the  Great  Western  Company  for  that  purpose  ? 


mpanj 
pelled  by  the   Railway  Commissioners   to 
complete  the  railway,  under  the  131st  section 
of  the  Act  1845.    But  the  Act  has  omitted 
to  say  what  in  so  a  state  of 

things  will  be  the  relative  situation  of  the 
two  Companies  in  rnpect  of  the  money  ad- 
vanced by  the  Great  VVestem  Company.  The 
Osfcffd,  Worcester,  and  Wolverhampton 
Company  could  not  without  the  approbation 
of  the  Railway  Commissioners  pay  any  in- 
terest or  dividend  tiU  the  whole  of  the  rail- 
way was  opened  and  the  Great  Western  Com- 
pany, as  against  the  shareholders  is  in  the 
situation  of  an  incumbrance  on  the  railway. 

The  Gieat  Western  Company  cannot,  either 
as  guarantees  of  the  River  Severn  Navigation 
or  as  expectant  lessees  of  the  railway,  interfere 
to  prevent  the  Directors  from  opening  any 
portion  of  the  railway  for  traffic. 


5.  Can  the  Great  Western   Company^  either  as 
joint  guarantees  of  the  River  Severn  Navigation,  or 
as  expectant  lessees  of  the  railway,  interfere  to  pre- 
vent the  Directors  of  the  Oxford,  Worcester,  and  Wol- 
verhampton Company  from  opening  any  portion  of  the  railway  for  traffic,  they  declining 
to  take  the  lease  until  the  whole  is  completed? 

They  have  already  given  their  veto,  but  not  in  a  manner  hostile  to  the  Oxford, 
Worcester,  and  Wolverhampton  Company,  against  the  opening  of  that  portion  of  the 
line  over  which  the  Birmingham  and  Gloucester  Company  (now  the  Midland)  have 
running  powers. 

6.  Have  the  original  subscribers  in  the  Oxford, 
Worcester,  and  Wolverhampton  Company  any  rights 
which  they  <;an  enforce  against  the  Oxford,  Wor* 
cester,  and  Wolverhampton  Directors  and  the  Great 
Western  Company,  or  either  of  them,  in  respect  to  the 
language  of  the  prospectus,  which  states  that  a  guar* 
antee  of  3^  per  cent  per  annum  on  the  estimated 
capital,  with  half  the  surplus  profits,  will  be  secured 
to  the  shareholders  ? 


The  statement  of  the  prospectus  was  true 

at  the  time  it  was  made^  but  under  the  ^cts  of 

Parliament,  and  in  conformity  to  their  pro- 
visions, a  state  of  circumstances  has  arisen  to 

which  the  prospectus  is  not  applicable.    The 

Directors  have  acted  within  their  powers  and 

in  perfect  good  faith.     I   am  merefore  of 

opinion  that  the  original  subscribers  in  the 

Oxford,  Worcester,  and  Wolverhampton  Com- 
pany have  not  any  rights  which  they  can 

enforce  against  the  Oxford,  Worcester,  and 

Wolverhampton    Directors    and    the    Great 

Western  Company,  or  either  of  them,  in  re* 

spectto  the  language  of  the  prospectus. 

An  agreement  to  accept  a  lease  of  the  railway  when  completed  at  a  rent  equal  to 
3i  per  cent,  is  a  very  difierent  thing,  it  is  submitted,  to  that  here  described,  whim  must 
be  construed  to  mean  that  the  Great  Western  Company  will  see  each  subscriber  gets  3^ 
per  cent,  upon  his  capital.  ^ 
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It  is  trde  the  subscribers'  agreement,  which  every  such  shareholder  executed,  refers   Appendix  No.  75. 

to  and  confirms  the  agreements  of  the  15th  of  August  and  the  14th  of  September^  but  

the  nature  of  those  agreements  is  not  further  described,  nor  had  the  shareholders  any  means  9*^?^'  Woroesteiv 
of  ascertaining  it.  This  prospectus,  so  far  as  the  Great  Western  Company  are  concerned,  W^verhampton 
is  referred  to  and  identified  by  the  agreement  of  the  14th  of  September,  1844 ;  and  it  will  ^* 

be  remarked,  that  in  all  the  correspondence  and  proceedings  aown  to  the  time  at  which 
the  nature  of  the  agreement  between  the  two  Companies  began  to  be  questioned,  and  par- 
ticularly in  their  own  resolutions,  it  is  called  a  guarantee,  and  interest,  not  rent.  Nothing 
appears  before  the  public  of  any  agreement  for  a  lease  having  been  made. 


I  do  not  obferve  any  words  m  any  of  the 
Ozibrd,  Worceiter,  and  Wolverhampton 
Acts  which  would  authorixe  the  raising  of 
money  by  issuing  preferential  shares.  The 
laoguage  of  the  Acts  tends  quite  the  other 
way. 


,7.  Have  the  Oxford,  Worcester,  and  Wolverhamp- 
ton Company  power,  under  the  Act  of  1848,  to  raise 
money  by  the  issue  of  preference  shares  ? 

It  would  seem  not,  as  there  is  no  express  power  for 
that  purpose;  and  section  3  states  that  the  further 
money  raised  shall  be  considered  as  part  of  the  ori^al  capital  of  the  Company,  and  shall  be 
subject  to  the  same  provisions  in  all  respects  as  if  it  had  oeen  part  of  the  original  capital. 

As  before  stated,  the  Oxford,  Worcester,  and  Wolverhampton  Company  incurred  large 
parliamentary  and  other  expenses  in  opposing  railway  Bills  in  support  of  the  Great  Western 
interest  in  expectation,  and  upon  the  understanding  that  the  expenses,  or  at  least  the  greater 
proportion  of  them,  would  be  provided  for  by  the  Great  Western  Company,  and  the  Directors 
of  the  Oxford,  Worcester,  and  Wolverhampton  Company  have  always  considered  that  they 
have  a  claim  against  the  Great  Western  Company^  in  respect  thereof.  If  these  sums  were 
carried  into  the  cost  of  constniction,  the  amount  would  excc^  the  2,500,000/.  which  the  Great 
Western  Company  msist  is  the  extent  of  their  guarantee ;  and  in  arguing  the  question  of  their 
liability  beyond  that  sum,  they  pointed  to  the  last  clause  of  their  resolution  of  February,  1846,. 
as  showing  that  these  expenses  were  to  be  otherwise  provided  for.  The  expenses  alluded  to 
were  incurred  not  only  with  their  consent,  but  in  fact  under  their  direction. 
-  It  is  true  that  no  written  consent  of  their  chairman  was  ever  given  as  required  by  the  resolu- 
tion, but  it  must  be  remembered  that  the  Oxford,  Worcester,  and  Wolverhampton  Company, 
not  having  received  these  resolutions,  were  not  aware  that  such  a  condition  was  attached;  at 
all  events  the  resolution  contemplates  something  which  the  Great  Western  Company,  with  such, 
written  ccMisent,  would  provide  for;  and  as  they  now  contend  that  it  was  not  to  be  added  to  the 
guarantee,  the  only  alternative  seems  to  be,  that  it  should  be  repaid  to  the  Oxford,  Worcester, 
and  Wolverhampton  Company;  the  Great  Western  Company,  however,  deny  their  liability. 

8.  Can  the  Oxford,  Worcester,  and  Wolverhampton^ 
Company  sustain  a  claim  against  the  Great  Western 
Company  for  the  amount  of  these  expenses,  or  a  fair 
proportion  thereof? 


And  would  it  be  advisable  to  make  a  formal  demand 
of  the  amount  before  the  special  general  meeting? 


These  expenses  should  have  heen  provided 
for  by  express  agreement  at  the  time.  In 
point  of  morality  and  honour,  the  Great 
Western  Company  should  bear  a  due  pro- 

Sirtion  of  these  costs  and  expenses ;  but  in 
e  absence  of  such  agreement,  I  see  no 
ground  on  which  the  Oxford,  Worcester,  and 
Wolyerfaampton  Company  can  sustain  a 
claim  against  the  Great  Western  Company 
for  the  amount  of  these  expenses  or  a  fair 
proportion  thereof. 

If  there  are  any  particular  costs,  or  proper^ 
tion  of  costs  which  it  can  be  shown  that  the 
Great  Western  Company  have  contracted  to 
pay,  an  action  may  be  maintained  for  such 
costs  or  proportion  of  costs. 

In  reference  to  this  part  of  the  subject,  it  should  be  mentioned  that  the  Great  Westem* 
Company  originally  held  7,500  shares  in  the  Oxford,  Worcester,  and  Wolverhampton 
Company;  they  now  hold  only  3,620,  having  sold  the  difference  at  a  profit  of  upwards  of 
30,000/. 

Lastly,  counsel  is  requested  to  advise  the  Directors 
of  the  Oxford,  Worcester,  and  Wolverhampton  Com- 
pany generally  upon  their  present  position,  and  to 
make  any  observation  or  suggestion  that  occurs  to 
him  thereon,  or  with  reference  to  the  report  to  be 
made  by  them  to  the  proposed  general  meeting  of 
shareholders. 


f«gg« 

would  be  likely  to  improve  the  position  of  the 
Oxford,  Worcester,  and  Wolrcrhampton  Com- 
pany. The  relations  between  them  and  the 
Great  Western  Company  have  been  left  in^too 
loose  and  ill-defined  a  state  to  make  it  ad- 
Tisable  in  eidier  party  to  engage  in  litigation. 
The  Oxford,  Worcester,  and  Wolverhampton 
Company  should  either  form  a  new  alliance 
with  the  Great  Western,  on  clearly  defined 
terms,  and  on  a  regular  agreement,  so  that 
either  party  may  enforce  it  against  the  other, 
or  should  put  an  end  to  all  connexion,  except 
what  may  naturally  arise  out  of  their  traffic, 
and  carry  on  the  business  of  their  line  in- 
dependently and  entirely  on  their  own  ac- 
count Which  of  these  two  courses  is  the 
preferable  one  in  reference  both  to  the  present 
difficulties  and  the  ultimate  advantage  of  the 
Company  is  a  matter  of  prudential  considerap 
tion  which  the  Directors  must  determine  for 
themselves. 


SlB, 


Office  of  Commisnoners  of  Railways,  Whiiehall, 
October  12,  1849. 


I  AM  directed  by  the  Commissioners  of  Railways  to  inform  you  that  you  are  appointed 
to  inspect  the  line  of  the  Oxford,  Worcester,  and  Wolverhampton  Bailway,  and  to  report  in 
detail  (dividing  the  line  into  such  sections  as  you  may  deem  most  convenient  for  conveying  to 


Digitized  by  VjQOQ IC 


AppM^  No.  74i 


lUilvay. 


ai2        APPENDIX  ta  REPOBT  of  the  C30MMISSI0NEES  of  RAILWAYS. 

the  CommiflsioBers  an  accurate  idea  of  the  facts)  ob  the  state  of  the  several  w^s  which  have 
been  eommeiiced*  and  either  may  or  may  ikH;  be  completed,  and  oa  the  pixibable  amount 
0sferd,Wor«eiter,  quired  to  complete  those  which  are  not  yet  conqpleted,  aad  those  not  yet  commenced;  and 
^^^^i^J^*^  .  wtui  respect  to  works  not  yet  commenced,  on  the  reasons  which  »»y  appear  to  you  to  have 
*^^'  oocasEioned  their  postponement,  stating  in  ea^  oaae  whether  the  kuiid  has  or  has  not  been 

purchased,  or  the  necessary  eteps  for  Mtaaring  the  land  taken. 

And  yon  are  &urtfaer  to  report^  with  referenoe  to  each  section  of  the  lin^,  on  the  nature  and 
extent  of  the  inoonf  enienoe  oecasicAed  to  individuals  and  to  the  public  by  the  w«ark«  being 
abandoned  in  thek  preBenl  state. 

I  have,  &c., 

C^.  Bimnms,  R.E.,  H.  D.  HitRmss, 

8fc.        Spc.  €mpt.  Boyd  Emgvmen. 


Sir, 


Ofpce  of  CommUiioners  of  Railways^  Whitehall, 
October  12,  1849. 


I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  2nd  instant,  and  also  of  the  Report  of  the  Directors  of  the  Oxford,  Wor- 
cester, and  Wolverhampton  Railway  Company  referred  to  therein,  and  to  inform  you  that  the 
Report  does  not  afford  an  answer  to  the  inquiries  contained  in  the  letter  of  the  17th  ultimo,  in 
reply  to  which  it  has  been  forwarded ;  and  that  it  is  necessary  for  the  Commissioners  to  have 
accurate  information  on  the  several  points  alluded  to  in  those  inquiries  before  they  can  decide 
upon  the  course  to  be  adopted  in  consequence  of  the  complaint  which  has  been  urged  upon 
their  attention  by  several  memorials,  of  the  injury  inflicted  on  individuals  and  on  the  public,  by 
the  abandonment  of  the  works  of  the  Oxford,  Worcester,  and  Wolverhampton  Railway. 

Under  these  circumstances^  the  Commissioners  have  directed  Captain  Simmons,  one  of  their 
inspecting  officers,  to  visit  the  line,  and  to  make  a  detailed  report  to  them  upon  the  works  and 
portions  ,of  line  completed;  the  state  of  the  several  works  which  have  been  commenced;  and 
the  reasons  which  may  have  induced  the  postponement  of  the  construction  of  any  parts  of  the 
line  which  are  not  yet  commenced ;  and  they  trust  the  Directors  of  the  Company  will  aflford 
this  officer  such  information  and  facilities  as  ne  may  require  for  the  preparation  of  Ms  Report 

The  Commissioners  are  also  anxious  to  receive  from  the  Company,  as  early  as  possible, 
accurate  information  on  the  following  points  connected  with  the  ftiancial  state  of  the  Company^ 
▼is. : — ^Uie  vumber  of  shares  crea^  under  each  of  the  Acts  by  ^ich  the  Company  hias 
reeeived  power  to  raise  capital ;  the  denomination  of  such  shares ;  the  number  issu^  and 
fegislered ;  the  several  calls  made  upon  them ;  the  amoimt  reeeii^  on  eftch  of  tlbMe  calls; 
the  arrears  considered  due  upon  each  call,  and  for  which  there  are  registered  shareboldecs 
responsible ;  the  extent  to  which  the  several  powers  to  borrow  capital  have  been  exercised  by 
the  Company ;  the  probable  amount  requisite  to  complete  die  works  in  progress,  and  the  sum 
which  will  be  required  for  those  not  yet  commenced.  They  are  also  desirous  to  be  informed 
whether,  in  the  present  state  of  the  money  market,  the  Company  can  obtain  the  remainder  ^ 
the  capital  they  have  authority  to  raise ;  and  whether  it  is  the  opinion  of  the  Oxford,  Wor- 
cester, and  Wolverhampton  Kailway  Company  that  the  Great  Western  Railway  Company 
vrill  be  able  to  exeicise  tnat  power  if  called  upon  to  complete  the  lines;  or  whether  some  com- 
promise might  not  be  entered  into  between  the  two  Companies  which  would  ensure  t^  prompt 
eompletioa  of  a  portion  of  the  railway. 

I  have,  8cc^ 


The  Secretary  of  the 

Oxford,  frorcesterj  and  Wolverhampton  Railtoay  Company, 


H.  D.  Harness, 

Capt.  Boyal  Engineere. 


Sir, 


Office  of  Commissioners  of  Bailtoays,  WkkehaU, 
October  12,  1849. 


I  HAVE  been  directed  by  the  Commissioners  oi  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  5th  instant,  and  to  enclose,  for  the  inforniation  of  the  Great  Western  Railway 
Company,  a  copy  of  a  letter  which  has  been  addressed  to  the  Oxford,  Worcester,  and  Wolver- 
hampton Railway  Company,  on  the  subject  to  which  your  conununication  relates.  The  Com- 
missioners have  now  been  called  upon  by  several  memorials  to  exercise  the  powers  vested  in 
them  by  the  131st  section  of  the  Oxford,  W^orcester,  and  Wolverhampton  Railway  Act,  but 
they  cannot  determine  on  the  course  which  it  may  be  their  duty  to  adopt  until  they  have 
obtained  additional  information ;  and  they  have,  therefore,  directed  the  several  inquiries  to  be 
made  which  are  mentioned  in  the  enclosed  document. 

I  am  also  to  inform  you  that  the  Commissioners,  as  they  are  advised,  are  of  opinion  that 
all  the  powers  at  present  possessed  by  the  Oxford,  Worcester,  and  Wolverhampton  Railway 
Company  to  raise  capital  wiU  be  trane^srred  to  the  Great  Western  Railway  Company  if  the 
latter  Company  be  required  by  the  Commissioners,  under  the  Act,  to  complete  the  Oxford, 
Worcester,  and  Wolverhampton  Railway. 

I  have,  &c. 


The  Secretary  of  the 
Great  Western  Railway  Company. 


H.  D.  Harness, 

Capt.  Boyal  Engineers. 
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Sir,  Waree9ter,  October  30,  1849,        Appendix  No.  75. 

Having  laid  before  the  JBoard.of  Directors,  this  day,  your  letter  dated  the  12th  instant,  Oxford,  Worcester, 
I  was  desired  to  furnish  the  following  statistical  and  other  information ;  and  to  add,  that  a  &  Wolverhampton 
deputation  from  the  Board  will  be  in  London  to-naorrow  nighty  for  the  purpose  of  waiting;  on  Railway, 

the  Railway  Comniissioners  at  any  hour  they  may  please  to  appoint  on  Thursday  next,  and  of 
snpplying'any  further  information  that  maybe  required  as  to  the  position  and  affairs  of  the 
Company.  • '  , 

I  am  to  request  the  favour  of  your  commiAricating,  in  the  course  of  to-Ytiorrow,  to  William 
Mathew^y  Esq.  (one  of  the  Directors  forming  the  deputation),  at  Osbonie'*s  Hotel,  Adelphi, 
the  hour  at  which  it  will  be  convenient  to  the  Commissioners  to  receive  the  deputation. 

In  reply  to  your  inquiries,  I  beg  to  state — 

L  That  the  number  of  shares  created  is  30^000,  of  50/.  each,  under  authority  of  the  Act  of 
Incorporation  (5th  August,  1845). 

8.  Thirty  thousand  shares  have  been  issued^,  of  which  565  have  been  since  forfeited. 

3.  SOL'per  share  has  been  called  up^  as  under — 


£.  ». 

Paid. 
£.        t. 

Armmt. 

£.       .. 

Deposit    .     ^ 

.       2  10 

75,000    0 

t                   •  • 

2nd  instalment 

.     10    0 

287,080    0 

12,920    0 

3rd  ditto ..     . 

.      5    0 

139,995    0 

10,tK)5    0 

4th  ditto  .      . 

.       5    0 

138,925    0 

11,075    0 

5th  ditto  .     . 

.      5    0 

138,175    0 

li;825    0 

6th  ditto  .      . 

.      7  10 

204.947  10 

20,052  10 

7th  ditto  .     . 

.       5    0 

135,385    0 

14.615    0 

8th  ditto  .      . 

.       5    0 

135,330    0 

14J570    0 

9th  ditto  .      . 

.       5    0 

131,945    0 

18,055    0 

£50    0 

£1,386.782  10 
113,217  10 

£1,500,000    0 

£113,217  10 

4.  Amount  of  arrears  supposed  to  be  recoverable,  about  40,000/. 

5.  NiWiber  of  shareholders  who  are  iti  arrrtir  for  calls,  1 16. 

6.  Amount  borrowed  on  debentures,  142,582/. 

7.  Probable  amount  required  to  complete  the  works  in  progress,  1,227,208/. 

8.  Probable  amount  required  to  complete  works  not  yet  in  progress,  exclusive  of  parts  not 
now  inten4^d  to  be  made,.  50,000/.  \  , 

9.  In  the. present  state  pf  the  share  market,  the  Company  cannot  raise  t^e  required  capital 
which  they  are  authorised  to  raise. 

1  have,  &c., 

Capt.  Hnrn$s8,  X.£.,  '        .  Noel  Thomas  Smith, 

ffc.        §^Q.    y  ' '         Secretary.  \ 


Pbopositions  made  by  the  Oxford,  Worcester,  aud  Wolverhampton  Railway  Company  to  the* 

Great  Western  Railway  Company. 

It.  being  adoutted  on.  all  sides,  that  owing  to  the  large  amount  of  share  capital  autho- 
rized to  be  raised  by  'the  Oxford,  Worcester,  and  Wolverhampton  Company's  Act  of  Parlia- 
ment:not  being  yet  issued,  and  the  impossibility  of  issusing  this  capital  at  the  present idepressed 
price  of  the  shares,  together  with  the  difficulty  of  raising  any  money  on  debentures,  the^ 
possibility  of  carrying  out'  the  arrangement  proposed  by  the  Great  Western  Company  for  the 
guarantee  of  4  per  cent,  becomes  too  remote  to  be  cakuUted  upon  for  any  practical  purpose. 

The  following  propositions  are,  therefore,  submitted  to  the  Great  Western  Company,  for 
their  consideration,  previous  to  any  measures  being  adopted  by  the  Oxford,  Worcester,  and 
Wolverhanipton  Company  for  the  amelioration  of  their  present  position!. 

1.  The  Great  Western  Company  to  assume  that  portion  of  tneline  from  Oxford  to  Abbot's 
Wood,  and  finish  the  same  on  the  broad-gauge,  allowing  the  Oxford,  Worcester,  aiKl  Wolver- 
hampton shareholders  per  cent,  interest  for  the  outlay  already  made  on  this  portion  of 
the  line. 

'  The  Oxford,  Worcester,  and  Wolverhampton  Company  to  finish  the  line  from  Abbot's 
Wood  to  an  independent  station  in  Wolverhampton,  either  by  the  Stour  Valley  line  from 
Tipton,  or  otherwise,  on  the  mixed  gaoge. 

This  northern  portion  from  Abbotts  Wood  to  be  leased  to  the  Great  Western  Company  at 
4  per  cent,  on  the  outlay,  and  half  profits ;  or, 

2.  The  entire  line  being  finished  on  the  principle  stated  above,  let  it  be  worked  in  such  a 
manner  as  will  ensure  the  greatest  amount  of  traffic,  and  the  profits  divided  between  the  two 
Companies  according  to  the  outlay  of  each  pro  ratd  ;  or 

3.  Ttie  Great  Western  Company  to  take  to  and  finish  the  line  on  the  broad-gauge  from 
Oxford  to  Abbot's  Wooil,  allowing  per  cent  to  the  Oxford,  Worcester,  and  Wolverhampton 
shareholders  for  their  outlay,  and  the  latter  to  finish  it  from  Abbot's  Wood  to  Wolver- 
hampton on  the  narrow  gauge  (or  double  gauge),  each  party  working  their  own  portion  for 
tiieir  own  interest,  with  an  understanding  for  a  cordial  co-operation  in  sending  into  each  other's 
hands  all  the  traffic  possible. 
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List  «f  Debbmorbs  issued  to  30th  June,  1849. 

c6  ffOiveriiuiiptoD  j_^ 

JUMOnt       WkMilMML    |lio. 

AMOMt 

WkwiMiMd.   1  Mo. 

Jkmaamt. 

VriMainoed. 

lUilWiy. 

£. 

1847. 

^. 

1848. 

1 

£.        «.    d 

1848L 

1 

700 

Juigm.    31     47 

1.000 

AllgRSt         1 

1    98 

1.000    0     0 

Mm. 

27 

2 

800 

Sept.          8     48 

1«000 

,»          1 

9    99 

1,000    0    0 

3# 

27 

3 

420 

8 

49 

500 

1 

1  100 

1,000    0    0 

f  f 

38. 

4 

600 

9 

51 

1.000 

9 

1  101 

1,000    0    0 

00 

38 

5 

400 

.,        10 

62 

1,000 

9 

102 

1,000   0   0 

)  f 

36 

6 

900 

.,        15 

58 

l.OOO 

9 

103 

1,000    0    0 

f  3 

38                   ^ 

7 

850 

,,     n 

64 

1,600 

,t         9 

M4 

1,000    0    0 

f  9 

38'                ^ 

8 

10,000 

.,         17 

55 

1,000 

>*         « 

106 

1,060    0    0 

§  y 

88 

9 

S,OO0 

OeMNT   IS 

66 

l,«00 

.,        « 

106 

1,000    0    0 

>t 

■B8                  '" 

10 

600 

.,        19 

57 

1,000 

22 

107 

1,060    0    0 

9  9 

38'                 » 

11 

1,000 

Dm.        18 

56 

S80 

x.        88 

108 

1,000    0    « 

f0 

.38 

12 

1,000 

,,        18 

62 

1,000 

•S(f<.         8i 

109, 

l.OOO    0    « 

34 

38                   « 

13 

1,200 

.,        22 

63 

1.000 

8 

110 

1,000    0    0 

3  9 

28 

I 

IMS. 

!t^ 

1,500 

-8  1111 

1,000    0    0 

9  3 

28 

Mn^90» 

65 

soo 

,,        32  1  112 

600    0    0 

Dec 

8 

14 

2,500 

Jmtmmw     7 

66 

1,M0. 

„        32  1  113 

1,000    0    0 

3  3 

8 

15 

2,500 

7 

67 

1*000; 

.,        22 

114 

1,000    0    0 

3  3 

8 

16 

2,500 

7 

68 

1,«B0 

,.        « 

115 

1,400    6    0 

3  9 

87 

17 

2,500 

7 

69 

i.eoo 

,,        32 

1849 

18 

8,000 

„        11 

70 

1,080' 

.»        S2 

. 

' 

• 

19 

2,000 

..        11 

71 

1««M 

ta 

118 

1,000    •    • 

Janoaiy 

3 

20 

2,000 

,.        11 

72 

1.800 

,.        92 

119. 

1,000  #  e 

ft 

3 

21 

1,000 

..        11 

73 

1,800; 

,,        86 

m. 

1,000    0    0 

Februtiy    8                I 

22 

1,00© 

-.        11 

74 

1.806; 

..        38 

128 

J,OQO    •    •' 

3  3 

8) 

S3 

600. 

*.        19 

75 

USOO 

October     4 

180 

1,000    0    0 

3  3 

17' 

25 

1,000 

..        19 

76 

SOO 

9 

482 

1,000    0    0 

3  3 

22 

26 

1,000 

,.        27 

78/ 

1.000 

,,        16 

188 

1,000    0    0 

3  3 

22 

27 

500 

„        27 

79 

1,000 

16 

184 

1,000    0    0 

9  f 

28 

28 

500 

,,        27 

80 

1,000 : 

..,        1« 

135 

1,000    0    0 

9  9 

88 

-.29 

500 

February   1 

81 

1,000 

16 

136 

1,000    0    0 

.    9  3 

24 

30 

500 

1] 

aa. 

1.080 

,.        16, 

137 

1.000    0    0 

"^3 

84 

31 

500 

1 

83 

soo< 

«,-        " 

188 

1.000    0    0 

M0 

36 

32 

500 

1 

84 

500 

rim,      s 

139 

1,600    0    0 

3  3 

36 

S3 

700 

6 

85 

500 

»»          ^ 

140, 

1,800    0    0 

Mirdh 

10 

34 

600 

„        15     86 

«00 

.,    » 

146' 

1,1000    0    0 

93 

36 

96 

1,000 

Hftfdi     \0  ■  fO 

1,008 

..         IS 

147 

160    •    0 

3  3 

86 

87 

1,000 

„        10     88 

1,000 

„        15 

148 

560    «    0 

8  3 

39 

«8 

400 

„        U'   80 

1.D00 

,.         IS 

149 

1,9S«    •    0 

kfdl 

37 

39 

2,000 

Ajvil       13     90 

1,000 

,,         15 

150 

1,388    0    0 

3t 

37 

40 

1,400 

May        35 

91 

1,000 

15 

153 

1,000    0    0 
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WhUAaH  JSkmaiker  27, 1849. 


I  HJLTB  to  ffipoi^  to  gfmi,  for  Abe  inftirmirtkii^  Ai  GomaunuMn  U  Bailwajiy  tfas^ 
in  furthccanoe  of  the  nurtruclioiis  oonlained  in  yoor  letter  of  the  12th  October,  I  lost  do  time 
m  comnuMMoating  with  the  OKfopd,  Woroeiter,  and  Wokerhftmpton  Bailwi^  Companjr,  mad 
that  I  oKamiBed  ihe  line  carefiiUy  alon^  its  whole  length,  from  its  oeauneneement  in  the 
county  of  QsLibrd  to  the  Bortbemmost  poaKb  where  aajrwocfcs  had  been  commenced  or  land 
purchased ;  and  that  I  then  ezanuned,  in  the  enginet r'«  office  at  Woroester,  the  various 
documents^  estimates,  &c*,  beariw  upon  the  jnatteis  conoeming  which  I  was  instructed  to 
report  to  the  Commissioners,  in  whioh  I  was  afforded  every  asostanoe  by  Mr.  Varden,  the 
resident  engineMr  upon  the  line,  acting  under  the  instructimis  of  Mr.  Brunei. 

I  now  proceed  to  report  in  detail,  in  compliance  with  the  instructions  of  the  Commissioneft 
(dividing  the  line  into  such  sections  as  are  most  convenient  for  conveying  to  them  an  accurate 
idea  ofme  facts),  on  the  state  of  the  several  wm*lcs  whioh  have  been  commenced  and  either 
may  or  may  not  be  com jdeted,  and  on  the  pmbable  amount  vequired  to  complete  those  which 
are  not  yet  completed,  and  those  not  yet  commenced,  and  with  respect  to  those  not  yet  com- 
menced, on  the  reasons  which  may  appear  to  have  occasioned  their  postponement^  stating 
in  each  case  whether  the  land  has  or  has  not  been  purchased,  or  the  necessary  steps  taken 
for  obtainmg  the  land  taken;  and  also  to  report  with  reference  to  each  sectionof  the  line 
OQ  the  nature  and  extent  of  the  inconvenience  occasioned  to  individuals  and  to  the  public 
by  the  works  being  abandoned  in  their  present  state.  The  whole  line  has  been  divided  for 
Aie  purpose  of  letting  the  works  to  contractors  for  construction  into  sections,  varying  in  length 
from  li  to  17  miles,  the  system  being  to  let  imder  one  contract  all  the  engineering  works  of 
every  description  (with  the  exception  of  the  superstructures  when  timber  is  used  in  ue  bridges 
or  viaducts),  including  fencing,  earthworks,  masonry,  &c.,  and  ballasting,  ready  for  the  laying 
of  the  permanent  way,  but  not  including  station  buildiq^s  or  permanent  way. 

For  facility  of  explanation,  I  shall  generally  adopt  these  same  divisions  for  the  purpose  of 
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conveying  to  the  Commis»oneTs  an  idea  of  the  state  of  the  m)rk8»  &c.,  a&  required  by  their    Appendix  No.  75* 
instructions.     Commencing  at  Oxford,  63  miles  from  London,  there  is  a  length  of  about  three       ^^."7^ 
miles  in  progress,  and  nearly  completed  in  readiness  for  the  permanent  way,  which  has  been  ^w5*^^!^ton 
constructed  by  and  is  the  property  of  the  Oxford  and  Rugby  Railway  Company.     The  Oxford,  RailwS^^ 

Worcester,  and  Wolverhampton  Railway  Company  had  powers  in  their  original  Act  to  make 
this  line,  as  had  also  the  Oxford  and  Rugby  Railway  Company;  but  the  former  Company  do 
not  propose  to  exercise  those  powers,  the  line  being  in  course  of  construction  bv  the  latter  Com- 
pany. At  the  point  of  junction,  66  miles  9  chains  from  Paddington,  the  (Jnarlbury  contract 
commences,  and  is  12  miles  4*28  chains  in  length;  upon  which  the  land  for  332  chains  in 
length,  measured  upon  the  centre  line  of  the  reulway,  has  been  purchased  and  paid  for ;  the 
remainder  (632  chains)  has  not  been  purchased,  but  a  considerable  portion  of  it  has  be^ 
agreed  for,  and  the  required  notices  have  been  served  for  the  whole.  On  the  land  which  has 
not  been  purchased,  nothing  has  been  done  towards  the  constru^n  of  the  railway,  the  surface  > 
of  the  CTOund  not  having  been  disturbed,  nor  the  land  fenced;  but  I  remarked  that  the  pur- 
chased lands  being  in  detached  portions  over  the  first  five  miles  of  the  line,  a  well-worn  footpath . 
had  been  made,  evidently  by  persons  moving  along  the  line  of  railway,  breiJung  down  the 
fences  in  their  way,  on  a  portion  about  a  mile  in  length  which  has  not  been  purchased.  This 
is  in  a  measure  accounted  for  by  the  work  having  been  begun  in  three  detached  cuttings  in 
land  acquired  by  the  Company,  having  this  length  of  one  mile  between  them.  Where  the 
land  required  for  the  railway  has  been  purchased,  it  has  generally  been  fenced  off  from  the 
adjoining  properties  with  a  very  efficient  description  of  fence,  previous  to  the  commencement 
of  the  work ;  and  I  may  here  state,  that,  throughout  the  whole  length  of  the  line,  I  generally, 
found  that  the  fencing  erected  was  of  a  good  and  efflci^it  character^  and  such  as  ought  not  to  be 
a  source  of  complaint  to  adjoining  proprietors.  With  respect  to  enginemng  works  on  this 
contract,  I  found  that  on  the  firet  five  miles  from  66^o  to  HH  miles  (the  mileage  throughout 
this  Report  being  taken  from  Paddington),  a  snudl  amount  of  earthwork  has  oeen  done  in 
three  cuttings,  filling  in  corresponding  embankments;  four  road  bridges,  with  their  ajqproachea^ 
have  been  co^ipleted,  and  the  traffic  diverted  through  or  over  them.  At  one  of  these^  leeding 
fimn  Woodstock  to  Ensbam,  a  teoaporavy  railw&y  ran  across  the  roiMl  on  the  level,  pausing  a 
slight  jolting  to  passing  carriages ;  but  orders  have  been  given  for  its  removal.  Three  bridgea 
to  carry  the  railway  ever  the  river  Evenlode  are  partly  executed*  but  they  are  not  of  a  he^vy 
natore.  Alt^ether  the  worka  on  this  eoufcraot  are  of  a  light  natHra,  the  probable  coet^ 
including  5,200/.  for  stations  and  station  accomnsodation  being  132,300/.«  of  which  the 
probable  value  of  the  work  done  may  be  taken  at  16,5002.^  or  i>AVths  of  the  whole,  excluuve 
of  permanent  way.  The  amount  paid  for  land  is  32,342/.^  and  the  estimate  of  the  sum 
remaining  to  complete  the  purchase  of  land  throu^out  its  length  is  I7>8002.  No  land  has 
been  bought  nor  fenced,  ner  works  of  any  description  executed,  from  7lH  Qules  to  78ii-  milec^y 
which  is  the  end  of  this  the  Charlbury  contract,  upon  which  to  complete  the  purchase  oC 
land  and  execution  of  works,  exdusive  of  permanent  way,  which  will  he  Iwreafter  ooe^idered, 
a  dirther  outlay  of  about  133,610}.  will  be  required. 

The  Shipton  contract  oommenoes  at  the  termination  of  the  Charlburv  contrt^t,  at  78  mike 
13*28  chains,  and  is  11  miles  45*54  chains  in  lengthy  terminating  in  the  parish  of  Evenlode, 
at  89  miles  5iB'82  chains.  From  its  ccmimeocement  for  626  ch^ns^  or  up  to  the  86di  mile^ 
the  works  are  completed,  and  the  line  ballasted  ready  for  the  reception  of  U)e  permanent  way» 
All  the  bridges  and  communications  across  the  railway  seem  to  be  in  the  same  state  as  th^t  m 
wfaidi  they  will  remain  after  the  completion  of  the  railway;  and  therefore,  in  this  and  other 
places  where  the  works  are  in  a  similar  condition,  the  inconvenient  occasioned  to  the  public 
IB  rather  of  a  negative  character,  as  they  do  not  derive  the  beoefits  which  nftight  have  been 
anticipated  from  the  construction  of  the  railway ;  and  the  only  cause  of  complaint  to  the  land^ 
owners  appears  to  be  firom  the  railway  affordmf  a  thoroughfare  through  their  estatecb  and 
possibly,  m  some  cases,  rendering  the  preserving  of  game  more  difficult.  From  the  b6tb  mile, 
for  a  space  of  44  chains,  notices  have  been  served  of  the  extent  of  the  land  required,  but  it 
has  not  been  purchased  nor  fenced,  and  no  works  have  been  done ;  eonsequently  a  path  has 
been  worn  in  the  direction  of  the  railway,  which  may  be  an  iaoonvenience,  but  during  the  dis«- 
continuance  of  the  works,  not  of  vei*y  great  extent. 

Hence  for  185  chains  the  land  has  been  purchased  with  the  exception  of  about  seven  chaiiM; 
it  IB  all  fenced,  and  the  works  completed  up  to  the  forootfUion  level,  except  a  soaaU  stieani 
bridge,  and  a  three^arched  bridge  to  carry  the  turnpike  road  from  Addlestrop  to  Stow<K>n'-tlie- 
Wold  over  the  railway;  this  latter  bridge  is  completed  with  the  exception  of  the  parapets, 
approaches,  and  the  roadway  itself,  which,  as  it  existed  at  the  time  of  my  inspaotion,  must 
certainly  produce  ^reat  inconvenienoe  to  the  public,  beiujg  diverted  temporarily  and  much 
restricted  in  width  by  the  fences  enclosing  it,  and  by  impedimenta  caused  by  the  exeeution  of 
the  works.  The  Company  had  a  few  men  at  work  upon  the  bridge  with  the  intention  of  com^ 
pleting  it,  in  consequence  of  legal  proceedings  having  been  instituted  against  them  by  the 
trustees ;  but,  unless  more  men  be  employed  upon  it,  i  fear  that  the  public  may  continue  to 
suflbr  this  inconvenience  for  a  consioerable  tmie  longer.  For  the  last  70  ehains  of  thie 
oontract  the  land  has  not  been  purchased  nor  fenced,  nor  any  works  executed.  Upon  thi«,  the 
Shipfon  contract,  extending  from  78  miles  13-28  chains  to  89  mites  58-82  diains,  the  to^ 
estimate  for  works,  including  3,100/.  for  stations  and  station  aooommodation,  is  86,027/.^  of 
which  the  value  of  work  done  may  amount  to  about  76,000/.  or  iWr  of  the  whole  exclusive  of 

Crmanent  way.  Thit  amount  paid  for  land  is  26,945/.,  and  the  estimate  of  what  remains  to 
mid  is  4,304/.;  therefore,  upon  this,  the  SUpUm  contract,  a  fiirther  outlay  of  about 
14,331/.  will  be  required  to  complete  the  purchase  of  land  and  the  execution  of  the  works, 
exdusave  of  permanent  way. 

The  Moreton  adjoins  tbie  SSupton  oontract,  and  commencing  at  89  miles  56*82  chains,  aad 
terminating  at  95  miles  8-42  otuuns,  is  5  miks  29* 60  chains  in  length.    Hie  land  tbrou^mt 
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Appendix  No.  75.   has  been  purchased  and  fenced,  with  the  exception  of  about  16  chains  in  length  near  the  9l8^ 

^"^  ^*^®'  ^^^  70  chains  at  the  northern  end.    The  earthworks  upon  this  contract,  which  are 

&  Woli^^am^to^^  heavier  than  the  average,  are  far  advanced  towards  completion,  and  many  of  the  bridges  for 

Railway.^        roads  are  completed ;  one  occupatioo-road  bridge  at  90^  miles  is  incomplete,  but  the  level  of 

the  ground  not  having  been  disturbed^  its  state  cannot  be  productive  of  inconvenience  to  thet 

landowner. 

Close  adjoining  the  town  of  Moreton-in-the-Marsh,  which  is  at  91 J  miles  from  London^ 
the  railway  is  nearly  on  the  surface  of  the  ground;  two  public  highways  (the  turnpike-road 
from  Moreton  to  Chipping  Norton,  and  the  Foss  Way  turnpike-road  from  Moreton  to  iShipcston- 
on-Stour)  have  to  be  carried  over  the  railway  by  bridges  with  long  approaches,  one  of  which 
again  interferes  with  the  parish  road  from  Moreton  to  Batsford.  These  approaches  are  now 
in  a  most  incomplete  state,  and  must  be  productive  of  very  great  inconvenience  to  the  puMic 
On  the  turnpike-road  to  Chipping  Norton^  the  bridge  approaches  are  only  raised  to  half 
their  proper  width,  and  are  in  such  a  state  as  almost  to  come  under  the  description  of  being: 
dangerous  to  the  traffic  upon  the  road.  The  approach  to  the  other  bridge  being  incomplete^, 
compels  all  vehicles  passing  out  from  Moreton  towards  Batsford  by  the  public  r«atd  to  make 
a  considerable  detour  over  very  inconvenient  and  rough  places,  and  both  may,  I  think,  in  their* 
present  condition,  be  considered  as  insufferable  nuisances.  A  ^reen  lane,  which  is  a  parish 
road,  at  91  miles  68  chains,  affording  a  means  of  crossing  the  railway,  is  at  present  entirely 
intercepted  by  a  cutting,  over  which  a  bridge  has  been  built^  but  the  approaches  not  having 
been  made  up  to  it,  in  its  present  condition  it  is  useless^  The  traffic  upon  this  lane  must  be- 
almost  insignificant. 

At  92  miles  18  chains  a  parisli  road  in  the  village  of  Dorn  is  carried  over  a  cutting  by  a 
bridge,  which  is  complete  with  the  exception  of  the  parapets.  A  temporary  fence  has  been  erected 
for  the  security  of  persons  crossing  the  bridge,  which  narrows  tlie  road.  The  excavation 
is  20  feet  deep,  and  has,  I  am  informed,  cut  off  the  supply  of  water  from  some  of 
the  houses  in  the  village,  consisting  of  about  a  dozen  houses,  one  of  which  is .  left  in  a  very 
precarious  state  on  the  edge  of  the  excavation ;  and  the  garden  of  another  is  likely  to  fall  in 
unless  the  retaining  walks  which  are  to  be  built  to  support  the  sides  of  the  cutting  be  sooi^ 
erected. 

At  92  miles  43  chains  an  accommodation  bridge  has  been  constructed  to  afford  a  passa^ 
through  a  heavy  embankment^  which,  having  forced  in  the  wing  walls,  and  injured  the  abut-* 
ments,  has  completely  stopped  the  communication,  the  embankment  being  about  35  feet  in 
height.  At  93  miles'65  chains  a  similar  accident  has  happened,  and  stopped  all  access  from 
one  side  of  the  railway  to  the  other. 

A  very  serious  slip  has  occurred  at  Aston  Magna,  where  a  cutting  skirts  the  foot  of  a  hill, 
by  which  a  bridle  road  is  stopped.  This  cutting  will  require  a  considerable  outlay  before  the 
railway  can  be  carried  securely  through  it* 

The  total  estimate  for  worics  upon  this  contract  amounts  to  77,658/.,  including  2,500/.  for 
stations,  &c.,  and  an  extra  sum  for  the  heavy  slip  before  mentioned,  out  of  which  the  probable 
value  of  work  done  amounts  to  about  43,0iOO/.  or  iVi^ths  of  the  whole.  The  sum  paid  for 
land  amounts  to  31,200/.^  and  the  estimated  cost  of  what  remains  to  be  purchased  is  69,243/., 
from  which  therefore  it  would  appear  that  to  complete  the  Moreton  contract,  5  miles  29*60 
chaihs  in  length;  it  would  require  an  additional  outlay  of  103,901/.  exclusive  of  permanent 
way. 

The  Miekleton  adjoins  the  Moreton  contract,  and  is  3  miles  75*60  chains  in  length,  c<mi* 
mencing  at  95  miles  8  *  42  chains,  and  ending  at  99  miles  3  *  82  chains. 

Upon  this  contract  the  whole  of  the  land  has  been  purchased,  and  the  works  beffun 
throughout,  including  a  tunnel  of  about  half  a  mile  in  length,  through  which  a  heading  lias 
been  driven,  and  all  the  necessary  shafts  sunk,  and  the  brickwork  lining  commenced  at  each* 
Unless  this  heading  be  kept  open,  a  great  deal  of  damage  may  be  done  to  the  work.  The 
bridges  on  this  length  have  been  completed,  and  the  traffic  diverted  over  them,  or  the  roed 
surface  haCs  not  been  interfered  with.  The  estimate  for  work  upon  this  contract  is  130,4904 
including  3,500/.  for  stations,  &c.,  and  the  probable  value  of  work  done  is  about  77>200/.  or 
iVAths  of  the  whole.  The  cost  of  land  has  been  26^217/.»  and  a  further  sum  may  be  required 
to  complete  purchases  of  about  2,000/. ;  therefore  to  complete  the  works,  &c.  on  this,  the 
Miekleton  contract,  3  miles  75 '60  chains  in  length,  exclusive  of  permanent  way,  a  further  out- 
lay of  about  55,290/.  will  be  required,  which,  however,  may  be  increased  very  considerably  if 
the  works  remain  long  in  their  present  condition. 

The  next  portion  is  called  the  Evesham  contract,  and  extends  from  99  miles  3*82  chains 
to  116  miles  15*42  chains,  being  17  miles  11*42  chains  in  length. 

The  line  for  the  first  10^  miles  of  this  contract  has  been  purchased,  with  the  exception  of  six 
small  portions  at  various  places,  amounting  together  to  56  chains  in  length,  and  is  all  fenced 
off  from  adjacent  properties,  with  the  exception  of  about  20  chains.  The  works  over  the 
<whole  of  this  distance  are  very  far  advanced,  and  nearlv  ready  for  ballasting.;  the  bridges 
also  are  completed,  with  their  approaches,  except  that  the  approaches  of  a  parish  road  at 
Church  Honeybourn,  at  101^  miles,  are. not  fenced.  Hiis  bridge  is  constructed  to  avoid  a 
levelxrossing  at  the  foot  of  ui  incline  of  1  in. 100,  which  was  authorized  by  the  Act  of  Parlia* 
meht  under  which  the  railway  is  constructed.  At  105  miles  12  chains,  an  occupation  road 
crosses  a  cutting  by  a  temporary  bridge  in  a  very  bad  condition,  almost  dangerous,  and  the 
side  fencing  to  it  is  very  bad,  and  a  few  chains  further  on  a  foot-bridge  near  the  town  of 
Evesham  is  in  a  very  bad  and  dangerous  state,  being  only  2  feet  wide,  with  a  very  insecure 
hand-rail.  At  105|  miles,  the  railway  crosses  the  River  Avon,  the  abutments  for  the 
bridge  being  erected,  but  the  superstructure,  intended  to  be  of  timber,  not  yet  having  been 
put  on.  At  106  miles  25  chains,  a  temporary  bridge  of  a  very  indifferent  chsu*acter,  with  bad 
hand-rails,  carries  a  parish  road  of  considerable  traffic  across  a  cutting  about  10  feet  deep. 
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At  106i  miles,  and  again  at  109^  miles,  the  railway  crosses  the  Avon>  the  abutments  being 
at  both  places  raised  ready  for  the  timber  superstructure.  Near  the  1 10th  mile  there  remains 
to  be  purchased  about  half  a  mile  in  length  of  land,  upon  whicli  nothing  has  been  done; 
after  whibh,  for  upi^ards  of  six  miles  to  the  end  of  the  Evesham  contract  the  land  has  been 
all  purchased,  and  the  works  nearly  completed  ready  for  ballasting.  At  111  miles^  however, 
the  turnpike-road  fi:o.m  Evesham  to  Worcester  is  carried  across  the  railway,  which  is  in  cutting 
by  a  temporary  bridge,  which  somewhat  contracts;  the  roadway,  and  at  IH  miles  30  chains 
the  approaches  taa  parish  road  bridge  over  the  railway  have  not  been  fenced. 

The  total  estimate  for  works,  upon  this,  the  Evesham  contract,  amounts  to  186,622/.  including 
10,7 50i  for  stations,  &c.,  out  of  which  the  value  of  works  done  amounts  to  about  110,000/. 
or  iV^ths  of  the  whole  work.  The  amount  paid  for  the  purchase  of  land  is  44,306/.,  and 
the  estimate  of  what  remains  to  be  paid  is  5,230/.  The  total  outlay,  therefore,  required  to 
complete  this,  the  Evesham  contract — 17  miles  11*60  chains  in  length — ^is  about  81,852/. 
This  contract  terminates  at  the  point  where  the  Oxford,  Worcester,  and  Wolverhampton  Rail- 
way crosses  the  Birmingham  and  Gloucester  Railway. 

The  following  portion  of  the  main  line,  commencing  at  the  north  end  of  the  Evesham 
contract,  at  116  miles  15*42  chains,  26  miles  4  chains  in  length,  and  terminating  at  142 
Whiles  19* 42  chains,  includes  four  contracts,  called  Worcester  No.  2,  Worcester  No.  1,  Droit- 
Iprich,  and  Kidderminster,  in  which  contracts  are  also  included  a  short,  branch  near  Abbott's 
Wood,  64  chains  in  length,  to  connect  the  Oxford,  Worcester,  and  Wolverhampton  with  the 
Birmingham  and  Gloucester  Railway,  a  branch  from  Droitwieh  to  the  Birmingham  and 
Gloucester  Railway  at  Stoke  Prior,  4  miles  9/60  chains  in, length,  with  a  short  branch  of  17 
chains  into  the  Alkali-works  at  the  latter  place,  and  a  connecting  branch  at  Droitwieh,  31  '40 
chains  in  length,  making  altogether  a  length  of  railway  of  31  miles  46  chains,  is  altogether 
completed  and  ballasted  ready  for  the  laying  of  the  permanent  way,  with  the  exception  of  the 
timber  superstructure  of  the  Hoo  viaduct  at  134  miles,  and  of  the  Blakedown  viaduct  at 
137i  miles,  which  are  of  a  heavy  nature,  and  a  cutting  near  the  latter  viaduct  which 
cannot  be  excavated  until  after  the  completion  of  the  viaduct,  the  earth  being  required  to 
fill  in  a  bank  at  the  other  end  thereof.     •  •  • 

Upon  these  contracts  the  estimates  for  works,  including  42,000/.  for  stations  and  station 
accommodation,  amounted  to  393,674/.,  and  the  value  of  the  work  executed  may  probably  be 
taken  at  322,902/.,  or  iW^ths  of  the  whole. 

The  whole  of  the  laud  has  been  purchased  or  agreed  for :  142,035/.  have  been  paid  for  it, 
and  an  estimated  further  amount  of  5,601/.  being  considered  necessary  to  complete  the  pur- 
chases ;  the  total  amount,  therefore,  required  to  complete  these  26  miles  4  chains  of  the  main 
line,  and  5  miles  42  chains  of  branches,  exclusive  of  permanent  way,  will  be  76,373/. 

The  Kingswinford  contract  commences  near  the  town  of  Stourbridge,  at  142  miles  19*42 
chains,  and  is  3  miles  59*40  chains  in  length,  terminating  at  145  miles  78*82  chains.  From 
its  southern  end  for  about  1|  miles  (he  land  has  been  purchased,  with  the  exception  of  about 
18  chains  in  length,  and  the  works,  which  are  heavier  than  the  average,  partially  commenced, 
including  masonry  foundations  intended  to  support  timber  trestles  and  superstructure  for  two 
viaducts  of  a  heavy  character,  one  at  Stourbridge,  the  other  at  Brittel-lane,  after  which  no  land 
has  been  purchased  nor  work  commenced  for  the  remainder  of  the  contract.  The  estimated 
cost  of  works  upon  this,  the  Kingswinford  contract,  wa<4  134,000/.,  including  10,000/.  for 
stations,  &c.,  the  probable  value  of  work  done  being  17,500/.,  or  ■^^Cb&  of  the  whole.  The 
amount  paid  for  land  is  13,150/.,  and  the  estimated  cost  of  what  remains  to  be  purchased  is 
14,742/. ;  therefore,  to  complete  the  whole  of  the  contract,  exclusive  of  permanent  way,  a 
further  outlay  of  about  131,242/.  will  be  required. 

The  following  contract,  commencing  at  145  miles  78*82  chains,  and  terminating  at  148 
miles  19*42  chains,  2  miles  20*60  chains  in  length,  is  called  the  Dudley  contract.  Through- 
out its  whole  length,  with  the  exception  of  about  6  chains  at  the  northern  en<l,  the  land  has 
been  purchased,  and  the  works  are  completed,  including  a  tunnel  of  rather  more  than  half- a- 
mile  in  length  up  to  the  formation  level,  and  about  one-third  of  the  ballast  laid.  The  works, 
except  through  the  tunnel,  have  been  made  for  four  lines  of  way,  in  order  to  lay  in  the  side- 
lines required  by  the  Act  of  Parliament  under  which  the  railway  is- constructed.  .  ^ 

The  total  estimated  cost  of  this  contract,  including  17,000/.  for  stations,  sidings,  &c.,  is 
104,200/. ;  the  value  of  the  work  done  being  78,346/.,  or  Woths  of  the  whole. .  The  amount 
paid  for  land  is  32,985/.,  and  the  estimated  sum  required  to  complete  the  purchase  of  land 
is  1,019/. ;  therefore,  to  complete  this,  the  Dudley  contract,  2  miles  20:60  chains  in  length,  will 
require  a  ftirther  outlay  of  26,853/.,  exclusive  of  permanent,  way.  •  *    . 

The  two  next  contracts,  commencing  at  their  southern  end  at  the  termination  of  the  Dudley 
contraet,  at  148  miles  19*42  chains,  and  terminating  at  the  junction  with  the  London  and 
North  Western,  formerly  Grand  Junction  Railway,  near  Wolverhampton,  154  miles  79*22 
chains  from  Paddington,  are  6  miles  59*80  chains  in  length.  The  land  has  been .  purchased, 
and  the  work  is  well  advanced  over  55  chains  at  their  southern  end,  beyond  which  point  no 
step  has  been- taken  towards  the  construction  of  the  railway  beyond  serving  the  necessary 
noticed  upon  the  various  landowners  along  the  line  of  the  railway  of  the  extent  of  the  land 
which  will  be  required  for  the  construction  of  the  railway. - 

The  estimated  cost  of  their  construction  is  189,000/.,  including  39,000/.  for  stations,  sidings, 
&c.,  allowing  that  the  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  only 
defray  the  expense  of  one*third  of  the  passenger  and  one-half  of  the  goods  station  at  Wolver* 
bapton,  the  cost  of  which  is  to  be  borne  partly  by  other  Companies  (the  Shrewsbury  and  Bir* 
mingham,  and  Birmingham,  Wolverhampton,  and  Dudley  Railway  Companies).  Of  this  the 
value  of  work  done  may  probably  amount  to  15,000/.,  or  -r^^^hs  of  the  whole.  The  amonut 
paid  for  land  is  12,435/.,  leaving  an  estimated  sum  of  208,950/.  to  complete  the  purchase; 
therefore,  to  complete  the  line  from  the  Dudley  contract  to  the  junction  with  the  London 
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A^prpendix  No.  lb.  and  North  Western  Railway,  a  distance  of  6  miles  69*40  chains^  will  require  an  additi^na^. 
-     "^  outlay  of  about  382,950/.,  exclusive  of  permanent  way. 

iL^m^^l^Xon  ^^^^  respect  to  permanent  way,  it  appears  that  there  are  88  miles  70-22  diains  of  maia 
Kiiihfay.'  l^^^  divided  into  two  portions,  50  miles  58  chains,  being  on  the  south  or  London  side  of  the 
junction  of  the  short  branch  to  connect  the  Oxford,  Worcester,  and  Wolverhampt<m  Railw&y^ 
with  the  Midland  (Birmingham  and  Gloucester)  Railway  at  Abbott's  Wood,  the  remaitting 
38  miles  12  chains  being  to  the  north  of  that  point,  with  branches  altogether  amounting  to 
5  miles  42  chains  in  len^h.  The  estimate  of  the  engineer  of  the  line  of  the  cost  of  permanent 
way  throughout  for  a  rauway  with  the  broad  gauge  alone  amounts  to  453,105/.,  towu^ds  the 
laying  of  which  rails  and  timber  to  the  extent  of  147,118/.  have  been  purchased  by  the  Com- 
pany ;  but  as  the  Act  of  Parliament  for  the  construction  of  the  railway  prescribes  that  the* 
Company  are  to  lay  down  and  maintain  upon  the  whole  extent  of  the  railway,  between  tlie 
point  of  junction  with  the  Birmingham  and  (Gloucester  Railway  at  Abbott's  Wood,  and  the  point 
of  junction  with  the  Orand  Junction  Railway,  near  Wolverhampton,  as  well  as  on  the  Branch 
Railway  to  Stoke  Prior,  such  additional  rails  adapted  to  the  gauge  of  the  two  latter-named 
railways  as  may  be  requisite  for  allowing  the  free  and  uninterrupted  passage  of  carriages,  &c, 
it  would  appear  that  over  38  miles  12  diains  of  the  main  line,  and  5  miles  42  chains  of 
branches,  an  additional  sum  which  may  be  taken  at  one-half  more  than  the  cost  of  a  tingle- 

fauge  line  should  be  taken,  or  about  104,880/.,  making  a  total  cost  for  permanent  way  of 
57,985/.,  or  remaining  to  be  incarred  of  410,867/. 

The  state  of  the  railway,  therefore,  may  be  summed  up  as  follows :  that  at  each  end  of  the 
line  a  great  deal  of  work  remains  to  be  done,  but  that  from  Evesham  by  Worcester,  and  Stour^ 
bridge  to  near  Dudley,  the  works  are  very  far  advanced  and  nearly  ready  for  operang,  witb 
the  exception  of  stations,  and  the  permanent  way  not  being  laid.  That  the  estimated  toUl  cost 
of  the  railway  is  as  follows : — 

Engineering  works  .  .,£1,430,981 
Permanent  way  .  .  557,985 
Land    •         •         .         •       501,300 

Total    .         .£2,490,266 

The  value  of  the  work  dotte,  or  materiab  supplied,  may  amount  to— 

Engioeeriag  works  •  •  £756^448 
Permaaent  way  •  ..  147,118 
LandpttrekMd      .         .       354,463 

Total    .         .£1,258,029 

leaving,  as  the  esttcnated  aaaouat  remainiar  to  be  expended  in  the  purchase  of  land  and  the 
execution  of  the  works,  the  sunft  of  1,232,237/. 

By  a  return  obtained  from  the  Secretary,  hereto  appended,  it  will  appear  that  the  following 
SIMM  have  been  expended  ou 

£.       #.    d. 

Bngineering  works 634878  18    2 

Permanent  way  correeted,  aooerding  to  the  statement 

of  the  engineer 147,118    0    0 

Land  and  compensation        •         •         •         •         •     372,051    2     5 
Enginetring,  indoding  superintendence  of  construction      90,512  19    7 

Total.         .         .        £1,244,561    0    2^ 

by  which  it  will  be  mmq  that  there  is  an  amear  ef  evineerinff  works  not  yet  paid  t»  amomt* 
iii  to  about  121,570/.  -^  ^  ^     i~ 

In  arriving  at  the  abvve  estni»t«s,  I  have  derived  my  information  solely  froHi  pcraaoal 
exaorinatkm  of  the  Mne,  and  from  documents  in  die  office  of  the  engineer  at  Woreetter,  who 
aflbrdtd  Hie  every  assistance,  and  gave  me  firee  access  to  the  documents  and  plans  in  his  olBee ; 
but  the  works  having  been  entirely  stepped,  they  have  net  yet  been  measured  up,  asr  the 
oootraotors  settled  with ;  it  woukl  therefore  be  a  very  long  and  tedious  eperstiosi  to  arrive 
at  the  exact  value  of  work  done  upon  the  railway,  and  sueh  as  was  not,  I  eonoeive,  contemplatai 
by  the  instructions  of  the  Commissioners  ;  I  Imve  therefore  taken  what  I  consickr  the  ehoitest 
method  of  arriving  at  an  approximate  idea  ef  the  condition  of  the  line.  No  notiee  has  heeii 
taken  of  several  braaehea  whkh  are  to  be  constructed  under  the  powers  granted  to  the  Oxford^ 
Woreceter,  aad  Wdverhampton  Railway  Company,  as  they  have  not  been  commeBced,  and 
de  not  form  a  portion  of  tlM  mam  line  of  communication,  and  it  remains  a  questkm  ef  doubt 
with  the  Company  whether  it  will  be  advantageous  to  constniet  them  or  not  I  have  enume- 
imAsd  all  those  caee^y  or  the  principal  portion  of  them,  where  it  appeared  to  me  ia  passii^ 
over  the  line  that  either  the  public  or  individuals  su(ft»ed  faiconvenience  from  the  ineonqdets 
sMe  of  the  works.  Elsswhere  the  line  is  as  well  feooed,  and  the  mot\s  in  as  good  a  statn*  as 
regards  the  eoovenieBee  of  adjoining  proprietors  and  the  public,  as  it  will  be  men  cempletsd» 
exsept  that  when  trains  are  ruaning,  the  line  will  be  closed  against  trespassers,  and  the  public 
wiU  then  of  coarse  derive  that  advantage  firom  the  construction  of  the  railway  whioh  they  antid^ 
petted  when  the  powers  to  oonstruot  it  were  osded  by  ParUament  to  the  Co«npany. 

I  have,  ftcy 
Capt.  Bammy  R.R^  J.  L.  A.  Sikmons, 

l*^-        ^c.  Oapt.  Royal  Sngumn. 
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'SxK,  Worcester,  November  7,  1849.  Appendix  No.  Tfi. 

I  BEG  to  enclose  a  statement  of  paymeals  for  land,  wpriftB,  aad  e»gineeriag,  aa  iwqueBtod  Oxford "woroester 

ebyjpourJetter  of  this  date.  &WdWlw!iJSn' 

I  have,  Ac,  luawty. 

•7".  L.  A.  Simmons,  Esq.,  Cstpt.  M,E.  Noel  Thos.  Smith,  Secretary* 


Payments  on  Contracts  for  W^Asj  «ur. 


Bilston 

DMd%  Tvmek     ^ 

tdal^aAs 
Kinsswiiiford        «        ♦ 
Kiddernuastlur 
]>roitwidi      ^         « 
Worcegtar  Timoel   •      '    • 
Woreesler  Tinmel,  No.  ^ 
Xf^ssnaM  •   ■      « 

Mickleton  (includii^  8,3087.  Zs 
of  cost  of  plant)  • 

JtfoMium       ; 

jSfaiptaD         .         #        ^ 

Cbadbtigr     • 

Total 
Ei^gineeriog,  mfihiding  ai^Manntendence  of  con- 

StrUCtlOIl         m  rm  ^  •  .9  • 

Including  timber     •  •         •         «         « 

Xiand  and  compensation   •         «         •         . 

ISstxmated  totil  cost  of  land      «        ^         • 

Burveys  and  csqgisieemig  expenses  stoce  obtain* 

ing  tlie  Act,  as  stated  by  Kx.  Vaiden^  but 

not  includhig  after-«xpen8e«  lAiifSx  wsaj 

liaie  been  adoed  by  Mr^  Bnioet     *        « 

7.18tt. 


£.      *. 

d. 

12,435    0 

0 

70,927    6 

3 

3,170    3  10 

16,430    0 

0 

C7.S0    0 

0 

152,505    0 

0 

36,140    0 

0 

32,888  ia 

7 

«2,^80    « 

a 

71,937  15 

6 

31,200    0 

0 

47,350    0 

0 

10,050    0 

0 

£«M,8Z8  18 

2 

103.012  19 

7 

12,500    0 

0 

372,051    2 

5 

497^480    0 

0 

38;8t2    0    0 


SiR^  Woreester,  November  7,  IMflL 

Abort  VSSflOOi^  hm  been  wpoakd  oo  insn  fafls,  luid  k  aat  Swioddl  ia  ^  ^tatavaent 
BMttlo  jTon'lluB  nomiig. 

Ig^JOiMllias  been  eicpendedofn  timber  for  the  permapeat  way^  and  this  amount  iseompre* 
hended  under  engtBOBria j^  and  construction. 

I  bare,  &c, 

J.X-A^Snmums^JEsg^  CofLJLR  Ncwx  Thos.  SioxJf,  jbcretary. 


Sib, 


Ofimjf€amm$siastrs^fRinbmy$^  WtSUUU^ 
December  15, 1849. 

I  MS  idifaatad  by^be'CamiiniBfiBffi  af  Baalawya^a  iofoKm  Toii^that  ^bmfhm9% 
.,      ,  .  ,  ....  :totie 


ifaeaavacal 


that  hi 


I  Baard  <coaciptaiiuBg  «af 


the  JPceoimMeBaa  amriiaart  by  the  ^^obliojLiid  indi viduak  in  eonsQ^iiaaea  ^  tha  no 

of  theQgfard,  Woapeiler  ami  Woivafbaniylan  Rotls>ay»  aad  caUiog  upon  the  G 

of  Railiragv  to  cxeveiaa  the  poaRars  vested  in  them  by  tiie  8  and  9  Yict^,  c  18^  a.  131 ;  that 
the  CoaanuflnoBers  Jmre  alaa  had  wider  ooaeideratson  the  statement^  written  and  verbal^  of 
Ihe  Ozfiurdy  Worcester,  and  WoUetfaampton  Railway  Company^  expressing  Ihair  inability, 
JBMfer  eBaatiAg  ekcmDBtaBoe8»  to  proceed  with  the.coB>filetion  of  the  Hnc^  and  the  aiplanatiops, 
written  and  verbal,  of  the  Great  Westen^BaiWayCompatiy,  in  answer  to  the  applioatiops  made 
tiatbe  Boaid,  talUag  on  that  Caaspany  to  oompkte  the  railway.  I  Am  directed  to  state,  that  the 
jCoaaniiisioperfl  jure  ^ns tisfied,  after  a  eareful  inquiry  and  report  made  by  oae  of  their  own  offioer^ 
and  by  the  adnodssions  made  by  the  Oxford,  Weraester,  jaod  WcAverhaaapton  Company,  that 
the  Company  is  neglecting  to  proceed  with  the  construction  of  their  line,  and  that  there  is  no 
reaeaname  atcurity  that  it  will  be  completed  within  the  time-limited  by  the  Act 

Under  these  circumstances  the  Conuniaaionera*  Jifker  weighing  well  the  provisions  of  the 
statute,  in  connexion  with  the  statement  made  by  the  Great  Western  Company  in  relation 
thereto,  are  of  opinion  that  it  is  incmnbent  upon  them,  in  exercise  of  the  discretion  vested  in 
them  by  the  Lc^lature,  to  call  upon  the  Great  Western  Company  to  proceed  with  the'con* 
stniotion  of  the  hne;  and  I  am  direeted  to  state,  that  mless,  witiiin  one  month  from' the  date 
of  this  letter,  the  Consmissicoers  of  Railways  have  some  satisfactory  grounds  for  believing  that 
efficient  arrangements  will  ba  made  for  ensuring  the  completion  of  the  line  within  the  time 
limited  by  law,  they  will  feel  it  their  duty  formally  to  require  the  Great  Western  Railway 
Company  to  enter  upon  the  Oxford,  Worcester,  and  Wolverhampton  Railway,  to  proceed 
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'  Appendix  No.  75.    with  the  construction  thereof,  and  to  exercise  all  the  powers  of  the  Oxford,  Worcester,  awl 

Wolverhampton  Railway  Act  in  rdation  thereto. 

2*w^'  ^"^J*'^'       I  **"  *^^  ^^  inform  you  that  a  copy  of  this  communication  will  be  forwarded  to  the  Oxford, 
SLTwaT         Worcester,  and  Wolverhampton  Railway  Company. 

I  bavB,  Sec, 
To  the  Secretary  of  the  H.  D.  Harness, 

Greai  Western  Railway  Company.  Capt.  Royal  Engineers.' 


Office  of  Commissioners  of  HaUway 8,  Whitehall, 
Sir,  ;  •  December  15, 1849. 

I  HAVB  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  enclosed 
copy  of  a  communication  made  this  day  to  the  GreaC  Western  Railway  Company. 

I  hdve,  &d.. 

To  the  Secretary  of  the  H.  Dl  Ha&nbss, 

Oxford,  Worcester,  and  Wolverhamptgn  Railway  Company.  Capt.  Royal  Engineers. 


Gentlemen,  ....      Batsford  Parh^  January  \0,  \%SQ. 

Mt  attention  has  just  been  called  t6  an  ilrticle  "which  appeared  in  the  *^  Mornings 
Herald  **  of  the  29th  December,'  on  the  subject  df  the  'notice*  siven  by  you  to  the  Great 
Western  of  your  intention,  after  the  expiration  of  a  month,  to  call  on  them  to  enter  upon  and 
complete  the  Oxford,  W'orcester,  and  Wolverhampton  Railway,  according,  to  the  provisions  of 
the  Act  of  1845.  From  the  character  of  the  communication,  and  the  paper  in  which  it 
appears,  I  am  induced  to  believe  that  it  may  be  considered  the  defence  set  up  by  the  Great 
Western  against  your  proposed  interference. 

The  writer  misrepresents  the  object  of  the  clause  in  question,  and  the  intention  of  Parliament 
in  enacting  it,  and  argues  that  it  was  not  linal  against  the  Great  Western,  but  against  the  other 
Company,  'Mf  they  should  hold  their  powers  of  construction  in  abeyance,  merely  selling  shares  at 
a  premium,  and  then  failing  to  perfonh  their  other  obligations  ;**  and  that  **  the  question  now  to 
be  solved  is,  whether  the  latter  have  neglected  to  exercise  their  powers,*'  and  states  that,  *'  so  far 
from  having  neglected,  they  have  Vesorted  to  all  available  means,  and  stop  for  want  of  sufficient 
funds  for  the  further  progress  of  the  works,  and  that  to  order  the  Great  Western  ta  find 
capital  of  their  own  to  complete  the  line  would  alter  the  whole  object  of  the  enactment,  and 
convert  that  into  an  injury  which  was  intended  as  a  benefit  "^nd  protection  to  the  Great 
Western  or  the  public  from  the  neglect  of  the  Oxford,  Worcester,  and  Wolverhampton 
Company.** 

The  scheme,  was  introduced  in  the  session  of  1845,  and  was  the  commencement  of  *'  the 
battle  of  the  gauges.*'  The  Oxford,  Worcester,  and  Wolverhampton  Companjr  was  avowedly  a 
.creature  of  the  Great  Western,  and  the  victory,  accorded  to  it  on  that  occasion,  was  a  Great 
Western  triumph.  During  the  passage  of  the  Bill,  among  other  objections  taken  to -it,  was 
the  insufficiency  of  the  estimate,  which  was  1,500,000/.,  with  a  power  to  borrow  500,000/.,  and 
very  strong  evidence  was  given  tJiat  tlie  line  could  not  be  constructed  Jbr  the  money. ,  This  was 
subsequently  fully  confirmed  by  the  new  estimate  given  itt  to  *the  Directors  a  few  months  after 
by  Mr.  Brunei,  increasing  the  estimate  to  2,500,000/.,  and  which  is  also  found  to  be  below  the 
necessary  expenditure.  There  can  be  now,  of  course,  no  doubt  that  the  Bill  ought  to  have 
been  thrown  out ;  but  the  Committee  in  both  Houses  were  so  prepossessed  in  its  favour  that  they 
passed  it,  although  sensible  of  its  deficiency  in  this  important  point,  and,  as  a  justification  for 
sd  doing,  the  clause  In  question  was  always  put  forward  as  a  security  to  the  public  for  the 
completion  of  th^  line,  and  an  answer  to  any  objection  as  to  the  sufficiency  of  means.  The 
Great  Western,  in  fact,  bound  themselves  as  security  for  the  completion,  in  order  to'secure  the 
victory  to  the  broad  gauge,  and  the  w6rds  of  the  clause  prove  this,  the  preamble  stating  that, 
**  whereas  the  Great  Western  Company  are  willing  to  undertake,  in  case  of  Twetf,  the  due  com- 
pletion  of  the  line,'*  and  the  enactment  empowering,  first,  the  Great  Western  .**  to  enter  and 
complete,  in  the  event  of  the  other  Company  failing  to  do  so  by  neglecting  to  proceed,**  &c. ; 
atid  if  the  Great  Western  shall  not  do  so  voluntarily,  empowering,-  secondly,  the  Board  of 
Trade  to  order  them.  This  latter  provision  settles  the  question,  and  the  argument  of  the 
writer  in  the  '<  Momirig  Herald** — if  the  clause  was  intended  only  as  a  *'  ben^t  and  protec- 
tion to  the  Great  Western**  why  give  compulsory  powers  to  the  Board  of  Trade  ? 

Having  opposed  the  Bill,  and  anxiously  attended  to  its  progress  through  Parliament,  I  am 
induced  to  think  that  the  true  reason  for  this  enactment  should  be  made  known  to  you,  as  an 
attempt  is  obviously  being  made  to  misrepresent  it. 

I  have,  &c. 
To  the  Commissioners  of  Railways.  Rboesdalb.  • 

Office  of  Commissioners  of  Railways^  Whitehall^ 
Sib,  January  17,  1850. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  .transmit  to  you  th 
enclosed  order  relative  to  the  Oxford,  Wofoeeter,  and  Wolverhampton  Railway.  . 

I  have,  &c. 
The  Secretary  of  the  H.  D.  Hari^ess, 

Great  Western  Railway  Con^ny.  Capt.  Royal  Engineers. 
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Whereas  by   **  The  Oxford,  Worcester^  and  Wolverhampton  Railway  Act,  1845,"  the    Appendix  No.  75* 

Oxford,  Worcester,  and  Wolverhampton  Railway  Company  were  authorized  to  construct  a  

railway  from  Oxford  to  Worcester  and  Wolverhampton,  with  several  Branch  Railways  therein  p''^*^'  Worcester, 
particularly  mentioned ;  iind  by  the  said  Act  it  was  provided,  that  in  the  event  of  the  said  ^^  Wblverhampton 
Oxford,  Worcester,  and  Wolverhampton  Railway  Company  failing  to  complete  the  said  **  ^*^* 

Railway  and  Branches  within  the  period  limited  by  the  said  Act,  by  neglecting  at  any  time 
to  proceed  therewith  in  such  manner  as  to  afford  a  reasonable  security  for  the  completion 
thereof  within  the  aforesaid  period,  it  should  be  lawful  for  the  Great  \yestern  Railway 
Company,  after  giving  one  month's  notice  of  their  intention  so  to  do,  to  enter  upon  the  said 
railway,  and  to  proceed  with  the  construction  thereof,  and  to  exercise  all  or  any  of  the  powers  of 
the  said  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  in  relation  thereto,  and  if 
at  any  time  the  said  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  should  ;  in  the 
opinion  of  the  Board  of  Trade,  fail  to  proceed  with  the  construction  of  the  said  railway  in 
manner  aforesaid,  tlie  said  Great  Western  Railway  Company  should,  on  being  required  so  to 
do  by  the  said  Board,  enter  upon  the  said  railway,  and  should  complete  the  same  as  aforesaid  : 
And  whereas,  the  powers  given  by  the  said  Act  to  the  said  Oxford,  Worcester,  and  Wolver- 
hampton Railway  Company  for  the  construction  of  the  said  railway,  have  been  amended  and 
enlarged  by  several  Acts  subsequently  passed  (that  is  to  say),  "  The  Oxford,  Worcester,  and 
Wolverhampton  Railway  (Amendment)  Act,  1846  ;"  "  The  Oxford,  Worcester,  and  Wolver- 
hampton luiilway  (Amendment)  Act,  1848;"  and  "  The  Oxford,  Worcester,  and  "Wolver- 
hampton Railway  (Deviation)  Act,  1848:"  And  whereas,  under  and  by  virtue  of  an  Act 
passed  in  the  eleventh  year  of  the  reign  of  Her  present  Majesty,  intituled  *'  An  Act  to  give 
further  time  for  making  certain  Railways,'*  the  period  of  time  limited  by  the.  said  firstly 
recited  Act  for  the  completion  of  the  said  Railway  and  Branches  has  been  extended  for  the 
further  period  of  two  years  from  the  expiration  of  the  said  period  limited  by  such  Act :  And 
whereas  the  said  Oxford,  Worcester,  and  Wolverhampton  Railway  Company  have  commenced 
the  construction  of  the  said  Railway  and  Branches :  And  whereas,  by  an  Act  passed  in  the 
tenth  year  of  the  reign  of  Her  present  Majesty,  intituled,  '*  An  Act  for  constituting  Commis- 
sioners of  Railways,'*  the  powers  reserved  to  the  Board  of  Trade  by  the  said  firstly  recited 
Act  have  been  transferred  to  and  are  now  vested  in  U9,  the  Commissioners  of  Railways : 
And  whereas  in  the  opinion  of  us,  the  said  Commissioners,  the  said  Oxford,  Worcester,  and 
Wolverhampton  Railway  Company  are  neglecting  to  proceed  with  the  construction  of  the 
said  Railway  and  Branches  in  such  manner  as  to  afford  a  reasonable  security  for  the  com- 
pletion thereof  within  the  period  limited  by  the  said  firstly  recited  Act,  and  extended  as  afore- 
said :  Now  therefore  we,  the  Commissioners  of  Railways,  in  pursuance  of  the  hereinbefore 
recited  proviaions  of  '*  The  Oxford,  Worcester,  and  Wolverhampton  Railway  Act,  1845," 
and  by  virtue  and  in  exercise  of  the  power  and  authority  for  this  purpose  so  vested  in  us  as 
aforesaid,  do  hereby  require  the  Great  Western  Railway  Company  forthwith  to  enter  upon 
the  said  Railway  from  Oxford  to  Worcester  and  Wolverhampton  so  authorized  to  be  con- 
structed as  aforesaid,  and  to  proceed  with  the  construction  thereof,  and  to  complete  the  same 
in  the  manner  and  under  and  subject  to  the  conditions  and  provisions  in  the  said  recited  Acts, 
or  any  other  Act  or  Acts  of  Parliament  relating  to  the  said  railway  mentioned  and  contained 
with  respect  to  the  construction  thereof;  and  as  If  the  said  Great  Western  Railway  Company 
had  by  such  Acts  been  authorized  to  construct  the  said  railway,  instead  of  the  said  Oxford, 
Worcester,  and  Wolverhampton  Railway  Company.  Given  under  our  seal  this  seventeenth 
day  of  January,  One  thousand  eight  hundred  and  fifty. 

(Signed)  Granville, 

Edward  Ryan. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  January  21,  1850. 

I  HATS  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you,  for  the 
information  of  the  Directors  of  the  Oxford,  W^orcester,  and  Wolverhampton  Radway  Com- 
pany, the  enclosed  duplicate  of  a  requisition  forwarded  to  the  Great  Western  Railway  Com- 
pany on  the  17th  instant. 

I  have,  &c.» 

The  Secretary  qfthe  H.  D.  Harness, 

Oxford,  Worcester,  and  Wolverhampton  Railway  Company.  Capt.  Royal  Engineers. 


London  Terminus,  Paddington, 
Sir,  January  24,  1850. 

I  HAVE  submitted  to  the  Board  of  Directors  your  letter,  dated  the  17th  instant, 
inclosing  a  copy  of  an  order  of  the  Railway  Commissioners,  and  I  am  desired  to  acknowledge 
the  receipt  of  it,  acquainting  you  that  the  subject  will  receive  the  deliberate  consideration  of 
the  Directors  of  this  Company. 

I  have,  &c., 

Qqd.Skmess,  RE.,  Charles  Saunders,  Secretary, 

ire.        j-c. 
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Appendix  No.  76. 

Appendix  No.  76.   EDINBURGH,  PERTH,  AND  DUNDEE  RAILWAY,  AND  THE  GENERAL 
Edinb;;;;^,  Perth.  POST^FFICE. 

iR.ui^'Ae    Sib.  General  Poa-cfficB,  October  lfi.m2. 

General  Post-office.  I  am  directed  by  the  Postmaster-General  to  request  that  you  will  lay  before  the  Com- 

missioners of  Railways  the  following  circumstances  relative  to  the  course  which  the  Edin- 
burgh, Perth,  and  Dundee  Railway  Company  have  intimated  to  this  department  that  it  is 
their  intention  to  pursue  with  respect  to  the  conveyance  of  the  mails  on  their  Une. 

The  mails  have  for  some  time  past  been  forwarded  on  this  railway  under  the  charge  of 
mail-guards,  who  travel  at  the  fare  of  second-class  passengers,  by  the  ordinary  trains  of  the 
Company,  in  accordance  with  the  powers  vested  in  the  Post-office,  by  the  provisions  of  the 
11th  section  of  the  Act  of  Parliament  7  and  8  Victoria,  cap.  85. 

With  this  arrangement,  which  has  been  adopted  by  the  Postmaster-General  as  a  measure  of 
economy,  the  Railway  Company  have  of  late  been  dissatisfied,  and  with  the  view  of  obtaining 
a  higher  rate  of  payment  for  the  conveyance  of  the  maib,  they  have  now  expressed  their 
determination  to  refuse,  on  and  afler  the  1st  proximo,  to  allow  the  mail-guards  to  take  up  or 
leave  bags  at  any  of  the  intermediate  stadons,  and  to  prohibit  any  persons  being  admitted  to 
the  platforms  for  the  purpose  of  giving  bags  to  or  receiving  bags  from  the  guards,  unless 
payment  is  made  for  each  bag  as  a  parcel.  The  effect  of  this  course,  if  persisted  in  by  the 
Company,  will  be  to  compel  the  Postmaster-General  to  incur  an  increased  expense  for  the 
railway  services,  or  to  deprive  the  towns  on  the  line  of  part  6S.  the  accommodation  which  they 
now  enjoy. 

His  Lordship,  therefore,  requests  that  you  will  inform  him  whether  the  Commissioners  of 
Railways  have  any  means  of  obliging  the  Edinburgh,  Perth,  and  Dundee  Railway  Company 
to  allow  of  the  mail-bags  being  exchanged  at  the  intermediate  stations,  and  what  steps  the 
Commissioners  would  recommend  him  to  take  with  the  view  of  obtaining  fiu-  the  Post-office 
the  privileges  intended  to  be  afforded  to  it  by  the  clause  of  the  Act  in  question. 

I  have,  &c., 

Copt.  Harness,  R.Ky  W.  Mabbrly,  Secretary. 

Sfc.        Src 

P.  S. — I  should  add,  that  the  Postmaster- General  has  directed  the  officers  of  this  depart- 
ment in  Scotland  to  make  the  best  arrangements  they  can  for  serving  the  towns  on  this  line  of 
railway  with  their  letters,  making  only  partial  use  of  the  railway  after  the  1st  proximo,  should 
the  Directors  carry  out  their  threat ;  but  that  this  will  not  prevent  many  of  the  places  from 
losing  part  of  the  acconunodation  which  they  at  present  enjoy. 


Sir,  October  20,  1849. 

I  AM  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of  your 
letter  of  the  18th  instant,  in  which  you  state  that  the  Edinburgh,  Perth,  and  Dundee  Railway 
Company,  on  whose  rcdlway  the  mails  have  for  some  time  been  forwarded  in  charge  of  mail- 
guards,  pursuant  to  the  1 1th  section  of  the  Act  7  and  8  Vict.,  c.  85,  have  expressed  their 
intention,  after  the  1st  proximo,  not  to  allow  the  mail-guards  to  take  up  or  leave  bags  at  the 
intermediate  stations,  and  to  prohibit  any  persons  being  admitted  to  the  platforms  for  the 
purpose  of  exchanging  the  bags,  unless  payment  is  made  for  each  bag  as  a  parcel. 

The  Commissioners  have  recently  had  occasion  to  consider  these  provisions  of  the  Act  of 
the  7  and  8  Vict.,  in  consequence  of  the  refusal  of  the  Irish  South  Eastern  Railway  Com- 
pany to  convey  mail-guards  and  bags  under  the  11th  section  of  that  Act,  where  no  contract 
had  been  entered  into  with  them  for  the  conveyance  of  the  mails  under  the  Act  1  and  2  Vict., 
c.  98.  And  in  that  case  the  Commissioners,  by  the  advice  of  the  law  officers  of  the  Crown 
for  Ireland,  have  taken  steps  for  instituting  legal  proceedings  against  the  Company,  under  the 
17th  section  of  the  Act  7  and  8  Vict.,  c.  85,  in  order  to  enforce  compliance  with  the  provisions 
of  the  Act. 

Although  in  the  present  case  the  Company  do  not  altogether  refuse  to  convey  the  mail- 
guards  with  th^r  bags,  yet  as  they  refuse  to  allow  that  which  is  necessarily  incidental  to  their 
oenveyance,  and  essential  for  the  due  performance  of  this  senriee, — ^the  power  of  taking  up  and 
delivering  bags  at  the  several  stations  along  the  Hne, — it  appears  to  the  Commissioners  that 
the  case  does  not  differ  in  principle  from  that  mentioned  above ;  and  that  similar  measures 
might  be  adopted  with  equal  propriety  if  the  Company  should  persist  in  refusing  the 
necessary  accommodation  in  the  transmission  of  the  mails. 

The  Commissioners,  if  desired  by  the  Postmaster-General,  will  address  a  communicadon  to 
the  Edinburgh,  Perth,  and  Dundee  Railway  Company,  on  the  subject  of  the  circumstances 
stated  in  your  letter,  and  represent  to  them  the  view  taken  by  the  Commissioners  of  the 
obligations  imposed  on  the  Company  by  the  Act  above  referred  to. 

I  have,  &c., 

Lieut.-Colanel  Maberfy,  H.  D.  Harness, 

^c.        Sfc.  Capt.  Royal  Engineers. 

Sib,  General  Post-qfficey  October  24,  1849. 

I  HAVE  submitted  to  the  Postmaster- General  your  communication  of  the  20ih  instant, 
stating  the  opinion  of  the  Commissioners  of  the  Railway  Board  in  regard  to  the  steps  which 


Digitized  by 


Google 


APPENDIX  to  REPORT  of  the  COMMISSIONERS  of  RAILWAYS.        223 

the  Directors  of  the  Edinburgh^  Pertb^  and  Dundee  Railway  Company  intend  to  take  on  the  Appendix  No.  76.  v 

Ist  proximo  to  prevent  the  exchange  of  mail-bags  at  the  intermediate  stations  on  the  line ;  

and  I  am  directed  to  acquaint  you,  that  his  Lordship  is  pleased  to  acquiesce  in  the  course  ^^'^hurgh,  Perth, 

which  the  Commissioners  propose  to  adopt,  of  addressing  a  communication  to  the  Company,  Railway,  and  the 

pointing  out  to  them  the  view  taken  by  the  Board  of  the  obligations  imposed  on  the  Com-  General  Poit-office. 
pany  under  the  17th  section  of  the  Act  7  and  8  Vict.,  c.  85. 

I  have,  &c., 

Capt  Harness^  R,E.,  W.  Maberlt,  Secretary, 

ire.        Sfc. 


Sir,  October  26,  1849. 

I  All  directed  by  the  Commissioners  of  Railways  to  inform  you,  that  they  have  received 
from  the  Postmaster-General  a  letter,  in  which  it  is  stated^  that  the  Edinburgh,  Perth,  and 
Dundee  Railway  Company,  on  whose  railway  the  mails  have  for  some  time  been  forwarded  in 
charge  of  mail-guards,  pursuant  to  the  11th  section  of  the  Act  7  and  8  Vict.,  c.  85,  have 
expressed  thdr  intention,  after  the  1st  proximo,  not  to  allow  the  mail-guards  to  take  up  or 
leave  bags  at  the  intermediate  stations ;  and  to  prohibit  any  persons  l^ing  admitted  to  the 
platforms  for  the  purpose  of  exchanging  the  bags,  unless  payment  is  made  for  each  bag  as  a 
parcel. 

The  Company  being  bound  by  the  Act  to  provide  conveyance  for  the  mail-guards,  with 
their  bags,  it  appears  to  tlie  Commissioners  that  they  are  equally  bound  to  allow  that  which 
is  necessarily  incidental  to  their  conveyance,  and  essential  to  the  due  performance  of  this 
service, — the  power  of  taking  up  and  delivering  bags  at  the  several  stations  along  the  line, — 
and  that  if  the  Company  should  persist  in  the  course  they  propose,  it  might  become  the  duty 
of  the  Commissioners  to  take  steps  for  enforcing  compliance  with  the  provisions  of  the  Act. 

I  am,  therefore,  to  request  that  you  will  represent  to  the  Directors  the  view  taken  by  the 
Commissioners  of  the  obligations  imposed  on  the  Cbmpany  by  the  Act  above  referred  to,  and 
to  inform  me,  with  as  little  delay  as  possible,  whether  the  Directors,  after  the  matter  has  thus 
been  brought  to  their  notice,  will  adhere  to  the  intention  they  have  expressed,  in  order  that 
the  Commissioners  may  be  oiabled  to  judge  what  measures  it  may,  in  that  case,  be  necessary 
for  them  to  adopt. 

I  have,  &c^ 

To  the  Secretary  of  the  H.  D.  Harness, 

Edinburgh,  Perth^  and  Dundee  Railway  Company.  Capt.  Royal  Engineers. 


Sir,  Edinburgh,  October  31,  1849. 

I  HAVE  laid  before  the  Directors  of  this  Company  your  letter  of  the  25th  inst.,  and  by 
their  directions  I  beg^to  send  you  a  copy  of  the  correspondence  between  them  and  the  Secre- 
tary of  the  General  f^ost-office,  Edinburgh,  which  you  will  please  submit  to  the  Commissioners 
of  Kailways. 

The  Directors  have  no  intention  whatever  of  throwing  any  obstruction  in  the  way  of  the 
Post-office  service,  or  to  interfere  with  the  full  rights  vested  in  the  Post-office  authorities  by 
Sect.  11  of  the  Act  7  and  8  Vict.,  c.  85;  but,  at  the  same  time,  as  .acting  on  behalf  of  a 
public  bodv,  the  Directors  consider  themselves  bound  to  protect  the  Company  against  an 
unwarrantable  extension  of  these  rie^hts  to  the  prejudice  of  its  interests. 

The  Directors  admit  the  right  of  the  Post-office  authorities  to  avail  themselves  of  the  powers 
conferred  by  the  clause  referred  to ;  but  thev  have  been  advised  by  high  le^al  authority  that 
the  mail-guards,  when  booked  as  second-class  passengers,  are  not  entitled  according  to  the 
true  meaning  and  intent  of  the  clause,  to  any  more  extended  privileges  than  ordinary  pas- 
sengers. 

I  have,  &c., 

Capt.  Harness,  R.E.y  Hbnrt  Lbes, 

Sfc.  Sfc.  Secretary. 

Correspondence  between  Mr.  Lees  and  Francis  Abbot,  Esq.,  Secretary  to  the  General 

Post-office,  Edinburgh. 

Mr.  Lees  to  Mr.  Abbot. 

Sir,  Edinburgh,  April  5, 1849. 

The  Directors,  in  accordance  with  the  request  made  by  you  on  the  28th  February, 
have  considered  the  terms  on  which  they  can  undertake  the  conveyance  of  the  mails,  and  they 
have  instructed  me  to  state  that  they  will  agree  to  accept  of  l,000/«  for  one  year  for  con- 
veying the  mail,  under  the  charge  of  the  Post-office  guard,  between  Edinburgh  and  Perth 
and  Dundee  and  the  Ladybank  Station,  by  any  of  the  ordinary  passenger-trains,  and  to 
include  the  conveyance  of  the  Dunfermline  mail-bags  between  fhe  Thornton  Junction  Station 
and  the  Crossgates  Station  under  the  charge  of  the  Company's  guard  (but  without  incurring 
responsibility)  by  any  of  the  ordinary  passenger  trains  on  that  part  of  the  line.  As  there  are 
no  trains  run  on  the  Dunfermline  branch  on  Sundays,  of  course  the  Dunfermline  mail  would 
be  confined  to  week  days. 
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Appendix  No.  76.       For  the  accommodation  of  the  mail  on  the  main  line  the  Directors  will  set  aside  a  com* 
-— •  partment  of  a  second-class  carriage. 

jm(?DunJu^^^        '  ^*'^  ^®  S'*^  *^  ^®*''  *^^^  ^^^®  present  offer  receives  the  approval  of  the  Post-office  au- 
Railway,  and  the    thorities. 
General  Post-office.  I  have,  &c., 

Henry  Lbes,  Secretary. 


Mr,  Allot  to  Mr.  Lees* 
Sir,  Edinburgh^  April  5^  1849. 

I  BEG  to  acknowledge  receipt  of  your  letter  of  this  date,  and  as  it  is  yet  a  question 
undecided,  whether  the  Postmaster-General  will  require  to  send  bags  on  the  Branch  Railway 
from  lliomton  to  Crossgates,  I  shall  feel  obliged  if  the  Directors  of  the  Railway  will  be  good 
enough  to  state,  separately,  the  sum  demanded  for  this  particular  service,  as  distinguished  from 
the  service  of  conveying  guards  and  bags  in  a  separate  compartment  between  Edinburgh  and 
Perth,  and  Dundee  and  Ladybank,  and  Brougnty  Ferry,  by  any  of  their  ordinary  passenger- 
trains,  and  I  shall  be  further  obliged  by  an  early  reply,  that  I  may  bring  the  matter  before  the 
Postmaster-General. 

I  have,  &e., 

F.  Abbot,  Secretary. 


••'"^  Mr.  Lees  to  Mr.  Abbot. 

Sir,  Edinburgh,  April  7,  1849. 

I  WILL  be  unable  to  state  what  sum  the  Directors  have  proposed  to  charge  for  the 
conveyance  of  the  bags  on  the  Dunfermline  line  separately  from  the  service  on  the  main  line. 
The  fact  is,  that  the  details  of  the  charge  in  the  aggregate  gready  exceeded  the  sum  which  I 
named  in  my  letter  of  the  5th  instant.  They  did  not  consider  that  sum  a  sufficient  remunera- 
tion  for  the  service,  but  as  the  service  is  a  public  one,  and  as  they  are  desirous  of  giving  the 
district  with  which  the  line  is  connected  the  benefit  of  expeditious  conveyance  of  the  mail, 
they  fixed  upon  the  stamp  sum  as,  in  their  opinion,  less  than  the  Company  ought  to  receive, 
and  which  would,  therefore,  be  acquiesced  in  by  the  Post-office.  I  doubt,  therefore,  if  they 
will  consent  to  make  an  abatement  upon  it,  although  the  Dumferline  mail  should  not  yet  be 
placed  upon  the  line.     If  you  wish  me,  however,  I  shall  bring  the  matter  again  under  their 


notice. 


I  have,  &c., 

Hbnrt  Lees,  Secretary. 


Mr.  Abbot  to  Mr.  Leet. 
Sir,  Edinburgh,  April  7,  1849. 

I  BEG  to  acknowledge  the  receipt  of  your  communication  of  this  day's  date,  and  to 
inform  you,  that  I  shall  feel  obliged  if  you  will  enable  me  to  report  the  lowest  sum  for  which 
tbe  Directors  of  the  Edinburgh  and  Northern  Railway  will  undertake  the  service  between 
Edinburgh  and  Perth,  Ladyl^nk  and  Dundee,  or  Broughty  Ferry,  district  from  the  service  of 
conveying  bags  on  the  Branch  Railway  between  Thornton  Station  and  Crossgates,  as  I  have  no 
expectation  that  the  Postmaster-General  will  require  the  latter  service  in  any  event  before  the 
line  is  opened  to  Dunfermline. 

I  have,  &c., 

F.  Abbot,  Secretary. 


Mr.  Lees  to  Mr.  Abbot. ' 
Sir,  Edinburgh,  April  1 1,  1 849. 

Your  letters  of  the  5th  and  7th  instant  I  have  laid  before  the  Directors  of  this  Com- 
pany, at  their  meeting  this  afternoon.  In  naming  1,000Z.  as  the  sum  for  which  they  were  . 
willing  to  undertake  the  conveyance  of  the  mails  through  Fife,  the  Directors  made  a  very 
large  abatement  indeed  on  the  sum,  which,  according  to  their  calculations,  they  considered  the 
Company  entitled  to  receive.  They  cannot,  therefore,  specify  any  particular  sum  as  being  the 
proportion  chargeable  for  the  service  on  the  Dunfermline  line ;  and  although  it  is  not  intended 
to  forward  the  Dunfermline  bags  by  railway,  the  Directors  cannot  make  any  deduction  from  the 
sum  named  in  my  letter  of  the  5th  instant,  which,  on  rc-consideradon,  they  deem  a  moderate 
allowance  for  the  service  to  be  performed. 

I  have,  &c., 

Henry  Less,  Secretary. 

Mr.  Lees  to  Mr.  Abbot. 

Sir,  Edinburgh,  October  2,  1849. 

I  AM  directed  to  request  your  attention  to  the  practice  adopted  by  the  Pott-office  in  the 
conveyance  of  the  mails  by  this  line  and  the  Ferries.    While  the  Post-office  authorities  hav« 
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availed  themselves  of  the  clause  in  the  Act  which  provides  for  the  conveyance  of  the  mail-guard    Appendix  No.  76/ 

with  bags,  on  payment  of  an  ordinary  passenger  fare,  by  any  of  the  ordinary  trains  upon  the  — • 

same  conditions  as  any  other  passenger,  they  have,  unwarrantably,  extended  its  provisions,  by        Jjfd  DundeT 

causing  the  mail-guard,  at  various  stations  along  the  Iine>  to  hand  off  mail-bags  to  parties    Raiivray.  and  the 

connected  with  the  Post-oflSce,  and  to  receive  others  in  exchange,  without  any  payment  to  the  General  Post-office. 

Company  for  the  bags  so  transmitted.     Although  the  Directors  have  the  utmost  desire  to 

accommodate  this  branch  of  the  public  service,  a  due  regard  to  the  interests  of  the  Company 

requires  that  the  practice  referred  to,  which  is  not  permitted  to  an  ordinary  passenger,  should 

no  longer  be  allowed ;  and  I  am,  therefore,  now  desired  to  intimate,  that  they  have  instructed 

their  officers,  at  the  various  stations,  on  and  after  Wednesday  the  lOth  current,  to  charge  the 

ordinary  parcel  rates  for  every  mail  bag  left  at,  or  taken  from,  any  intermediate  station  on  the 

line,  and  that  the  officers  of  the  Post-office  will  not  be  permitted  access  to  the  platforms  at 

intermediate  stations  to  receive  or  deliver  bags,  unless  the  ordinary  parcel  rates  be  paid  for 

those  bags. 

I  am  further  directed  to  inform  you,  that  the  provisions  of  the  Act  referred  to,  not  being 
applicable  to  the  conveyance  of  the  mails  across  the  Burntisland,  and  Granton,  and  the  Tay 
Ferries,  should  the  Post-office  authorities  continue  to  send  the  rhails  across  these  ferries  on 
and  after  the  day  I  have  mentioned,  the  Directors  will  claim  compensation  for  their  convey- 
ance under  the  powers  of  the  Acts  constituting  these  ferries. 

I  have,  &c.> 

Henry  Lees,  Secretaty. 

Mr.  Abbot  to  Mr.  Lees. 

Sm,  Edinburgh,  October  3,  1849. 

I  BEG  to  acknowledge  the  receipt  of  your  letter  of  the  2nd  instant,  and  to  inform  you, 
that  I  will  forward  it  forthwith  to  the  Postmaster- General. 

In  regard  to  the  latter  portion  of  your  letter,  I  can  only  at  present  suggest  to  the  Directors 
the  expediency  of  further  consideration  before  they  issue  any  instructions  to  their  officers  the 
effect  of  which  will  be  to  obstruct  Her  Majesty's  mails  and  the  due  performance  of  the  public 
service,  as  I  have  no  authority  to  admit  the  principle  on  which  they  claim  payment  of  a  cnarge 
on  the  bags  taken  up  and  given  out  by  the  guards  travelling  in  their  carriages  imder  tlie  pro- 
visions of  a  special  clause  in  an  Act  of  Parliament,  or  to  make  the  payment  demanded, 
without  the  previous  sanction  of  the  Postmaster-General,  which  cannot  be  obtained  before  the 
10th  instant. 

I  have,  &c., 

F.  Abbot,  Secretary. 


Mr.  Abbot  to  Mr.  Lees. 
Sir,  Edinburgh,  October  6,  1849. 

I  TRANSMITTED  the  letter  I  received  from  you  on  the  3rd  instant  to  the  Secretary  to 
the  Post-office  Department,  London,  to  be  laid  before  the  Postmaster-General  for  his  instruc- 
tions, and  I  have  by  this  afternoon's  post  received  his  reply,  stating  that,  as  his  Lordship  is  in 
Ireland,  it  is  not  possible  to  obtain  his  decision  before  me  10th  instant.  In  the  meantime. 
Colonel  Mabtfrly  informs  me,  that  he  cannot  admit  the  claim  preferred  by  the  Directors  of  the 
Edinburgh,  Perth,  and  Dundee  Railway,  by  sanctioning  payment  of  the  unusual  charge 
demanded  on  the  mail  bags  delivered  and  taken  up  by  the  mail-guard  on  his  way  through 
Fifeshire ;  and  directs  me  to  forward  these  bags  as  heretofore,  leaving  it  to  the  discretion  of  the 
Directors  to  obstruct  the  public  service  by  preventing  the  duties  of  this  department  being  per^ 
Ibnned  by  its  servants,  as  has  been  done  hitherto,  if  thev  think  proper  to  carry  out  the  orders 
stated  to  have  been  issued  to  the  station-masters  on  the  line.  I  have  to  add,  tnat  if  such  orders 
be  carried  into  effect,  and  the  servants  of  the  Post-office  are  obstructed  in  the  performance  of  the 
public  ser\'ice,  the  morning  despatch  from  Edinburgh  will  be  discontinued,  and  the  afternoon 
bags  be  sent  by  such  means,  other  than  the  railway,  as  can  be  arranged,  and  the  tircumstances 
under  which  the  Post-office  is  compelled  to  resort  to  such  measures  will  be  stated  to  the  public 
and  the  Government.  ^  ...  . 

I  have  to  request  you  will  lose  no  time  in  making  known  this  determination  to  the  Directors 
of  the  Railway. 

I  have,  &c., 

F.  Abbot,  Secretary. 


Mr.  Lees  to  Mr.  Abbot. 
SiR^  Edinburglij  October  6, 1849. 

I  RECEIVED  your  letter  of  the  3rd  instant  in  reply  to  mine  to  you  of  the  previous  day  V 
date,  and  in  consequence  of  your  representation  that,  from  the  absence  of  the  Postmaster- 
General,  in  Ireland,  his  Lordship's  intructions  could  not  be  obtained  previous  to  the  10th 
instant,  the  day  on  which  the  station-masters  on  the  line  were  directed  to  act  upon  the  instruc- 
tions to  charge  for  the  mail-bags  dispatched  from  intermediate  stations,  I  received  authority  to 
suspend  these  instructions  to  the  18th  instant,  to  afford  time  for  communicating  with  his  Lord- 
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Aj^ndix  No.  76.   ship,  on  the  understanding,  however,  that  the  claim  of  the  Company  to  the  charges  proposed 

* .     — ~  should  run  from  the  former  date. 

Edinbunh,  Perth,        g^^  y^y^^  letter  of  this  date,  if  I  understand  it  aright,  communicates  the  determmation  of  the 
Railway  andthe    Post-office  authorities  to  resist  the  legal  demands  of  the  Directors  of  the  Company,  and  if  so. 
General  Post-office,  there  will  he  no  occasion  to  suspend  the  instructions  given  to  the  station-masters.    If,  however, 
I  am  wrong  in  this,  and  that  further  time  is  required  for  consideration,  there  will  be  no  hesita- 
tion on  the  part  of  the  Directors  to  give  it. 

Should  the  Post-office  authorities  prefer  inconveniencing  the  public  to  the  payment  of 
reasonable  compensation  to  the  Company  for  the  service  performed,  the  burden  will  rest  with 
the  former,  and  the  Directors  of  the  Company  do  not  fear  a  representation  on  the  subject  to 
the  public,  who  will  not  fail  to  see  that  the  former  offers  of  the  Company  were  unusually 
moderate,  and  afforded  a  lower  rate  of  compensation  than  is  given  to  the  other  Scottish  Railway 
Companies. 

I  will  not  have  an  opportunity  of  communicating  with  the  Directors  before  Wednesday  next. 

I  have,  &c., 

Henry  Lebs^  Secretary. 


Mr.  Abbot  to  Mr,  Lees. 

Sir,  Edinburgh,  October  8,  1849. 

I  HAVE  just  received  your  letter  dated  the  Cth  instant,  and  beg  to  inform  you,  that  the 
Post-office  dees  not  admit  the  legality  of  the  demand  made  by  the  Directors,  for  payment  of  a 
charge  on  the  bags  taken  up  and  given  out  by  the  guard  travelling  in  the  railway,  under  the 
provisions  of  a  special  clause  in  an  Act  of  Parliament  on  the  public  service  as  common  parcels, 
which  your  letter  appears  to  assume,  but  on  the  contrary,  considers  that  such  a  claim  is  not 
legal,  and  contrary  to  the  intention  of  the  Act.  This  is,  however,  a  matter  which  must  be 
decided  by  reference  to  the  Acts,  and  the  leeal  authorities  of  the  Crown.  In  the  mean  time, 
as  I  have  already  stated,  I  am  not  authorized  to  admit  the  claim  in  any  way,  by  making  pay- 
ment of  a  charge  on  these  bags,  and  am  instructed  by  Colonel  Maberly  to  forward  them  as 
usual,  leaving  it  to  the  discretion  of  the  Directors  whether  to  act  on  the  instructions  they  have 
issued  or  not,  before  the  legality  of  their  claim  is  substantiated.  If  the  instructions  be  post- 
poned, it  will  not  prejudice  any  claims  the  Directors  may  have  on  this  department  should  the 
matter  be  decided  m  their  favour  hereafter. 

I  have,  &c., 

F.  Abbot,  Secretary. 

Mr.  Lees  to  Mr.  Abbot. 

Sir,  Edinburgh  October  9, 1849. 

After  replying  to  your  letter  of  the  6th  instant,  I  forwarded  it  to  one  of  the  Directors 
for  his  instructions,  and  I  have  his  answer  this  morning,  authorizing  me  to  suspend  the  orders 
given  to  the  station-masters  until  1st  November  next,  that  full  time  may  be  given  to  admit  of 
your  communicating  with  the  Postmaster-General,  and  that  there  may  exist  no  ground  what- 
ever for  charging  the  Company  with  precipitancy,  or  with  indifference  to  the  regularity  of  the 
public  service. 

I,  therefore,  beg  to  acqusdnt  you,  that  the  orders  referred  to  will  be  suspended  until  the  day 
I  have  named. 

I  have,  &c., 

Henry  Lbbs,  Secretary, 

Mr.  Abbot  to  Mr.  Lees. 

Sir,  Edinburgh  October  9,  1849. 

I  BEG  to  acknowledge  the  receipt  of  your  letter  of  this  date,  acquainting  me  that  the 
instructions  to  the  station-masters  on  the  Edinburgh,  Perth,  and  Dundee  Railway,  to  charge 
the  ordinary  parcel  rates  for  every  mail-bag  brought  to,  or  taken  from,  the  stations,  and  not  to 
all<^  the  officers  of  the  Post-office  access  to  the  platforms,  to  receive  or  send  off  their  bags, 
unless  the  ordinary  parcel  rate  be  paid,  have  been  suspended  from  the  I6th  instant  to  the 
Ist'November. 

I  have,  &c, 

F.  Abbot,  Secretary. 

Mr.  Lees  to  Mr.  Abbot 

Sir,  Edinburgh  October  23,  1849. 

Rgfbrriico  to  my  letters  to  you  of  2nd  and  9th  instant,  the  Directors  of  this  Company 
desire  me  to  remind  you,  that  the  period  to  which  they  consented  to  postpone  their  instructions 
to  the  station-masters,  with  reference  to  the  charge  for  intermediate  raail-oags,  is  near  at  hand, 
and  to  state,  that  they  trust  you  have  now  had  an  opportunity  of  communicating  with  the 
Postmaster-General  on  the  subject. 

The  inquiries  which  the  Directors  have  made  in  the  interval  confirm  them  in  the  opinion, 
that  the  practice  of  causing  the  mail-guards  to  leave  and  take  up  mail-bags  at  intermediate 
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stations  on  the  line,  is  wholly  unwarranted  by  the  Act  7  and  8  Vict.,  c.  85,  by  which  mail-    Appendix  No.  76. 
guards  with  bags  are  directed  to  be  carried  on  the  same  terms  as  ordinary  passengers.  — 

In  order,  however,  to  prevent  misunderstanding  at  the  intermediate  stations,  and  to  avoid    Ecfiiilmnrii,  Pertii, 
even  the  appearance  of  a  disposition  to  obstruct  the  Post-office  service,  the  Directors  instruct    pi^^ay,  ^ 
me  to  intimate  to  you,  which  I  now  be^  to  do,  that  should  the  practice  referred  to,  of  leaving  General  F 
or  takin^r  up  mail-bags  at  any  station  between  the  termini  of  the  railway  be  persevered  in 
beyond  tne  31st  current,  it  is  to  be  distinctly  understood,  that  the  Company  will  hold  that  the 
Post-office  authorities  depart  from  the  provisions  of  the  above-mentioned  statute,  and  avail  them- 
selves of  those  of  the  prior  Act  1  and  2  Vict.,  c.  98,  that  the  Company  will  accordingly  instruct 
their  servants  to  decline  receiving  payment  of  passenger  fares  from  the  mail-guards,  and  will 
claim  such  amount  of  compensation  as  shall  appear  adequate  to  the  service  to  be  performed, 
which,  in  case  of  disagreement,  will  fall  to  be  settled  in  terms  of  the  last- mentioned  Act. 

I  have,  &c., 

Henry  Lbes,  Secretary, 


Mr.  Abbot  to  Mr.  Lees. 
Sir,  Edinburgh,  October  24,  1849. 

I  BKO  to  acknowledge  the  receipt  of  your  letter  of  the  23rd  instant,  referring  to  the 
instructions  which  have  been  issued  to  the  station-masters  on  the  railway,  to  prevent  the  officers 
of  this  department  having  access  to  the  platforms  to  perform  their  duty  in  connexion  with  the 
posts  of  the.  country,  at  the  intermediate  stations. 

In  answer,  I  beg  to  state,  that  in  consequence  of  the  intimation  which  you  sent  me  on  the 
9th  instant,  that  these  instructions  were  only  suspended  to  the  Ist  November,  I  have  received 
directions  from  the  Postmaster-General  to  take  such  measures  as  may  be  necessary  to  obviate, 
as  far  as  possible,  the  inconvenience  to  the  public  which  must  be  the  consequence  of  the  instruc- 
tions issued  by  the  Directors,  and  arrangements  have  been  made  accordingly  for  this  purpose, 
which  will  commence  on  the  1st  proximo,  as  it  appears  from  your  present  letter,  that  although 
the  Directors  have  modified  their  intended  proceedings,  they  do  not  abandon  the  claim  which, 
according  to  the  opinion  of  the  law  officers  of  this  department  is  ille^l,  and  in  direct 
contravention  of  the  meaning  and  intent  of  the  clause  in  the  Act  of  Parliament  (Act  7  and 
8  Vict.,  c.  85),  which  was  specially  inserted  by  the  Government  to  meet  such  a  case  as  has  now 
occurred. 

As  the  demand  is,  therefore,  considered  by  this  department  as  illegal,  I  am  not  prepared  to 
admit  it  by  any  concessions  whatever,  or  to  give  up  any  right  or  privilege  granted  to  the 
Post-office  Department,  for  the  purpose  of  enabling  it  to  perform  the  public  service,  under  the 
special  enactment  in  the  statute  above  quoted,  under  which  bags  have  been  taken  up  and 

fiven  out,  hitherto,  by  the  guards  at  intermediate  stations.  To  avoid,  however,  entering  ialo 
tigation  with  the  Railway  Company  on  this  point,  unless  it  be  forced  on  the  department  by 
the  proceedings  of  the  Directors,  the  arrangements,  in  contemplation  to  take  place  on  the 
Ist  November,  will  render  it  unnecessary  for  any  bags  to  be  taken  up  by  the  guards  at  any 
intermediate  stations,  and  no  bags  will  be  delivered  out  by  the  guards  at  any  station,  except 
at  the  place  for  which  he  has  taken  his  ticket.  I  presume  that  the  Directors  will  not  dispute 
that  tlus  arrangement  will  be  in  accordance  with  the  clause  of  the  statute  authorizing  the 
Postmaster-General  to  send  a  guard,  with  bags,  by  any  ordinary  trains,  at  the  fare  of  « 
second-class  passenger.  If  the  Company  refuse  to  receive  any  fare  firom  the  guard  when 
tendered  them,  under  the  provisions  of  this  Act,  the  refusal  will  not  give  any  claim  to  higher 
compensation,  nor  can  any  arbitration  be  necessary  in  a  case  specially  provided  for  by  the 
statute;  and  you  be  pleased  to  state  this  distinctly  to  the  Directors,  that  they  may  understand 
that  the  latter  part  of  your  letter  is  not  relevant  to  the  present  circumstances. 

I  must,  at  the  same  time,  direct  the  attention  of  the  Directors  to  the  Act  10  and  11  Vict., 
imder  which  the  property  in  the  Burntisland  Pier,  and  the  ferry  between  the  same  and 
Granton,  was  vested  in  the  Edinburgh  and  Northern  Railway  Company,  and  especially  to  the 
clause  section  \A,  by  which  you  will  find  that,  as  regards  this  pier,  and  all  matters  connected 
therewith,  or  uses  to  which  the  same  may  be  applied,  the  rights  of  the  Crown  are  reserved,  and 
any  person  in  the  employment  of  the  Post-office  (amongst  other  public  departments)  is 
exempted  from  the  control  or  regulations  which  ma^  be-  made  by  the  Directors,  as  regards 
ordinary  passengers,  and  under  this  Act,  the  Postmaster-General,  or  his  officers,  have  full 
power  and  lieense  of  free  access  and  egress  when  in  performance  of  the  public  service^aad 
may,  as  regards  the  pier  and  all  matters  connected  therewith,  perform  any  duty  in  Uking  up, 
exchanging,  or  delivering  bags,  without  let  or  hindrance,  although  the  guard  may  be  at  the 
time  travelling  as  a  second-class  passenger  by  the  railway  from  or  to  Edinburgh,  and  any 
part  of  Fifeshire,  and  it  is  intended  to  use  this  privilege  under  the  sanction  of  that  Act. 
I  request  this  letter  may  be  laid  before  the  Directors  as  soon  as  possible. 

I  have,  &C.J 

F.  Abbot,  Secretary. 


Mr.  Lees  to  Mr.  Abbot. 
Sir,  EdinburgK  October  31, 1849. 

Your  favour  of  the  24th  instant  I  have  now  had  an  opportunity  of  submitting  to  the 
Directors  of  this  Company. 
The  Board  disclaim  all  intention  of  obstructing  the  Post-office  service ;  they  have  neither 
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the  inclination  nor  the  power  to  interfiere  with  the  privileges  conferred  upon  the  Post-office 
authorities  by  Act  of  Parliament,  but  the  Directors,  as  Trustees  of  a  public  body,  feel  that 
they  are  bound  to  see  that  those  privileges  are  not  exceeded  to  the  prejudice  of  the  Company's 
interests. 

The  Board  do  not  dispute,  and  never  disputed,  the  right  of  the  Post-office  authorities  to 
avail  themselves  of  the  powers  conferred  by  clause  11  th  of  the  statute  7  and  8  Vict.,  c.  85 ; 
but  they  conceive  that,  when  mail-guards  are  booked  as  second-class  passengers,  they  are 
not  entitled,  according  to  the  true  meaning  and  intent,  and  sound  and  legal  construction,  of 
the  clause  referred  to,  to  any  more  extended  privileges  than  ordinary  passengers. 

With  respect  to  the  rights  claimed  as  regards  the  Burntisland  Ferry  Pier,  the  Board  have 
no  power  or  intention  of  curtailing  any  rights  the  Crown  may  be  supposed  to  possess. 
At  tne  same  time  they  are  at  a  loss  to  understand  the  meaning  and  object  of  the  communi- 
cation on  this  head. 

I  have,  &c., 

Henry  Less,  Secretary. 


Sir,  Edinhurgh,  November  8,  1849. 

Befrrrino  to  my  letter  to  you  of  3Ist  ultimo,  sending  copy  of  the  correspondence 
between  the  Directors  of  this  Company  and  Mr.  Abbot,  secretary  of  the  Post-office  here,  I  now 
beg  to  send  you  copy  of  a  letter  received  from  Mr.  Abbot,  since  ihat  correspondence  was  sent 
you,  with  a  copy  of  the  Directors'  answer  to  it,  and  which  I  am  directed  to  request  that  you 
will  be  pleased  to  submit  to  the  Commissioners. 

I  have,  &c., 

Cajd.  Harness,  R,E.y  Henry  Lees,  Secretary, 

tfc.        ^c. 


Additional  Correspondence  between  Francis  Abbot,  Esq.,  Secretary  GENERAii 
Post-office,  Edinburgh,  and  Mr.  Lees. 


Mr.  Abbot  to  Mr.  Lees. 


Sir, 


Edinburyh,  November  2,  1849. 

I  BEO  to  acknowledge  the  recept  of  your  letter  of  the  31st  ultimo,  and  will  transmit  it 
to  the  Postmaster-General,  with  reference  to  our  former  correspondence.  His  Lordship  will 
doubtless  be  pleased  to  find  that  the  Directors  of  the  Edinburgh,  Perth,  and  Dundee  Railway 
Company  disclaim  all  intention  of  obstructing  the  Post-office  service,  although  such  was  the 
only  construction  that  could  be  put  on  your  communications,  and  the  orders  issued  to  the  sta- 
tion-masters to  prevent  the  officers  of  the  department  from  performing  their  public  duties  as 
heretofore;  the  apparent  object  being  to  compel  the  department  to  comply  with  a  demand 
which  is  considered  by  the  law  officers  of  the  Post-office  as  illegal,  or  accede  to  terms  which 
are  deemed  exorbitant  for  the  services  required  from  the  railway. 

The  clause  in  the  Act  to  which  you  refer  having  been  inserted  in  the  statute  by  the  Govern- 
ment at  the  instance  of  the  Postmaster- General,  this  department  maintains  its  own  opinion, 
under  I^al  advice,  as  to  the  true  meaning  and  intent  of  the  clause  and  tlie  objects  it  was 
intended  to  meet,  which  entirely  differs  from  the  view  the  Directors  have  taken  of  this 
point. 

Mv  object  in  referring  to  the  Act  vesting  the  property  in  the  Burntisland  ferry  and  pier  in 
the  Edinburgh,  Perth,  and  Dundee  Railway  Company,  was  simply  to  remind  the  Directors  of 
the  rights  and  privileges  of  the  Crown  with  regard  to  the  pier  and  ferry,  in  order  that  there 
might  be  no  misunderstanding  in  this  respect,  when  the  officers  of  the  Post-office  required  to 
use  either  in  the  execution  of  "their  duties  in  the  public  service. 

I  am,  &c., 

F.  Abbot,  Secretary. 


Mr.  Lees  to  Mr.  Abbot. 

Sib,  Editiburyh,  November  7, 1849. 

In  reply  to  your  letter  of  the  2nd  instant,  which  I  laid  before  the  Board  at  their  meetingr 
to-day,  I  am  instructed  to  state  that  the  Directors  have  no  doubt  whatever  as  to  the  construc- 
tion and  legal  effect  of  the  11th  clause  of  the  Act  7  and  8  Vict.,  c.  85.  They  have  taken  the 
opinion  of  eminent  counsel,  and  the  result  of  that  opinion  has  been  to  confirm  them  in  their 

{previous  views,  that  mail-guards,  taking  out  their  tickets  from  one  station  to  another  on  the 
ine,  at  second-class  fares,  travel  on  the  same  conditions  as  ordinary  passengers,  and  are  in  no 
respect  entitled  to  more  extended  privileges— certainly  none  of  a  nature  to  incommode  their 
fellow-passengers ;  and  that  if  the  Post-office  authorities  re<juire  any  extra  service  to  be  under- 
taken by  the  Company,  they  have  ample  powers  of  enforemg  its  due  performance  under  the 
provisions  of  the  Act  1  and  2  Vict.,  cap.  98,  on  payment  of  such  remuneration  as  shall,  b  the 
event  of  difference  between  the  parties,  be  determined  by  the  award  of  arbiters  mutually 
chosen. 

The  Directors  consider  it  unnecessary  to  notice  the  construction  which  you  have  thought 
.  proper  to  attach  to  acts  which  have  been  forced  upon  them  in  discharge  of  their  duties  to  their 
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constituents — a  construction  which,  according  to  their  understanding  of  my  letter  of  23rd    Appendix  No.  76. 

October  last  (which  you  seem  to  have  overlooked),  is  not  justified  by  the  actual  fects  of  the  

case.  ^  ^  J  J  J  Edinbureh,  Perth, 

The  Directors  may,  however,  be  permitted  to  remmd  you  that  at  their  conference  with  your-    ftJi^^y  andthe 
self,  and  in  the  course  of  the  subsequent  correspondence,  they  exhibited  every  disposition  to  General  Po«t-office. 
submit  the  terms  which  you  designate  as  exorbitant  to  arbitration — a  mode  of  settlement 
which,  from  some  unexplained  cause,  the  Post-office  department  have  not  thought  fit  to  avail 
themselves  of,  but  which  is  still  open  to  them. 

The  Directors  cannot  help  remarking  that,  in  dealing  with  this  Company  on  principles  dif- 
ferent irom  those  adopted  in  negotiations  with  other  railwajrs,  the  apparent  object  of  the  Post- 
office  has  been,  not  so  much  to  eflfect  a  reasonable  arrangement,  either  by  arbitration  or  other* 
wise,  as  to  compel  this  Company  to  accede  to  terms  altogether  inadequate  to  the  service  re- 
quired to  be  performed,  without  reference  to  the  public  convenience  and  accommodation,  which 
have  been  sacrificed,  not  by  any  measure  emanating  from  this  Board,  but  by  the  voluntary  act 
of  the  Post-office. 

I  have,  &c., 

Henrt  Lees,  Secretary, 


Office  of  Commissioners  of  Eailwayij  Whitehall^ 
Sir,  November  23,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  state  to  you,  for  the 
information  of  the  Postmaster-Greneral,  that,  on  the  receipt  of  your  letter  of  the  24th  ultimo, 
they  communicated  with  the  Edinburgh,  Perth,  and  Dundee  Railway  Company  on  the  subject 
of  their  refusal  to  convey  the  mail-bags  and  guard,  and  that  they  have  also  taken  the  opinion 
of  the  Lord  Advocate  of  Scotland  on  the  question  of  the  Company's  liability ;  and  the 
Commissioners  now  wish  to  be  informed  whether  the  Postmaster-General  is  desirous  that 
they  should  instruct  the  Solicitor  to  the  Treasury  to  institute  legal  proceedings  under  the 
7  and  8  Vict.,  cap.  85,  sec.  17,  against  the  Edinburgh,  Perth,  and  Dundee  Railway  Company, 
pursuant  to  the  opinion  of  the  Lord  Advocate  of  Scotland,  to  oblige  that  Company  to  carry 
the  mail-bags  and  guard  as  required  by  the  Post-office. 

I  have,  &c.. 

To  Colonel  Maberfy,  H.  D.  Harness, 

General  Post-office.  Capt.  Royal  Engineers^ 


Sir,  General  Post-office,  December  1,  1849. 

I  HAVE  submitted  to  the  Postmaster-General  your  communication  of  the  23rd  ultimo ; 
and  I  am  directed  to  acquaint  you,  for  the  information  of  the  Commissioners  of  Railways,  that 
his  Lordship  considers  it  very  desirable  that  the  Commissioners  should  instruct  the  Solicitor  to 
the  Treasury  to  institute  legal  proceedings  against  the  Edinburgh,  Perth,  and  Dundee  Rail-* 
way  Company,  pursuant  to  the  opinion  of  the  Lord  Advocate  of  Scotland,  to  oblige  that 
Company  to  carry  the  mail-bags  and  guards,  as  required  by  the  Post-office, 

I  have,  &c., 

Capt,  Harness,  R.E.,  W.  Maberly. 

§fc,         8fc, 


Office  of  Commissumers  of  Railtoays,  Whitehall, 
Sir,  December  3,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you  the  inclosed 
copy  of  correspondence  between  this  department  and  the  Postmaster-General  relative  to  tho 
refusal  of  the  Edinburgh,  Perth,  and  Dundee  Railway  Company  to  convey  the  mail-bags  and 
guard,  together  with  copy  of  correspondence  with  the  Railway  Company,  and  copy  of  the 
opinion  of  the  Lord  Advocate  of  Scotland  on  the  case  in  question ;  and  to  request  you  to  take 
9uch  steps  as  may  be  deemed  advisable  by  the  law-officers  of  the  Crown  to  enforce  the  law 
under  the  provisions  of  the  7  and  8  Vict,  cap.  85,  sec.  17. 

I  am  also  to  request  that  the  notice  required  by*  the  18th  section  of  the  same  Act  may  be 
prepared  and  remitted  to  this  office  with  as  little  delay  as  possible. 

I  have,  &c., 

H.  D.  Harness, 
<?.  Maule,  Esq^  Solicitor  to  Treasury.  Capt,  Royal  Engineers. 


Sir,  General  Post-cffice,  Jahuary  12,  1850. 

Referring  to  the  correspondence  which  has  taken  place  relative  to  the  refusal  of  the 
Edinburgh,  Perth,  and  Dundee  Railway  Company  to  convey  the  mail-guards  and  bags,  as 
required  by  the  Act  of  Parliament,  I  beg  to  forward  to  you,  for  the  information  of  the  Com- 
missioners of  the  Railway  Board,  copy  of.  a  communication  from  the  Company's  secretary 
to  Mr.  Abbot,  the  secretary  of  this  department  in  Edinburgh,  together  with  a  copy  of  that 
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Appenaiz  No.  76.    officer's  reply  and  report  on  the  matter ;  and  to  state  that  his  Lordship  thinks  it  right  to  send 
—  these  docuaients  to  the  CommissioDers  with6ut  taking  any  stqps  in  the  ease,  since  proceedings 

*^*"*dDm^*^*   have  been  commenced  against  the  Company. 

Rttlway,  tnd  the  ^  ^^^  ^^-^ 

General  Post-K^ffiec.  Cap^^  HamMy  R.E.,  W.  Mabbrlt. 


Edinburghy  December  31,  1849. 

I  BEO  to  forward  to  you  a  letter  I  have  this  morning  received  from  the  secretaij  to  die 
Edinburgh,  Perth,  and  Dundee  Railway  Company,  with  reference  to  the  diflference  between 
this  department  and  the  Company  as  to  the  privileges  and  rights  granted  to  the  Post-office 
by  the  clause  in  the  Act  7  and  8  Vict.,  cap.  85. 

This  letter  is  written  in  consequence  of  the  appeals  which  have  been  made  to  this  Railway 
Company  by  a  deputation  from  a  county  meeting  in  Fifeshire,  with  the  object  of  having  the 
former  arrangements  restored,  and  the  bags  again  taken  up  and  dropped  on  the  railway  at 
the  intermediate  stations,  as  before  the  1st  November  last. 

This  deputation  has  called  on  me  several  times,  and  also  a  deputation  from  the  Chamber 
of  Commerce  of  Edinburgh,  for  the  purpose  of  obtaining  explanations  as  to  the  present 
arrangements,  and  the  cause  of  the  change  which  took  place  on  the  1st  November,  and  I  have 
given  the  parties  every  information  on  these  points ;  in  regard,  however,  to  the  present  com- 
munication from  the  Railway  Company,  a,nd  any  steps  that  may  be  taken  thereon,  - 1  have 
cautiously  abstained  from  giving  any  opinion,  simply  stating  that  I  would  forward  to  the 
Postmaster-General,  for  his  consideration,  any  representation  or  concession  which  the  Directors 
of  the  railway  might  tfamk  proper  to  make ;  this  is  the  only  meaning  of  the  present  proposal 
having  had  my  "concurrence.** 

The  deputation  (who  were  here  again  this  morning)  have  been  informed  by  the  Directory 
that  they  have  received  an  intimation  from  the  Treasury  of  proceedings  having  been  com- 
menced against  thera  on  this  case»  I  presume,  therefore,  the  enclosed  wOl  be  referred  to  the 
Railway  Commissioners,  who  will  decide  whether  the  course  prc^K>sed  by  the  Company  can 
be  entertained,  I  can  only  say  that  it  will  be  most  desirable  on  every  account,  that  the  legjal 
rights  of  the  Department  should  be  ascertained  with  the  least  possible  delay,  and  I  would 
urge  that,  if  it  can  be  done  consistently  with  the  proceedings  of  the  Railway  Commissioners 
now  in  progress,  the  former  arrangements  of  the  Posts  in  Fifeshire  should  be  resumed  trithmtt 
any  debiy» 

I  have,  &c., 

Lieut.'Colonel  Maberly.  F.  Abbot,  Secretary. 


Sir,  Edinburgh,  D^ceaJm  29, 1849. 

A  DEPUTATION  froTO  the  Commissioners  of  Supply  of  the  county  of  Fife  met  at  thw 
request  with  the  Directors  of  this  Company  on  the  27th  instant,  with  the  view  of  submitting 
a  proposal,  which,  from  prevkms  communications  with  you,  they  stated  had  your  concurrence, 
and  which  had  for  its  object  the  resumption  of  the  mail  service  on  this  Kne. 

The  deputation  strggested,  that  in  order  to  put  an  end  to  the  inconvenience  to  which  the 
pubUc  were  now  subjected,  this  Board  should  agree  to  address  a  letter  to  you  expressive  of 
their  willingness  to  resume  the  service  as  heretofore,  on  the  understanding  that  the  Company 
should  take  the  first  opportunity  jwo/<?nwd,  one  or  other  of  the  Post-office  officials  in  the  dis- 
charge of  his  duties,  whereupon  the  Post-office  authorities  would  at  once  institute  legal  pro- 
ceedings to  assert  the  right  they  daim  under  the  Act  7  and  8  Vict,  cap.  85,  to  send  a  mail- 
guard  as  an  ordinary  passenger,  with  the  privilege  of  delivering  and  recovering  bags  at  inter-* 
mediate  stations. 

Upon  an  anxious  consideration  of  the  above  proposal,  the  Directors  regret  Aat  they  cannot, 
with  a  due  regard  to  the  interests  of  this  Company,  agree  to  commit  an  overt  act  of  obslrudiott 
of  the  nature  referred  to,  more  especially  as  it  appears  no  ways  necessary  for  enabling  tfie 
Post-office  authorities  to  vindicate  thrir  legal  rights. 

As  the  Directors  have  every  desire,  however,  to  give  effect,  in  so  far  as  they  can  consistently 
do  so,  to  the  suggestions  of  the  deputation,  and  in  order  to  the  immediate  removal  of  the  in* 
convenience  from  which  the  public  are  suffering,  I  am  instructed  to  lay  before  you  the  follow- 
ing alternative  proposed,  which  the  Directors  trust  and  believe  will  effectually  accomplish  the 
object  in  view. 

The  Directors  are  ready  to  resume  the  service  of  the  Post-office  as  formerly,  or  in  such  other 
way  as  may  be  desired*  on  condition  that  the  Postmaster-General  will  consent  to  leave  the 
amount  of  remuneration  or  compensation  to  be  settled  by  the  award  of  arbiters  to  be  eventually 
named  in  terms  of  the  section  of  the  statute  1  and  2  Vict.,  cap.  98. 

Or,  alternatively,  the  Directors  offer  to  resume  service  of  Ae  Post-office  as  formerly,  on  the 
following  conditions : — 1st.  That  the  Postmaster-Oeneral  shall  forthwith  raise  an  action  of 
declaration  against  the  Company  for  establishing  by  the  judgment  of  a  court  of  law  the  rights 
of  the  Post-office  authorities,  as  asserted  by  thenv  to  send  a  mail-guard  as  an  ordinary  pas- 
senger with  the  {privilege  of  delivering  and  receiving  mail-bags  at  the  intermediate  8tat.iops, 
And,  2ni  That  in  the  event  of  the  rostmaster- General  failing  in  that  action,  the  amount  of 
remuneration  or  compensation  shall  be  settled  by  arbiters  mutually  named,  in  terms  of  the 
above-mentioned  statute. 
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I  am  further  instructed  to  faitimate  that  the  Directors  are  readjr  to  gire  every  facility  to  the  Appendix  No.  76. 

speedy  determination  of  the  points  at  issue,  and  they  will  concur  m  any  measure  for  obtaining  *-7* 

an  immediate  judgment  of  the  Court.  aS^SSi^f 

I  have,  &c.,  Raflway,  and  the 

Francis  Abbot,  Esq.,                                                                                 A.  Lees,  Secretary.  General  Post-office. 

to  the  Secretary  Cfeneral  Fost-office,  Edinburgh. 


Office  of  Commissioners  of  Railways^  Whitehall, 
Sir,  Jvly  1<  1850. 

I  HA^^  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you,  for  your 
information,  the  enclosed  copy  of  a  letter  (with  its  enclosures)  from  the  General  Post-oflBoe, 
IB  reference  to  the  correspondence  that  has  taken  place  on  the  refusal  of  the  Edinburglv 
Perth,  and  Dundee  Railway  Company  to  convey  the  mail-bags  and  gvaxd. 

I  have,  &c«, 

G.  Mrnkj  Esq.,  H.  D.  Haskbss, 

Solicitor  to  the  Treasury.  Gqit.  Roycd  Enffineen. 

Appendix  No.  T7^ 


IRISH  SOUTH  EASTERN  RAILWAY  AND  GENERAL  POST-OFFICE.        Appendix  No.  77. 

My  Lords,  General  Fost^fP^  3iardi;i9, 1849.      ^^RSwly^*^ 

I  HAVE  the  honour  to  represent  to  your  Lordships,  that  the  Directors  of  the  South  General  Post-offioe. 
Eastern  Railway  Company  of  Ireland  have  disputed  the  right  claimed  by  this  department, 
under  the  11th  section  of  the  Act  of  Parliament,  7th  and  Sdi  Vict.,  c.  85,  of  sending  a  mail- 
guard  in  charge  of  the  post-letter  bags  by  trains  already  running  upon  their  line  between 
Carlow  and  Bagnalstowd,  at  the  faVe  of  a  second-class  passenger ;  and  that  they  have  actually 
refoBed  to  convey  the  guard  and  letter^bags  under  the  ordinary  passeng^  regulations, 
alleging  that  the  privilege  given  to  the  Post-office  under  the  Act  above  redtai  is  confined  to 
railways  upon  which  the  necessary  steps  for  enforcing  the  provisiom  of  the  Act  1  and  2  Vict., 
e.  98,  have  been  previously  taken,  which  is  not  ^  case  with  regard  to  the  Soudi  Eastern 
Railway  of  Ireland. 

As  this  dispute  involves  a  principle  of  much  importance  to  the  department,  I  have  given 
directions  for  consulting  the  law  officers  of  the  Crown  in  Ireland,  as  to  the  interpretation  to  be 
pot  upon  the  clause  referred  to  of  the  7th  and  8th  Vict,  c  85.  In  the  mean  time,  I  have 
thougnt  it  right  to  communicate  the  circumstances  of  the  case  to  your  Lordships,  as  it  is 
possible  that  the  Commissioners  of  Railways  may  have  sufficient  authority  to  compel  the 
Company  to  comply  with  the  dear  intention  of  the  clause  of  the  Act  of  Parliament  to  which 
I  h»m  M&rrecL 

I  have,  &c.. 
To  the  Right  Honourable  the  Clanricarde. 

Lords  Commissioners  of  Her  Majesty's  Treasury. 


Office  qf  Cemmissioners  ^  Railways,  WhOehaU, 
Sia»  March  29,  1849. 

I  fiAVB  been  directed  by  the  Commissioners  of  Railways  to  inform  you,  in  reference 
to  a  letter  from  the  Postmaster-General,  of  the  19th  instant,  addressed  to  the  Lords  Com- 
missioners of  Her  Majesty's  Treasury,  and  referred  by  them  to  this  department,  that  the 
Commissioners  are  of  <^)inion  that  the  first  part  of  the  11th  clause  of  the  7th  and  8th  Vict^ 
e.  83,  is  confioed  by  the  manner  in  which  it  is  expressed  to  railways  (m  which  mails  are 
conveyed,  subject  to  the  conditions  of  the  1st  and  2nd  Vict.,  c.  98 ;  but  that  these  restrictive 
expressions  do  not  appear  to  them  to  apply  to  the  part  of  that  clause  empowering  the  Post* 
office  to  send  mul-guards  with  bags  by  any  train  other  than  a  mail-train. 

The  powers  of  requiring  a  mau-train  to  be  provided  is  given  by  1  and  2  Vict.  The  7th 
and  8th  Vict  extends  the  provision,  making  the  Post-office  to  send  bags  by  any  other  train. 
There  does  not  appear  to  be  anything  to  disturb  the  latter  power  to  the  case  of  railways  on 
which  the  former  power  is  actually  exercised.  If  this  vew  is  correct,  the  Commissioners 
are  empowered  under  the  16th  section  of  the  7th  and  8th  Vict  to  take  steps  to  compel  the 
Company  to  comply  with  the  provisions  of  tWs  Act;  but  it  would  seem  desirable,  before 
any  steps  are  taken,  that  the  Commissioners  should  be  informed  of  the  opinion  given  by 
the  law  officers  of  the  Crown  in  Ireland. 

I  have,  &c.,      * 

J.  Farker,  Esq.,  M.F.,  H.  D.  Harness, 

i'c.  S/'c.  Copt.  Royal  Engineers. 

Sir,  General Fostoffiee,  June  18, 1849. 

I  BEG  leave  to  acquaint  you,  that  the  Postmaster-General  has  received  the  instructions 
of  the  Lords  of  the  Treasury  to  communicate  to  the  Commissioners  of  the  Railway  Board  the 
following  circumstances  relative  to  the  refusal  of  the  South  Eastern  Railway  Company  cff 
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Appendix  No.  77.    Ireland,  to  convey  niail*bags  in  accordance  with  the  Uth  section  of  the  Act  of  Parliamentr 

R^?wayand^"*  In  the  beginning  of  the  present  year  the  Postmaster-General,  in  order  to  accelerate  the 
General  Post-office,  conveyance  of  the  day  mail  to  Kilkenny,  authorized  the  transfer  of  the  bags  to  tlie  railway 
between  Carlow  and  Bagnalstown,  and  a  messenger  was  accordingly  appointed  to  take 
charge  of  the  bags  for  that  distance ;  the  Company  declined  to  convey  the  messenger,  and 
his  Lordship  imagining  that  their  refusal  was  grounded  on  the  circumstance  of  the  man  not 
being  a  '^  mail-guard,  directed  a  regularly  appointed  mail -guard  to  proceed  with  the  bags. 
On  presenting  himself  at  the  station,  the  Company,  however,  still  persisted  in  their  refu^ 
to  allow  him  to  travel  in  charge  of  bags  at  the  fare  of  a  passenger,  alleging  as  a  reason  that 
the  interpretation  put  upon  the  clause  of  the  Act  of  Parliament  by  the  Postmaster-General 
was  erroneous,  and  that  the  privilege  given  by  the  Post-office  under  the  Act  above  recited  is 
confined  to  railways  upon  which  the  necessary  steps  for  enforcinfi^  the  provisions  of  the  Act 
1  and  2  Vict,  c.  98,  have  been  previously  taken,  which  is  not  the  case  with  regard  to  the 
South  Eastern  Railway  of  Ireland.  The  solicitor  of  this  departm^t  considered  that  th« 
Postmaster-G^nerars  interpretation  of  the  clause  was  correct,  and  his  Lordship  directed  the 
case  to  be  submitted  to  the  law  officers  of  the  Crown  in  Ireland^  whose  opinions  (copies  of 
which  are  enclosed)  coincide  with  that  of  Mr.  Peacock,  viz.,  that  the  Compiainy  have  put  a 
wrong  construction  on  the  clause  of  the  Act  of  Parliament,  and  that  they  are  not  justified  in 
adopting  the  course  they  have  done.  I  am,  therefore,  directed  to  request  that  you  will  have 
the  goodness  to  place  this  communication  before  the  Commissioners  of  Railways,  and  that 
you  will  acquaint  me,  for  the  information  of  his  Lordship,  what  course  the  Commissioners 
'     consider  it  advisable  to  pursue  in  the  matter* 

I  have,  &c., 

Capt.  HameiSy  RE.,  J.  Tillet, 

^c.        ^c.  Assistant  Secretary, 


Qffke  of  Commissioners  of  Eailtpays,  WfiitehaU, 
SiH,  Jime  21, 1849. 

I  HAYB  been  directed  by  the  Conunissioners  of  Railways  to  inform  you,  that  thev 
have  received  a  communicatioQ  from  the  Postmaster- General,  stating  that  the  Irish  South 
Eastern  Railway  Company  have  refused  to  convey  a  guard  and  mail-bags  in  accordance  with 
the  provisions  of  the  Act  7  and  8  Vict.,  c  85^  and  that  in  the  opinion,  both  of  the  Commis- 
sioners  and  of  the  law  officers  of  the  Crown  in  Ireland,  such  refusal  is  a  violation  of  the 
provisions  of  that  Act.  I  am  also  to  inform  you  that,  if  the  Company  persist  in  their  refusal, 
it  will  be  necessary  for  the  Commissioners  to  grant  their  certificate  in  the  manner  prescribed 
by  the  17th  section  of  the  same  Act,  in  order  that  the  necessary  steps  may  be  taken  to  compel 
the  Company  to  comply  with  the  provisions  of  the  Legislature. 

I  have,  &C., 

The  Secretary  of  the  H.  D.  Harnb80, 

Irish  South  Eastern  Railway  Company.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways,  Whitehall, 
Sir,  June  21,  1849. 

I  HAYB  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt 
of  your  letter  of  the  18th  instant,  requesting  their  opinion  upon  the  circumstances  under  which 
the  Irish  South  Eastern  Railway  Company  have  refused  to  carry  a  guard  and  mail-bags, 
according  to  the  provisions  of  the  Act  7  and  8  Vict^  c.  15,  and  to  inform  you  that  the  Com* 
missioners  remain  of  the  opinion  expressed  in  their  letter  to  the  Treasury  on  this  aul^ect, 
dated  the  29th  March,  viz.,  that  the  refusal  of  the  Company  is  a  breach  of  the  duty  imposed 
upon  them  by  the  express  provision  of  the  Act  above  mentioned ;  that  they  have  caused  the 
Company  to  be  informed  of  the  views  taken  by  this  Board  of  the  provision  of  that  Act,  and 
requested  the  Company  to  state  whether  they  intend  to  persist  in  their  refusal  to  carry  the 
mails  in  the  manner  required ;  that  the  Commissioners  are  of  opinion,  if  the  Company  state 
their  intention  to  continue  in  the  present  course,  that  it  will  be  advisable  for  the  Commissioners 
to  grant  their  certificate  in  the  manner  pointed  out  by  the  17th  section  of  7  and  8  Vict,  c  85, 
to  3ie  Attorney-General  of  Ireland,  in  order  that  he  may  take  such  steps  as  be  may  think 
proper  to  compel  the  Company  to  comply  with  the  provisions  of  the  Act.  Upon  receiving 
from  the  Company  an  answer  to  their  letter,  the  Commissioners  will  comnranicate  the  result, 
with  their  opinion  thereon,  to  the  Postmaster-General. 

I  have,  &c., 

Lieut.' Colonel  Maberly,  H.  D.  Harness, 

^.  ^c.  Capt.  Royal  Engineers. 

Sir,  9,  Kildarestreet,  Dublin,  July  6,  1849. 

In  reply  to  your  letter  of  the  21st  ultimo,  referring  to  a  complaint  by  the  Postmaster^ 
General  of  this  Company's  refusal  to  convey  the  mail-bags  and  guard  at  the  fare  of  a  second- 
class  passenger,  I  am  instructed  to  state,  that  the  Board  in  their  refusal  were  actuated  by  no 
desire  to  obstruct  the  public  service,  but  have  been,  and  are  most  willing  to  carry  the  mail- 
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ba^s  in  the  manner  required,  provided  the  arran^ments  for  conveyance  of  the  mails  pre*    Appendix  No.  77* 

scribed  by  1  and  2  Vict,  c.  98,  are  likewise  entered  into,  

'  The  Board  would  beg  leave  to  submit,  that  the  7  and  8  Vict.,  c.  85,  has  not  repealed  but  Irish  South  Eastern 
merely  extended  the  provisions  of  the  1  and  2  Vict.,  c.  98,  and  only  contemplates  the  trans-  Ggne^^^t^ffioe. 
mission  of  mails  by  railway  in  cases  of  emergency,  and  *'  subject  to  the  conditions  as  to  pay- 
ment for  service  performed,  prescribed  by  the  Act,"  so  extended,  and  that  it  would  be  a 
hardship  to  compel  a  Company  to  convey  the  mails  in  the  manner  now  required  without  alsQ 
affording  them  the  advantages  which  the  general  Act  regulating  their  conveyance  confers. 

It  is  to  be  remembered,  that  this  line  from  Carlow  to  Bagnalstown  is  a  continuation  of  the* 
main  line  of  the  Great  Southern  and  Western  Railway  Company,  with  whom  the  Post-oflSce- 
authorities  have  already  contracted;  and  it  is  respectfully  urged  that  the  same  course  which 
b€is  bemi  taken  with  the  latter  may  be  adopted  with  respect  to  this  Company,  and  that  the 
necessary  steps,  directed  by  1  and  2  Vict.,  c.  98,  be  taken  for  fixing  the  remuneration  to  be  paid 
to  the  Company  for  the  ordinary  conveyance  of  mails* 

I  have,  &c., 
Copt,  HamesSf  B.E.,  Cadw.  Wilson, 

^c.  ^c.  Secretary/, 

Office  of  Commissioners  of  Railways,  fFkitehaU, 
Sir,  July  9,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  transmit  to  you,  for  the 
information  of  the  Postmaster-General,  the  enclosed  copy  of  a  letter  received  tms  day  from 
the  Irish  South  Eastern  Railway  Company,  and  to  observe  to  you,  that  it  does  not  appear  to 
the  Commissioners  that  the  Company  contend  for  a  different  construction  of  the  law,  but  claim 
the  consideration  of  the  Post-office  under  the  circumstances  of  the  case. 
*  If  the  Postmaster-General  is  of  opinion  thai  the  law  should  be  enforced,  and  the  Company 
compelled  to  comply  with  the  provisions  of  the  Act,  the  Commissioners  will,  upon  receiving 
intimation  that  such  is  the  opinion  of  the  Postmaster-General,  take  the  necessary  steps  for  so 
doing  as  provided  by  the  7  and  8  Vict.,  c.  15. 

I  have,  &c., 
Lieut." Colonel  Maberly,  H.  D.  Harness, 

Sfc.  ^c.  Capt.  Royal  Engineers. 


Office  of  Commissioners  of  Railways^  Whitehall^ 
Sib,  July  9,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  6th  inst ;  to  inform  you  that  a  copy  of  it  has  been  transmitted  to  the  Post« 
master-General,  and  to  call  your  attention  to  the  great  delay  that  has  taken  place  in  answering 
their  letter  of  the  21st  ult. 

The  Commissioners  are  now  desirous  of  knowing  without  delay  whether  the  Irish  South 
Eastern  Railway  Company  are  or  are  not  willing  to  convey  any  mail-guard  with  bags  not 
exceeding  the  weight  of  luggage  allowed  to  any  other  passengers  by  any  trains  other  than  the 
mail-trains,  upon  the  same  conditions  as  any  other  passenger. 

I  have,  &c.. 
The  Secretary  of  the  H.  D.  Harness, 

Irish  South  Eastern  Railway  Company,  Capt.  Royal  Engineers. 


Sir,  9,  Kildare-street,  Dublin,  July  13, 1849. 

I  HATE  the  honour  to  acknowledge  the  receipt  of  your  letter  of  the  9th  instant,  in 
reference  to  which  a  meeting  of  the  Board  has  been  summoned,  and  I  hope  to  convey  to  you, 
on  Wednesday  next,  their  reply  to  the  inquiries  of  the  Commissioners  of  Railways  on  the 
subject  of  the  conveyance  of  a  mail-guard  with  ba^s. 

1  have  to  regret  that  any  delay  should  occur  m  answering  your  ci>mmunications,  but  in 
matters  of  such  importance  I  cannot  act  without  the  instructions  of  the  Directors,  and  as  many 
of  them  are  at  present  absent  from  Dublin,  I  have  been  unable  to  return  you  as  early  a  reply 
as  otherwise  I  should  have  done* 

I  have^  &c., 
Capt.  Harness,  R.E.,  Cadw.  Wilson,  Secretary, 

tfc.        ^c. 

Sir,  9,  Kildare-street,  Dublin,  July  18,  1849. 

Referring  to  my  letter  of  the  13th  instant,  I  am  instructed  to  state,  that,  in  the  opinion 
of  the  Board,  the  Act  of  Parliament  requiring  the  conveyance  of  a  mail-guard  with  bags  in  the 
manner  mentioned  in  your  letter  of  the  9th  instant,  only  applies  to  cases  where  a  contract  for 
the  service  of  the  mails  has  been  previously  entered  into,  and  that  as  this  Company  have  no 
such  contract,  they  must  respectfully  decline  to  convey  any  mail-guard  with  bags  on  the  terms 
required,  until  such  contract  has  been  made,  or  the  provisions  of  the  1  and  2  Vict.,  c.  98,  put 
in  force. 

I  have,  &c., 
Capt.  Harness,  R.E.,  Cadw.  Wilson,  Secretary. 

Sfc.        Sfc. 
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At»pendix  No.  ry.    Sir, 


IriftbBouth  Btsttnm 

EttihTmy  and 
General  Post-office 


General  Post-office,  JvJy  30, 1849. 

I  HAVE  submitted  to  the  Postmaster-General  your  letter  of  the  9th  instant,  forwarding 
a  ocppf  of  a  letter  from  the  South  Eastern  Railway  Company  of  Ireland  addressed  to  the  Com- 
mifwioBers  of  Railways,  from  which  it  appears  that  the  Directors  persist  in  their  refusal  to 
com|dy  with  the  provision  of  the  clause  in  me  Act  7  and  8  Vict.,  cap.  85. 
.  His  Lordship  directs  me  to  acquaint  you,  for  the  information  of  the  Commisaoners  of 
Railways,  that  the  law  officers  of  the  Crown  in  Ireland  are  of  opinion  that  the  construction  put 

Jm  this  clause  bv  his  Lordship  is  correct,  and  that  the  Post-office  can  enforce  the  conveyance 
tiie  mail-guard  with  the  letter-bags  at  the  fare  of  a  second-class  passenger.  Under  these 
circumstances,  I  have  to  request  that  you  will  move  the  Commissioners  to  take  the  necessary 
steps  for  compelling  the  Company  to  comply  with  the  conditions  of  the  Act ;  and  bis  Lordship 
directs  me  to  point  out  that  tnis  is  the  first  instance  of  a  refusal  on  the  part  of  a  Company  to 
convey  the  bags  on  the  prescribed  terms,  ami  that,  were  it  passed  over,  it  might  lead  to  the 
adoption  of  a  similar  course  by  other  railway  companies^. 

I  have,  &a. 


Capt.  Hameu,  R.E., 


W«  MABEBLf. 


Offfice  of  Commissioners  of  Railway s^  Whitehall 
Sir,  Jtdy  31, 1849. 

I  HAVE  been  directed  by  die  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  30th  instant,  relative  to  the  refusal  of  the  Irish  South  Eastern  Railway  Gom*- 
paoy  to  convey  the  mail-baffs  and  guard,  and  to  acquaint  you^  for  the  information  of  the  Post* 
master-General^  that  the  Commi^ners  will  instruct  the  Crown  solicitor  in  Ireland  to  take 
the  necessary  steps  to  enforce  the  law,  and  compel  the  Company  in  question  to  convey  the 
mail  and  guard  in  the  mamier  provided  by  the  Act. 

I  have,  &o«^ 


Lieut^'Colonel  Maberly, 

General  Fost^Jfd. 


H.  D.  Harness, 

Capt.  Royal  Enyineers. 
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Railways  in 
Australia. 


Appendix  No.  78. 
RAILWAYS  IN  AUSTRALIA. 


Gentlemen,  Downinff-street,  January  11,  1849. 

With  reference  to  Captain  Harnesses  report  of  the  3rd  June  last,  relative  to  the  creation 
of  a  Railway  Company  in  New  South  Wales,  and  the  introduction  of  railways  into  Australia,  I 
am  directed  by  Earl  Gfrey  to  transmit  to  you  a  copy  of  a  Despatch  from  the  Governor  of  New 
South  Wales,  with  a  copy  of  an  address  of  the  Legislative  Council  of  that  colony,  and  a 
Report  of  a  Select  Committee  of  the  Council  appointed  to  take  into  consideration  the  practica- 
bihty  and  expediency  of  introducing  railways  into  that  colony. 

I  am  to  request  that  you  will  take  these  papers  into  your  consideration,  and  favour  Lord  Grey 
with  your  opinion  in  regard  to  the  mode  proposed  by  the  Council,  of  encouraging  and  facilitating 
the  construction  of  railroads,  suggesting  at  the  same  time  any  modifications  or  alterations 
which  you  may  consider  desirable  m  those  proposals. 

I  have,  &c., 

Uie  Commissiimers  ttf  Railways. 


Herman  Mbrivalb. 


Mt  Lord,  Government  House,  Sydney,  July  14,  1848. 

I  have  the  honour  to  transmit  a  copy  of  an  address  presented  to  me  by  the  Legisla- 
tive Council  of  this  colony  at  the  close  of  their'  recent  session,  commimicating  to  me  certain 
resolutions  adopted  by  that  body,  together  with  a  copy  of  the  Report  of  a  Select  Committee 
appointed  on  the  28th  of  March  last,  **to  take  into  consideration  the  practicability  and 
expediency  of  introducing  railways  into  this  colony." 

As  I  know  of  rio  country  where  the  total  absence  of  water  communication  with  the  interior, 
the  great  difficulty  of  forming  and  keeping  in  repair  the  ordinary  roads,  and  the  consequent 
expense  and  delay  which  are  entailed  upon  the  inhabitants  of  the  more  remote  districts  in  con- 
veying their  various  articles  of  produce  to  market  or  for  exportation  would  render  the  formation 
of  railways  more  advantageous  to  its  general  interests ;  and  as,  moreover,  I  am  convinced  that 
a  long  period  must  elapse  before  railways  can  be  introduced  into  this  colony  unless  material 
aid  is  affi>rded  by  die  Govemnotent,  I  feel  justified  in  recommending  the  resolutions  now 
transmitted  to  your  Lordship's  favourable  consideration,  with  a  view  to  such  inducement 
beinff  held  out  to  any  Company  that  may  be  formed  for  this  purpose  as  may  ^pear  to  your 
Lordship  to  be  practicable  and  consistent  with  general  principles. 


The  Right  Mon.  Earl  Grey, 


I  have^  &c., 

Charles  A.  FitzRot. 
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To  His  Excellency  Sir  Charles  Augustus  FitzRoy,  Knight  Companion  of  the  Royal  Appwdix  No.  7$* 

Hanoverian  Guelphic  Order,  Captain-General  and   Govemor-m-Chief  of  the  ter-  — ^  . 

ritory  of  New  South  Wales  and  its  dependencies,  and  Vice- Admiral  of  the  same,  ^^^^^^^ 

&c.,  &c.,  &e.  AW»u«. 

May  it  please  your  Excellency, 

We,  Her  Majesty's  most  dutiful  and  loyal  subjects,  the  members  of  the  Legislative 
Council  of  New  South  Wales  in  Council  assembled,  beg  respectfully  to  communicate  to  your 
Excellency  the  following  resolutions,  adopted  by  the  Council  this  day,  with  a  copy  of  the 
Report  of  the  Select  Committee  on  Railways,  and  request  that  your  Excellency  will  be 
pleased  to  take  the  same  into  your  favourable  consideration,  and  also  to  bring  the  subject 
generally  under  the  notice  of  the  Right  Honourable  the  Secretary  of  State  for  the  Colonies, 
with  the  view  of  obtaining  the  sanction  of  Her  Majesty's  Gt)vemment  to  such  portions  of  the 
recommendations  of  this  Council  as  cannot  be  carried  into  effect  by  the  Colonial  Govern- 
ment. 

L  That  in  the  opinion  of  this  Council  the  period  has  arrived  when  the  formation  of  railways 
in  the  colony  ought  to  be  commenced. 

S.  That  to  facilitate  the  speedy  formation  of  a  Company  for  carrying  out  such  a  means  of 
txansit  in  districts  where  the  population  and  internal  traffic  afford  reasonable  prospect  of 
success,  it  is  eiq>edient  that  the  Government  and  the  Legislature  should  hold  out  some  peculiar 
uidueement  to  encourage  such  an  undertaking. 

3.  That  this  Council  is  of  opinion  that  a  grant  of  Crown  land  in  fee  simple  ought  to  be 
made  to  any  Company  incorporated  by  an  Act  of  this  Council,  not  only  of  the  quantity 
required  along  the  line  fi>r  the  construction  of  the  railway,  but  that  by  way  oi  bonus  the  Con* 
paay  should  also  be  permitted  to  make  selections  of  other  portions  of  land,  free  of  i^rge,  to  a 
reasonable  extent*  similar  encouragement  having  been  affoorded  in  the  Bridah  North  American 
colonies. 

4.  That»  in  addition,  the  Legislature  ousht  to  guarantee  for  a  limited  term  of  years  the 
regular  payment  to  the  shareholders  of  a  dividend  at  a  rate  not  exceeding  six  per  cent,  per 
annum  upon  the  first  100,000/.  of  the  capital  subscribed,  security  for  the  tame  being  taken  by 
the  Government  upon  the  tolls  collected  by  the  Company. 

5.  That  as  a  la^  amount  of  money  is  lying  unemployed,  and  consequently  unproductive, 
in  the  savings'  bank,  the  Council  is  of  opinion  that  a  sum  not  exceeding  30,000/.  might  be 
advantageously  invested  by  the  Grovemment  on  behalf  of  that  xnatitnctioQ^  in  sharra  in  any  t«eh 
Company. 

6.  That  the  foregoing  resolutions  be  communicated  to  his  Excelfan^the  GonrerBor,  wkh  a 
copy  of  the  Report  of  the  Select  Committee  on  Railways,,  and  that  his  JExo^teaoy  be  rsspect- 
fUuy  requested  to  take  the  same  into  his  favouraUe  conadeeratien ;  and  aho  to  bring  tke 
sidnect  generally  under  the  notice  of  the  Right  Honourable  die  Secretary  of  State  for  the 
Colonies  with  the  view  of  obtaining  the  sanctioa  o(  Her  Majesty's  Govenmient  to  each 
pcNTtions  of  the  recommendations  of  this  Council  as  cannot  he  carried  ii^  effect  by  tibe^ 
Coloaial  Govemmendt. 

CnABLca  NieBOtsotf,  S/maker^ 
Legislative  Qmneil  Chamber  j  Sj/dnevp 
Jme  15^  1848. 


RsPORT  from  the  Select  CoMBnTTBB  on  Railways,  with  Mivutes  of  EnimiCH. 

Extracts  from  the  Votes  and  Froceedinffs  of  the  Legislatim  Council. 

Votes  No.  By  TStesday,  March  28,  1848. 

3.  Railways : — Mr.  Cowper  moved,  pursuant  to  notice.  That  a  Select  Committee  of  seven  members  be 
appointed,  to  take  into  consideration  the  practicabili^  and  expediency  of  introducing  railways 
into  this  colony,  with  instructions  to  take  evidence,  and  to  report  not  later  than  two  months  fVom 
this  date. 

Debate  ensued. 

Question  put  and  passed,  and  the  following  Cemmittee  appointed  accordingly:-^ 


Mr.  Cowper. 
Mr.  Lamb. 
Captain  Dumaresq. 
Mi.  Icely. 


Tlie  Colomd  Seeretery. 
Mr.  Murray. 
Mr.  Lord. 


Votes  No.  8,  Friday^  April  1,  1848. 
4.  Railways : — Mr.  Cowper  moved,  pursuant  to  notice,  That  the  Despatch  of  the  Right  Honourable 
the  Secretary  of  State  for  the  Colonies,  Earl  Grey,  dated  31st  July,  1847,  upon  Uie  subject  of 
railways,  and  the  petition  of  the  Committee  appointed  at  the  public  meeting  held  in  Sydney  on 
the  29th  January,  1846,  to  collect  information  respecting  the  introduction  of  ndlways  into  this 
colony,  be  referred  to  the  Railway  Committee. 
Question  put  and  passed. 

Votes  No.  39»  Tuesday,  June  6, 1848, 
4.  Railways :— Mr.  Cowper,  as  Chairman,  brought  up  the  Report,  and  laid  upon  the  table  the  evidence 
taken  before  the  Select  Committee  appointed,  on  the  28th  Mareh  last,  to  take  into  consideiatioh 
the  practicability  and  expediency  of  introducmg  railways  into  this  colony^  with  instructiQas  to  take 
evidence,  and  to  report  not  later  than  two  mondis. 
Ordered  to  be  printed. 
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Appendix  No.  78.  '  List  of  Witnesses  examined. 


Railways  in 

Australia.  William  Dawes,  Esq.,  J.  P. 

Thomas  Woore,  Esq. 
Captain  P.  P.  King,  R.N. 
Francis  Webb  Shields,  Esq. 


Henry  Gilbert  Smith,  Esq, 
Richard  Wright  Goodall,  Esq. 
William  Walker,  Esq. 
The  Rev.  Ralph  Mansfield. 


The  Select  Committee  of  the  Legislative  Council  appointed  on  the  28th  of  March, 
1848,  *'  to  take  into  consideration  the  practicability  and  expediency  of  introducing  Railways 
into  this  colony,  with  instructions  to  take  evidence,  and  to  report  not  later  than  two  months 
fix)m  this  date,"  have  agreed  to  the  following  Report : — 

Your  Committee  are  persuaded  that  there  is  no  subject  that  has  hitherto  been  brought 
tinder  the  consideration  of  your  Honourable  House  that  possesses  greater,  they  may,  they 
believe,  add  equal  importance  with  that  which  has  been  referred  to  them  for  investigation. 

That  the  introduction  of  railways  into  Europe,  and  other  civilized  portions  of  the  world,  has 
been  attended  by  a  rapid  and  almost  incredible  development  and  increase  of  all  the  sources  and 
appliances  of  national  industry,  is  a  fact  so  universally  admitted  as  to  require  no  argument  for 
its  proof.  In  referring,  however,  to  the  condition  of  those  countries  where  the  establishment  of 
railway  communication  has  not  only  been  successful,  but  has  superseded  almost  eveiy  other 
mode  of  transit  overland  for  goods  and  passengers,  it  would  seem  that  one  of  the  usual,  if  not 
necessary,  conditions  of  their  application  is  a  certain  amount  of  population  and  internal  traffic. 
When  these  elements  exist  in  sufficient  amount,  the  adoption  of  railways  is  no  longer  a  pro* 
blematical  experiment.  It  is  only  in  localities  where  the  population  is  scanty,  and  the  internal 
commerce  small,  that  the  expediency  of  attempting  the  formation  of  railways  can  be  questioned. 
It  is  indeed  a  fact,  not  the  least  instructive  as  connected  with  the  history  of  railways,  that  they 
tend  to  create  the  very  means  of  their  support.  The  traffic  on  a  common  road  is  invariably 
found  to  be  greatly  below  that  which  occurs  under  the  substitution  of  a  railway  on  the  same 
line.  Assuming,  however,  as  your  Committee  do,  the  indispensable  application  of  the  law  of  a 
necessary  relation  between  the  population,  the  traffic,  and  the  cost  o^'  a  railway,  to  justify  its 
adoption  under  any  given  circumstances,  they  at  once  proceed  to  consider  how  far  the  intro* 
duction  of  railways  into  New  South  Wales  would  be  sanctioned  as  a  project  likely  to  prove 
beneficial  to  those  by  whose  capital  it  might  be  formed,  or  to  the  colony  at  large. 

The  subject  is  one  of  such  magnitude,  and  embraces  so  many  details,  that  the  Committee 
cannot  undertake  to  enter  so  fully  into  the  question  as  its  importance  merits.  The  shortness 
of  the  present  Session  of  Council,  irrespective  of  any  other  cause,  would  have  precluded  the 
possibility  of  enterinff  into  any  more  minute  or  stuaied  investigation  th  an  that  which  your 
Committee  have,  during  the  period  of  their  sitting,  been  enabled  to  make.  Nor  indeed  could 
they  have  reported  upon  some  points  at  all,  but  that  their  labours  had,  to  a  considerable  extent, 
been  anticipated,  as  the  Council  will  perceive  from  the  evidence  of  Mr.  Dawes,  by  the  efforts 
of  a  committee  of  gentlemen  appointed  at  a  public  meeting  of  the  colonists  held  in  Svdney  on 
the  29th  of  January,  1846,  to  collect  information  upon  the  subject  of  the  introduction  of  railways 
into  the  colony.  After  numerous  and  apparently  well  ascertained  data  as  to  the  ^products,  the 
population,  and  the  existing  amount  of  traffic  in  those  districts  through  which  railway  com- 
munication, if  introduced,  offered  the  best  grounds  of  hope  for  success,  hiad  been  thus  obtained, 
it  was  deemed  expedient,  in  the  opinion  of  the  colonists  assembled  at  another  public  meeting 
held  in  the  month  of  August  following,  that  a  survey  should  be  made  of  the  line  extending 
between  Sydney  and  Goulburn,  and  to  the  Hawkesbury  and  Nepean  rivers,  respectively,  with 
the  view  of  ascertaining  the  physicsd  character  of  the  country  through  which  it  would  be 
carried,  and  of  determining  the  most  eligible  direction  of  the  route  to  be  followed.  In  pro- 
secuting this  survey  the  co-operation  of  the  Executive  was  sought  for  and  obtained.  His 
Excellency  the  Governor,  in  a  letter  from  the  Honourable  the  Colonial  Secretary,  dated  17th 
September,  1846,  was  pleased  to  sanction  the  payment  of  a  sum  not  exceeding  500/.  out  of 
the  Land  Fund,  upon  the^  condition  that  an  equal  sum  should  be  raised  by  private  contribution. 
In  consequence  of  this  combined  effort  on  the  part  of  the  public  and  the  Executive  Government, 
a  careful  and  elaborate  examination  of  these  lines  of  country  has  been  made ;  and  for  a  more 
particular  description  of  the  survey  your  Committee  refer  to  the  evidence  of  Mr.  Woore, 
appended  to  this  Report.    . 

Vour  Committee  now  proceed  to  consider  the  subject  referred  to  them  under  the  following 
heads: — 

1st.  The  physical  aspect  and  ciapabilities  of  the  country  in  those  localities  through  which  it 
appears  probable  that  railway  communication  could  be  immediately  introduced  with  the  most 
reasonable  prospect  of  success. 

2nd.  The  cost  of  construction, — under  which  head  your  Committee  would  briefly  advert  to 
the  several  plans  of  railways  adapted  to  locomotive  engines,  whether  constructed  of  wood  with 
iron  plates,  or  of  lines  entirely  of  wooden  rails,  as  suggested  in  the  communication  of  Mr. 
Wilkinson,  transmitted  in  the  despatch  of  the  Right  Hon.  Earl  Grey,  dated  31st  July,  1847. 

3rd.  The  amount  of  labour  at  pi-esent  in  the  colony  available  for  the  purpose. 

4th.  The  probable  revenue  derivable  from  any  line  the  projection  of  which  may  be  justified 
by  its  extension  through  a  district  combining  in  the  greatest  degree  the  several  elements  of 
population,  traffic,  and  the  absence  of  any  considerable  physical  obstacles  calculated  to  enhance 
the  expenses  or  impede  the  progress  of  its  construction. 

5th.  The  means  by  whkh  the  capital  may  be  raised  and  expended  in  any  railway  under- 
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taking,  the  privileges  which  the  Legislature  and  Government  would  be  justified  in  granting,    Appendix  No.  73. 
and  the  concUtions  and  restrictions  which  it  would  be  expedient  to  impose  in  any  Act  for  the 
regulation  of  railways  generally,  or  for  the  incorporation  of  any  particular  Company. 

Under  the  first  head — The  physical  aspect  and  capabilities  of  the  country  in  those  localities 
through  which  railtoay  communication  could  he  immediately  introduced  toith  the  most  reasonable 
prospect  of  success^ — it  may  be  observed  in  limine,  that  the  general  experience  derived  from  the 
history  of  railways  suflSciently  establishes  the  necessity  of  connecting  any  projected  line  with  the 
most  populous  districts  of  a  country.  Lines  extending  from,  or  connecting  large  towns,  have 
invariably  been  found  to  be  the  most  successful.  In  England,  the  first  great  line  constructed 
united  the  towns  of  Liverpool  and  Manchester ;  the  second  great  line  brought  into  connexion 
London  and  Birmingham.  In  the  colony  of  New  South  Wales,  the  conditions  most  favourable 
to  success  would  appear  to  belong  to  a  line  of  which  the  metropolis  should  be  the  terminus, 
Sydney  being  the  ^reat  central  mai*t  of  the  colony.  The  inhabitants,  with  those  of  the  district 
in  the  immediate  vicinity,  already  number  50,000 — and  a  radius  of  140  miles,  extending  in  a 
westerly  and  southerly  direction,  includes  more  than  half  of  the  population  of  the  whole 
colony.  A  large  portion  of  the  exportable  produce  of  the  colony  is  also  derived  from  the 
districts  with  which,  in  the  directions  here  referred  to,  the  metropolis  is  brought  into  connexion. 
Your  Committee  do  not  mean  to  allege  that  other  districts  may  not  present  a  favourable  field 
for  railway  enterprise^  as  in  the  neighbourhood  of  Melbourne  and  Geelong,  and  the  Valley  of 
the  Hunter.  Their  attention  has,  nowever,  been  directed  to  ascertain,  from  the  best  informa- 
tion at  their  command,  in  what  particular  direction,  under  all  existing  cfrcumstances,  there  was 
the  most  reasonable  ground  for  calculating  upon  the  successful  introduction  of  a  line  of  railway 
which,  when  completed,  might  be  followed  by  lines  through  other  districts  of  the  colony.  The 
lines  (exclusive  of  branch  lines)  extending  through  the  county  of  Cumberland,  as  suggested  by 
Mr.  Woore,  would  embrace  nearly  all  the  traffic,  as  well  in  passengers  as  goods,  from  the 
west,  north-west,  and  southern  districts  of  the  colony.  The  first  24  miles  pass  through  a  tract 
of  country  extending  west  through  the  county  of  Cumberland  to  Rope's  Creek,  and  which 
would  form  a  main  trunk  line,  running  towarcis  the  great  western  and  southern  districts  of  the 
colony.  From  the  generally  level  character  of  the  country,  between  Sydney  and  the  Nepean 
and  Cowpasture  Rivers,  few  engineering  difficulties  would  occur — the  gradients  would  be  easy 
— ^would  in  no  instance  exceed  I  in  60,  and  in  only  six  points  attain  even  so  steep  an  ascent  as 
that.  In  the  prolongation  of  the  proposed  line  by  Vermont,  and  the  Oaks,  to  the  gorge  in 
the  Mittagong  Range,  several  steep  ascents  would  be  encountered.  Af^er  reaching  Mittagong 
the  highest  level  would  be  attained,  and  the  extension  of  the  line  to  Goulburn  would,  in  the 
opinion  of  Mr.  Woore,  be  unattended  with  any  serious  obstacles.  Your  Committee  do  not 
feel  themselves  competent  to  say  whether  in  the  intermediate  portion  of  the  line,  viz. : — ^thtt 
between  Vermont  and  the  Mittagong,  the  route  indicated  by  that  gentleman  is  one  which  upon, 
further  examination  of  the  country,  it  may  not  be  deemed  expedient  to  deviate  from,  or  whether 
if  this  portion  of  the  line  be  followed  out,  the  gradients  it  presents  may  be  practicable  for  an 
engine  of  ordinary  locomotive  power.  But  your  Committee  are  of  opinion,  that  by  the  survey 
of  Mr.  Woore  an  important  preliminary  proceeding  has  been  accomplished,  which  proves  that 
the  formation  of  a  railway  within  the  county  of  Cumberland,  is  of  comparatively  easy  accom- 
plishment, and  if  the  completion  of  these  line  of  railway  could  be  facilitated  by  the  Govern- 
ment stepping  forward  to  encourage  such  an  undertaking,  your  Committee  would  strongly 
recommend  that  it  should  be  done,  the  Government  clearly  understanding  that  such  aid  is  not 
thereby  pledged  to  any  future  similar  undertaking,  but  that  it  is  given  solely  with  the  view  of 
introdtunnff  railways  into  the  colony. 

The  Committee  are  convinced  that  in  many  parts  of  the  British  Islands,  and  in  several  of 
the  colonies,  as  well  as  in  the  United  States,  railways  have  been  successfully  worked,  where  the 
several  conditions  essential  to  success,  viz.,  facility  and  cheapness  of  construction,  population, 
and  internal  commerce,  exist  in  a  far  inferior  degree  than  amongst  us.  The  question  of  the 
introduction  of  railways  into  Australia,  and  its  assimilation  in  this  respect  to  more  populous 
countries,  can  only  be  regarded  as  one  of  time  ;  and  the  Committee  are  of  opinion,  that  the 
period  has  already  arrived  when  to  abstain  from  taking  effective  steps  for  realiang  to  ourselves 
the  transcendant  advantages  that  belong  to  this  great  means  of  social  and  national  advance- 
ment, would  be  to  manifest  a  supineness  and  reprehensible  indifference  to  the  welfare  of 
the  colony. 

2nd.  Tlie  Cost  of  Construction.  There  are  many  circumstances  which  are  calculated  to 
render  the  cost  of  construction  of  railways  in  Australia  much  less  than  that  incurred  for 
similar  works  in  Europe.  Two-thirds  of  the  country  through  which  any  extended  line  of 
railway  might  be  carried  would  consist  of  Crown  land,  and  your  Committee  are  clearly  of 
opinion  that  so  great  an  increased  value  will  be  given  to  the  waste  lands  of  the  colony  by  the 
establishment  of  railways,  that  the  Imperial  Government  would  be  bound,  by  every  principle 
of  expediency,  as  well  as  justice,  not  only  to  make  a  free  grant  of  all  lands  required  for  the 
actual  construction  of  the  line,  but  also  to  sanction  the  resen^ation  to  the  Company,  without 
charge,  of  additional  portions  of  land  at  the  several  termini,  equal  in  extent  to  those  which, 
under  similar  circumstances,  have  been  so  appropriated  in  Canada,  and  which  your  Com- 
mittee perceive  by  the  Lords  Colonization  Report  (July  1847),  amount,  in  the  aggregate,  to 
20,000  acres.  Your  Committee  do  not  disguise  from  themselves  the  feet  that  any  Company 
which  may  be  established  will  have  difficulties  of  no  ordinary  kind  to  encounter,  and  that  any 
inducement  which  the  Crown  can  fairly  hold  out  ought  not  to  be  withheld.  In  the  despatch 
of  Elarl  Grey  to  his  Excellency  the  Governor,  dated  26th  February  1847,  his  Lordship 
observes  that  he  is  '^  fully  sensible  of  the  very  great  advantage  which  would  result  from  the 
construction  of  railroads  in  the  Australian  colonies,  and  that,  in  order  to  obtain  this  advantage 
at  an  earlier  period  than  would  otherwise  be  possible,  it  might  be  greatly  for  the  pubuc 
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Appendix  No.  ^^.    interest  to  encourage  the  promoters  of  such  undertakings^  by  allowing  tbem  to  share  in 
;—  .  the  increased  value  which  would  be  given  to  the  lands  through  which  the  lines  would  pasB.*' 

if.ISr  ^"        While  your  Committee  rejoice  to  perceive  the  recognition  of  such  a  principle  by  so  high  an 
'^**^^^'  aulliority,  they  cannot  admit  that  the  suggestion  of  the  Land  and  Emigration  Commissioners 

permit  a  Company  to  purchase  land>  literally  valueless,  at  the  minimum  upset  price  of  1/.  per 
acre,  can  be  regarded  as  any  boon,  but  that  the  only  way  by  which  the  spirit  of  Earl  Grey's 
despatch  can  be  carried  out,  is  by  adopting  the  principle  sanctioned  by  the  precedent  of 
Canada.  They  are  sanguine  that  lands,  tne  property  of  private  individuals,  might,  except  in 
the  immediate  proximity  to  Sydney,  or  where  extensive  improvements  have  b^en  effected, 
be  acquired  at  a  comparatively  sinall  sum ;  because,  as  in  the  case  of  Crown  lands,  the 
inereased  value  given  to  such  property,  by  its  being  brought  into  connexion  with  a  railway, 
would,  in  the  case  of  rural  lands,  afford  an  equivalent  for  such  part  as  might  be  appropriated 
for  the  purpose  of  constructing  the  line.  And  in  the  opinion  of  the  Committee  it  ctught  to  be 
a  condition  in  all  cases  whore  private  property  hits  to  be  surrendered  for  a  great  public,  object 
of  this  kind,  that  the  advantage  accruing  to  the  proprietor  in  the  increased  value  given  to  aay 
adjacent  property  he  may  possess,  shomd  be  taken  into  aooount.  With  .such  a  provision  as 
this,  the  expense  of  purchasing  land,  which  constitutes  so  enormous  a  charge  in  all  under- 
takings of  a  similar  kind  in  England,  would  be  a  comparatively  insignificant  item. 

The  indigenous  timber  of  the  colony  would  be  found,  there  can  be  no  doubt,  unequalled, 
whether  employed  as  sleepers  for  the  ra;ils,  or  used  as  piles  in  substitution  for  embankments, 
according  to  the  plan  already  extensively  followed  in  America,  and  recommended  to  the 
notice  of  this  Government  by  the  Right  Honourable  the  Secretary  of  State  for  the  Colonies,  in 
another  despatch,  dated  3lst  July  1847,  already  noticed,  in  which  his  Lordship  points  out  to 
his  Excellency  the  Governor  the  great  importance  of  "establishing  such  means  of  communi- 
cation, at  the  earliest  possible  period,  within  the  colony  under  his  Government."  The  system 
of  dispensing  with  earthen  embankments,  excavations,  and  solid  masonry,  by  means  of  timber 
foundations,  is  peculiarly  recommended  to  the  notice  of  the  colony,  as  well  by  its  economy.as 
by  the  fact,  that  some  of  our  native  woods — such  as  the  iron  bark — are  superior  to  any  in  the 
world  in  their  applicability  to  this  purpose.  In  America,  where  the  pine  is  used,  it  is  an 
indispensable  preliminary  to  the  preservation  of  the  wood  that  it  should,  be  subjected  to  an 
expensive  chemical  process,  that  of  Kyanizing.  The  natural  hardness  and  indestruetabilitv 
of  the  iron-bark  timber  would,  it  may  be  safely  predicated,  render  any  such  precaution  with 
respect  to  it  unnecessary.  That  timber  may  be  employed  as  sleepers,  and  as  a  substitute  for 
earthen  embankments,  rests  upon  no  hvpothetical  statement.  Railways  constructed  upon  such 
a  principle  have  been  long  in  use  in  America,  and  the  cost  attending  the  construction  of  them 
has  not  exceeded,  in  some  instances,  2,000/.  a-mile.  From  all  the  information  your  Com- 
mittee have  been  able  to  collect,  they  believe  that  a  railway  might  be  constructed  fipom 
,  Sydney  to  the  Cowpasture  River  on  the  south,  and  the  Nepean  or  Hawkesbury  River  on  the 
west  or  north-west,  at  a  rate  not  exceeding  this  cost,  provided  the  plan  adopted  be  that  of 
wooden  rails  only,  upon  the  principle  suggested  by  Mr.  Wilkinson  ofthe  Surveyor-Generars 
«  Department,  New  Brunswick;  but  if  it  should  be  considered  desirable  to  complete  that 
portion  within  the  neighbourhood  of  Sydney,  as  suggested  by  Mr.  Shields,  diey  consider  it  may 
be  done  at  a  cost  per  mile  not  exceeding  double  that  amount.  Such  a  line  to  present 
gradients  practicable  for  an  ordinary  locomotive  engine,  and  embracing  all  the  essential 
improvements  which  have  recently  been  applied  in  railway  transit  at  home.  Your  Com- 
mittee, guided  by  the  estimate  of  Mr.  Woore,  and  influenoBd  also  by  the  evidence  of  Mr. 
Shields,  and  the  communication  of  Mr.  Wilkinson,  do  not  hefdtate  to  express  their  belief,  that 
a  railway,  answering  all  the  purposes  at  present  desired,  may  be  completed  within  the  limits  of 
the  county  of  Cumberland  for  120,000l,  the  line  proposed  being  about  50  miles,  viz.,  40 
miles  to  the  Cowpasture  River,  and  10^  miles  to  Penrith,  or  15  miles  to  Windsor,  whichever 
may  be  finally  resolved  upon  as  the  best  point  for  carrying  on  the  railway  to  meet  the  Bathuist 
traffic.  Whatever  difference  of  opinion  may  exist  respecting  the  principle  upon  which  railways 
should  be  constnicted  within  the  vicinity  of  the  metropoUs,  your  Committee  believe  that  a 
perfect  unanimity  of  sentiment  prevails,  as  regards  this  question,  with  reference  to  the  line  of 
road  extending  further  into  the  interior;  and  your  Committee  are  of  opinion  that,  to  ensure 
the  speedy  commencement  of  railways  which  would  give  to  the  colonists  a  proof  of  their 
advantages,  the  more  simple  the  construction  upon  which  they  are  commenced  the  better. 
Wooden  rails  would,  they  are  persuaded,  ensure  all  the  advantages  that  would  be  sought  for 
for  some  time  to  come ;  and  as  any  line  becomes  distant  from  the  metropolis,  the  requijpe- 
ment  of  rapid  conveyance  is  less  urgent,  and  the  creation  of  means  by  which  travelling  at 
the  rate  of  12  or  15  miles  an  hour  may  be  effected,  will  be  of  itself  an  immense  improvement 
upon  the  mode  of  transit,  both  for  passengers  and  traffic,  now  existing. 

3rd.  254^  Labofur  available  for  the  purpose.  It  has  been  a  subject  of  appr^ension  not 
altogether  unwarranted,  with  many  persons  otherwise  willing  to  promote  the  establishment  of 
railways,  that  the  construction  of  the  works  would  absorb  so  much  of  the  available  labour  of 
the  colony  as  materially  to  injure  the  settlers  in  the  country.  This  objection,  however,  your 
Committee  conceive  was  nev^r  an  insuperable  one,  and  under  the  favourable  prospects  now 
presented  of  the  continuance  of  immigration,  it  is  not  any  longer  worthy  of  consideration. 
The  evidence  they  have  taken  proves  that  there  is  always  a  considerable  population  of 
labouring  men  in  Sydney  who,  in  consequence  of  their  having  large  families,  and  from  other 
circumstances,  are  either  unable  or  unwilling  to  take  employment  in  the  interior,  but  who 
prefer  remaini^  in  the  city  and  its  vicinity,  suffering  comparative  misery  and  want,  rather 
than  acoept  advantageous  offers  as  shepherds  or  agricultural  labourers.  On  this  account, 
while  labour  has  been  scarce  in  the  interior,  the  Sydney  Corp<M'ation  have  never  experienced 
any  difficulty  in  obtaining  a  supply,  of  men  for  the  repair  of  the  city  streets.     If,  moreover. 
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wooden  piles  and  tresaek  be  employed  in  the  construction  of  the  line^  the  class  of  persons    AppendhL  N^«  78^ 

employed  will  consist,  to  a  great  extent,  of  mechanics,  such  as  carpenters,  joiners,  and  sawyers,  —^    . 

and  not  of  the  class  from  which  country  servants  are  usually  taken.     But  even  under  all        ^uSZi? 

circumstances,  the  aggregate  number  of  men   employed  on  such  a  line  as  that  sugg^ested 

would  be  inconsiderable  compared  with  the  existing  amount  of  labour  in  Sydney,  aoNl  the 

prospect  now  afforded,  by  recent  intelligence  from  England,  of  a  considerable  augmentation 

of  the  labouring  class  from  immigration  during  the  next  few  years.     From  the  calculations  of 

Mr.  Woore  and  Mr.  Shields,  you*  Committee  conceive  that  even  if  only  300  men  could 

bft^mployed  upon  this  undertaking,  very  satisfactory  progress  would  be  made;  but  should  any 

Company  which' may  be •  established  feel  authorized  to  employ  500  men,  your  Committee 

believe  that  even  this  number  would  iiot  now  derange  the  labour  market  of  the  interior,  but 

that  the  works  would  aSbi'd  the  means  of  giving  immediate  employment  to  newly  arrived 

immigrants,  without  the  absorption  of  this  labour  causing  any  material  augmentation  in  the 

general  rate  of  wages  in  the  rural  districts. 

4th.  The  probable  revenue  likely  to  be  derived  from  amf  Railway  constructed  with  especial 
reference  to  population^  traffic,  and  the  absence  of  any  serious  physical  impediment. — Yoiur 
Committee  think  that  it  is  a  duty  on  the  part  of  the  Legislature  to  satisfy  itself  as  to  the  reason- 
able prospect  of  any  railway  project  being  likely  to  prove  remunerative  to  those  investing 
their  capital  in  it,  before  giving  to  it  any  legislative  sanction.  In  this  colony  such  a  precaution 
is  perhaps  more  necessarry  than  elsewhere  ;  but  for  reasons  which  will  be  presently  alleged, 
the  duty  becomes  more  imperative.  The  committee  are  of  opinion,  after  mature  deliberation, 
that  the  project  of  a  railway  ought,  if  necessary,  with  a  view  of  ensuring  its  success,  to  be 
encouraged  by  the  Government,  providing,  either  directly  or  indirectly,  a  portion  of  the  capital 
and  offering  to  guarantee  a  fixed  rate  of  interest  on  the  shares,  for  a  Umited  term  of  years. 
The  question  of  the  return  likely  to  accnie  from  the  adoption  of  any  scheme  must  therefore  be 
maturely  weighed  before  it  can  be  entitled  to  either  notice  or  encouragement;  but  judging  from 
the  evidence  which  is  appended  to  this  Report,  and  the  opinions  expressed  by  the  highly  in- 
telligent witnesses  whom  they  examined,  they  feel  assured  that  not  only  would  a  railway  be 
remunerative,  if  established  within  the  county  of  Cumberland,  but  that  it  would  very  probably 
nrake  a  moderate  return  upon  lines  extended  further* into  tlie  interior. 

5th.  The  means  by  which  the  capital  may  be  raised, — ^That  an  amount  of  unemployed 
capital  exists  in  the  colony  sufficient  for  an  undertaking  of  even  much  greater  magnitude  than 
that  which  engages  the  consideration  of  the  Committee  is  beyond  all  dispute.  On  the  Slst 
December,  1847,  the  amount  of  deposits  in  the  several  colonial  banks  was  1,200,000/.  The 
introduction,  nevertheless,  of  railways  into  the  colony  is  an  experiment  novel  in  its  character, 
audit  appears  to  your  Committee  not  improbable  that  from  the  want  of  knowledge  in  those 
who  have  never  witnessed  the  application  of  railways  in  Europe,  or  from  the  misgivings  which 
may  be  entertained  as  to  their  immediate  applicability  to  this  colony,  the  scheme,  if  left  en- 
tirely unaided  in  the  hand&  of  a  public  Company,  might  fail.  Many  persons  would  willingly 
invest  their  capital  if  assured  of  the  receipt  of  a  moderate  dividend  for  a  given  number  of  years, 
and  the  Committee  befieve  that  very  great  inducement  would  be  afforded  to  capitalists  to  enter 
into  the  formation  of  a  Company,  if  a  dividend  at  a  rate  not  exceeding  six  per  cent,  per  annum 
were  guaranteed  to  the  shareholders  on  their  paid-up  capital.  The  Committee  would  pro- 
pose that  this  guarantee  should  for  the  present  be  limited  to  the  first  100,000/.  paid  up, 
making  the  general  revenue  liable  to  anannual  charge  of  6,000/.  for  10  years  from  the  open- 
ing of  the  line ;  though  your  Committee  believe  if  the  Company  be  managed  economically,  and 
the  works  carefully  executed,  the  fulfilment  of  the  guarantee  will  not  be  required.  As  security 
foe  this  engagement  the  Committee  recommend  that  in  the  Act  of  Incorportttion,  all  the  profits 
of  the  company,  after  the  payment  of  the  current  expenses',  should  be  mortgaged  to  the  Go*- 
veroment.  A  contributimi  of  6,000/^  per  annum  for  three  years  having  been  pledged  by  the 
colony  in  aid  of  steam  conmumication  between  it  and  England,  the  exten^on  of  encouragemeni 
upon  a  similar  principle,  to  a  kindred,  and  not  less  important  object — that  of  railways — needs 
no  justification. 

In  the  event'Of  any  Company  being  established  upon  conditions  assented  to  by  the  Govern- 
ment and  Legislature,  your  Committee  also  recommend  that  a  portion  of  the. funds  belonging 
to  the  savings  bank,  and  which  at  present  are  unproductive  of  any  interest  to  the  depositors* 
should  be  invested  in  the  purchase  of  shares,  say  to  the  amount  of  one-fourth  the  sum  required 
for  completing  the  proposed  lines  within  *the  county  of  Cumberland,  or  about  30,000/,,  the 
Governmenl. reserving  to  itself  the  right  of  nominating  such  a  number  of  Directors  as  would 
represent  the  proportion  of  the  sum  invested  on  account  of  the  savings'  bank,  to  the  whole 
capital  of  the  Company. 

With  respect  to  any  legislative  Actwhiefa  may  be  required,  your  Committee  recommend  that 
the  general  principles  which  have  been  embodied  by  Parliament  in  the  various  Acts  passed 
frmn  time  to  time,  especially  that  of  the  Act  8  and  9  Vict.,  c.  20,  should  be  adhered  to,  so  far 
as  they  may  be  applicable  to  the  peculiar  circumstances  of  the  colony. 

In  ooDcluston  the  Committee  would  repeat,  that  the  encouragement  sought  for  at  the  hands 
of  the  Legislature,  and  without  the  concession  of  which  they  ace  apprehensive  that  the  intro- 
duction of  railways  into  the  colony  may  be  indefinitely  postponed — ^is  one  justified  up(m  grounds 
of  general  expediency,  as 'well'  as^  sanctioned  by  the  example  of  other  colonies.  The  counte- 
nance, that  it  would  be  desirable  to  afford  a  well-ntatured  scheme  would  not  only  be  beneficial 
to  the  proprietors  specially,  but  to  the  colony  generally.  In  New  South  Wales  any  railway  that 
may  be  projected  must  neoesaarily  traverse  through  the  greater  part  of  its  course  the  waste 
lands^  belonging,  ta  the  Crown.  These  lands^  now  wholly  unsaleable,  would,  by  their 
proximity  to  the  line,  acquire  an  inmiedsate  and  marketable  value ;  and  the  maintenance  of 
pnUk  roads — ^a  constantly  recurring  annual  charge  on  the  general  revenue-H?ould  be  saved. 
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Appendix  No.  78. 

Railways  in 
Australia. 


The  present  condition  of  many  of  the  great  lines  of  traffic  in  the  colony  is  such  that,  in  seasons 
of  drought,  or  after  a  continuance  of  wet  weather,  they  are  rendered  impassable.  To  put  these 
roads  in  a  condition  equal  to  the  requirements  of  the  country  by  levelling,  macadamizing,  and 
the  erection  of  bridges,  would,  there  can  be  little  doubt,  entail  upon  the  colony  a  cost  equal 
to  what  would  be  incurred  in  the  construction  of  a  railway  upon  the  economical  principles 
followed  in  America.  Lastly — A  great  and  increasing  stimulus  would  be  given  to  all  the 
springs  of  private  industry  and  enterprise,  by  presenting  to  them  the  means  of  rapid  transit, 
which  propulsion  by  railway  can  alone  afford.  New  articles  of  export  would  be  produced, 
occasioning  an  increase  to  our  revenue  and  trade ;  new  fields  of  occupation  would  be  opened 
to  the  emigrant;  lands  at  present  lying  waste,  from  their  inaccessibility,  would  find  purchasers. 
These,  and  numberless  other  advantages,  the  magnitude  and  importance  of  which  it  is  im- 
possible to  exaggerate,  whether  regarded  in  connexion  with  the  social,  the  commercial,  or  the 
political  interests  of  the  colony,  must  ensue  from  the  introduction  of  Railways ;  to  encourage 
and  regulate  which,  by  a  wise  and  liberal  course  of  legislation,  is  not  only  the  mterest  but  the 
duty  of  the  Government  and  the  Legislature. 

Legislative  Council  Chamber,  Charles  Cowper, 

Sydney,  6^A  June,  1848.  Chairman. 


Monday,  April  3, 1848. 

Present : — 

Charles  Cowper,  Esq.,  in  the  Chair. 

Thomas  Icely,  Esq.  I  Francis  Lord,  Esq. 

John  Lamb,  Esq.  | 

William  Dawes^  Esq.,  J.  P.,  called  in  and  examined. 

!•  You  are  secretary  to  the  Committee  appointed  to  collect  information  relative  to  the  in- 
troduction of  railways  into  New  South  Wales? — ^Yes. 

2.  You  were,  I  believe,  requested  to  act  as  Secretary  to  the  Committee  which  was  appointed 
at  a  public  meeting  held  on  the  29th  of  January,  1846  ? — I  was. 

3.  Can  you  state  the  names  of  the  members  of  the  Committee  appointed  at  that  meeting  ? 
— Yes ;  the  following  gentlemen  are  those : — 


John  Walker,  Esq. 
G.  K.  Mann,  Esq. 
Edward  Cox,  Esq. 
W.  Dawes,  Esq. 
M.  C.  O'Connell,  Esq. 
W.  S.  Deloitte,  Esq. 
C.  D.  Riddell,  Esq. 
F.  W.  Unwin,  Esq. 
W.  F.  De  Sails,  Esq. 
Edward  Knox,  Esq. 


The  Mayor  of  Sydney. 

Walter  Scott,  Esq. 
Charles  Cowper,  Esq. 
Wm.  Lawson,  Esq. 
A.  W.  Mickle,  Esq. 
W.  Walker,  Esq. 
Jas.  Macarthur,  Esq. 
W.  C.  Wentworth,  Esq. 
Hy.  G.  Smith,  Esq. 
Jas.  Raymond,  Esq. 


G.  C.  Turner,  Esq. 
C.  Nicholson,  Esq. 
W.  Lithffow,  Esq. 
Rev.  R.  Mansfield. 
T.  W.  Smart,  Esq. 
Campbell  Brown,  Esq. 
J.  Dobie,  Esq. 
J.  Rankin,  Esq. 
Mr.  S.  Lyons. 


4.  The  Committee  appointed  a  Sub-committee  ? — Yes ;  and  this  Sub-committee  forwarded 
circulars  to  various  parties,  particularly  to  the  southern  country,  towards  Goulburn  and 
Berrima,  to  obtain  information.  I  beg  to  hand  in  a  copy  of  the  circular  addressed  by  that 
Committee  to  gentlemen  in  different  districts  of  the  interior,  requesting  local  information  from 
them  on  the  subject  of  railroads,  and  the  traffic  between  those  districts  and  Sydney.  [  Witness 
handed  in  the  same.     Vide  Appendix  A.] 

5.  Did  your  Committee  report  subsequently  to  another  meeting  of  the  colonists? — Yes,  on 
the  6th  August,  the  Committee  made  their  report  at  a  public  meeting,  called  by  advertise- 
ment for  that  purpose,  and  which  is  contained  in  the  "  Sydney  Morning  Herald,"  of  7th 
August,  1846,  which  I  beg  to  hand  in.     [Witness  handed  in  the  same.     Vide  Appendix  B.] 

6.  What  subsequent  proceedings  were  adopted  ? — 'The  following  resolution  was  passed  at 
the  public  meeting  held  on  the  6th  August,  1846: — "That  a  Provisional  Committee,  con- 
sisting of  the  undermentioned  gentl<;men,  be  now  appointed  for  the  purpose  of  collecting 
subscriptions  for  a  survey,  and  causing  such  survey  to  be  made  whenever  they  shall  deem 
the  amount  subscribed  sufficient  to  meet  the  necessary  expense,  and  that  they  do  report  to  a 
public  meeting  to  be  hereafter  held ;  the  Honourable  Charles  Nicholson,  Esq.,  Speaker  of 
the  Legislative  Council ;  the  Mayor,  James  Macarthur,  Esq. ;  Rev.  R.  Mansfield ;  Thomas 
Barker,  Esq. ;  W.  Walker,  Esq. ;  W.  Lithgow,  Esq.,  M.  L.  C. ;  Samuel  Lyons,  Esq. ;  F. 
Unwin,  Esq.;  Charles  Cowper,  Esq.,  M.L.  C;  D.  J.  Coghill,  Esq.;  Major  Lockyer; 
Capt.  O'Connell,  M.L.C.;  R.  M.  Robey,  Esq.;  H.  G.  Smith,  Esq.;  William  Dawes,  Esq., 
Honorary  Secretary." 

-  7.  Can  you  state  the  amount  of  subscriptions  collected  from  the  public  ? — ^Yes,  352/.  has 
been  paid ;  I  hope  to  collect  500/.,  so  as  to  be  in  a  position  to  claim  a  like  sum  from  the 
Government. 

8.  Did  you  make  any  application  to  the  Government  for  assistance  in  die  promotion  of  this 
object  ? — ^Yes ;  a  letter  was  written  to  the  Colonial  Secretary,  of  which  I  hand  in  a  copy, 
together  with  his  answer.     [  Witness  handed  in  the  same.     Vide  Appendix  C] 

9.  What  were  the  steps  adopted  by  the  Committee  to  procure  the  survey? — Tenders  were 
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Appendix  (A.) 


Sir,  Sydney^  Fehruary  10,  1846. 

Thk  Provisional  Oommittee  appointed  by  the  public  meeting,  held  in  Sydney  on  the  29th 
ultimo,  to  collect  information  relating  to  the  introduction  of  railways  into  this  colony,  request  the 
favour  of  your  stating,  to  the  best  of  your  judgment,  what  is  the  present  extent  of  the  traffic  between 
and  Sydney. 
If  willing  thus  to  assist  the  Committee,  I  am  to  beg  that.you  will  be  good  enough  to  insert  in  the 
subjoined  columns  the  quantities  of  the  several  articles  that  you  think  now  pass  along  the  road  in  the 
course  of  twelve  months,  and  the  present  rates  paid  for  their  carriage,  and  also  the  probable  number 
of  persons  who  travel  between  the  two  places,  and  of  those  who  travel  between  eidier  of  them  and 
intermediate  places,  during  the  same  penod ;  and  any  other  particulars  which  you  may  deem  worth 
communicating. 

You  will  please  return  this  sheet  to  me,  le-folding  it  with  my  printed  address  outside ;  and  the  Com- 
mittee would  be  much  obliged  by  your  doing  so  at  your  earliest  convenience. 

I  have,  &c., 

William  Dawes,  Honorary  Secretary. 
To' 


Estimate  of  the  present  traffic  between 

and  Sydney. 

Probable  Quantities  in 
la  Mouths. 

Present  Rates  of 
Charge  for  Carriage. 

RXXARKS. 

Wool 

Tallow 

Hides 

Meat  of  all  kinds   •     . 

Sheep 

Homed  Cattle .     •     • 
Horses 

Pig» 

Horns  and  Bones  •     • 
Grain  of  all  kinds  •     • 

Hay 

Dairy  Produce  •     •     • 

Timber 

Firewood     •     •     •      • 
Marble  and  Lime   .     • 
Fruit  and  Sundries 
R«tum  Goods  (supplies) 
Passengers  to  and  from 
PaMsengers  to  and  from> 
intermediate  places  •  j 

bales 
tons 

»9 

head 

9  9 
99 

tons 

bushels 

tons 

9  t 

hundreds 
loads 
tons 

9  9 

persons 

>9 

per  ton 

9  9 

per  head 
>> 

99 

9  9 

per  ton 

per  bushel 

per  ton 

per  hundred 
per  load 
per  ton 
>> 

99 

• 

/  think  the  above  is  an  approximation  to  the  truth. 

Please  to  affix  your  signature. 


Appendix  (B.) 

-      Railways. 

The  Provisional  Committee,  appointed  by  the  public  meeting  held  in  Sydney  on  the  29th  January, 
1846,  to  collect  information  relative  to  the  introduction  of  railways  into  New  South  Wales,  beg  to 
present  to  the  public  meeting  called  this  day  the  following— 

Report*   • 

At  the  second  meeting  held  by  your  Committee,  on  the  6th  February,  a  Sub-committee  was 
appointed,  consisting  of  Dr.  Nicholson,  Major  Christie,  Messrs.  Smith,  Campbell,  and  Mansfield,  to 
collect  detailed  information  on  the  extent  of  traffic  between  Sydney  and  such  parts  of  the  interior  as 
might  be  deemed  eligible  for  the  introduction  of  railways. 

It  appearing:  to  this  Sub-committee,  at  their  first  meeting,  that  an  inquiry  into  the  traffic  between 
Sydney  and  the  northern,  western,  and  southern  parts  of  the  colony,  would  be  too  wide  and  laborious 
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advertised  for,  for  a  survey,  and  a  number  of  tenders  were  sent  in,  but  there  were  none  that  the    Appendix  No.  78. 
Committee  could  at  all  entertain,  excepting  that  of  Mr.  Woore,  as  they  had  not  sufficient 
funds  to  meet  the  terms  demanded  by  the  different  surveyors.     Mr.  Woore,  however,  under- 
took to  make  the  survey,  and  to  take  the  chance  of  getting  his  expenses  paid. 

10.  Has  Mr.  Woore  completed  the  survey  which  he  undertook  to  make? — He  has,  and 
sent  in  his  plans,  which  are  now  in  my  charge. 

11.  We  see  by  the  Report  of  the  6th  August,  that  Sub -committees  were  also  appointed  for 
the  western  and  northern  lines,  as  well  as  for  the  southern  route ;  have  these  Sub-committees 
ever  reported  ? — The  two  former  have  not ;  the  Sub-committee's  Report  on  the  southern  line 
I  beg  to  hand  in;  it  is  dated  the  26th  March,  1846.  [The  Witness  handed  in  the  same.  Vide 
Appendix  D.] 
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Afpeotfo  iS^  78.    to^  be  instituted  by  a  single  Sub-oommittee,  they  resolfed  on  confining^  their  own  attention  toi  ? 

< ,  — ***   .  they  deemed  the  most  impovtaat  line  of  the  three — naiDcly,  that  between  Sydney  and  Goulbom, 

^^?r?i!n*'*  Reapecting  the  great  soathern  line,  the  Sub-committee^  therefore,  proceeded  to  collect  all  the  inlor* 

mation  within  their  reach. as  to  the  probable  number  of  persons  and  quantities  of  produce <  and 
mierchandise  now  passing  up  and  down  in  the  course  of  a  year. 

Their  Report,  dated  March  26,  was  brought  up  on  the  l»t  May,  and  being  unanimously  approved 
and- adopted  by  that  meeting  of  your  Committee,  was  published  in  the  *'  Sydney  Morning  Herald^ 
of  the  following  day  for  general  information ;  and  it  will  be  seen  that  the  Sub-committee,  haying 
inquired  into  the  expense  of  forming  railways  in  various  countries,  and  having  been  informed  by 
several  civil  engiiteers  that  on  the  Goulbum  line  there  are  no  serious  engineering  diffieultiea,  the 
greater  part  of  it  being  indeed  of  very  easy  construction,  are  of  opinion  that  the  cost  would  not  exceed 
6,000/.  per  mile,  making  the  required  capital  about  750,000/.  The  estimates  of  the  present  traffic  in 
goods  and  passengers,  as  collected  from  the  replies  to  the  circulars  addressed  by  them  to  various 
gentlemen  having  property  on  the  proposed  route,  and  beyond  it,  give  an  aggregate  of  66,542/.  per 
annum  ;  and  assuming  that  by  the  time  the  railway  could  be  brought  into  complete  operation  the 
revenue  would  have  been  increased  to  100,000/.  per  annum,  and  that  the  cost  of  working  would  be 
40  per  cent,  of  the  income,  the  Sub-committee  show  a  net  profit  for  the  first  year  of  60,000/.,  or  at 
the  rate  of  eight  per  cent  on  the  capital. 

In  adopting  this  Report,  as  already  stated,  your  Committee  of  course  expressed  their  acquiescence 
in.tha  substantial  accuracy  of  its  conclusions;  but  from  the  information  which  has  subsequently 
reached  them,  they  are  inclined  to  think  that  the  estimate  of  6,000/.  per  mile  for  the  constnietion  of 
the  line  would  be  found  considerably  too  high.  They  have  reason  to  believe  that  wooden  rails  would 
be  found  to  answer  every  purpose,  and  that  wooden  bridges  and  viaducts  might  be  advantageously 
adoipted ;  and  it  is  unnecessary  to  observe,  that  in  a  country  where  timber  of  the  best  description  for 
railways  is  so  abundant  as  in  New  South.  Wales,,  this  deviation  from  the  English  method  would  e£Gect 
a  ,vtry  lai^^e  saving. 

Alt  the  meeting  held  by  your  Committee  on  the  1st  of  May,  when  it  was  fouxid  that  the  original. 
Sub-committee  had,  for  the  reason  above  mentioned,  declined  entering  into  the  consideration  of  the 
noiihem  and  western  lines,  your  Committee  appointed  two  other  Sub-eommitteefr-^one  for  the 
northern,  and  the  other  for  the  western  parts  of  the  colony » 

Neither  of  them  has,  however,  as  yet  brought  up  a  Report  The  gentlemen  more  immediately 
interested  in  the  northern  districts  seem  inclined  to  conduct  the  inquiry  on  their  own  separate 
accfount ;  whilst  it  is  publicly  known  that  the  consideration  of  the  Windsor  and  Bathurst  lines  hag 
been  taken  up  by  the  residents  in  those  localities. 

Your  Committee  have  much  pleasure  in  reporting,  that  a  preliminary  survey  of  the  southern  route 
between  Sydney  and  Goulburn,  and  of  the  western  between  Sydney  and  the  Hawkesbury  and  Nepean, 
has  been  voluntarily  made  by  Mr.  Thomas  Woore,  who  has  prepared  an  elaborate  map  and  report 
both  of  which  will  be  now  laid  before  you. 

By  the  route  proposed  by  Mr.  Woore,  Sydney  would  be  connected  with  Parramatta,  Windsor,  Penrith, 
the  Cowpasture  distrtct,  and  Goulburn,  by  lines  not  exceeding  in  the  aggregate  154^  miles  (the 
distance  between  Sydney  and  Goulburn  being  122  miles,)  whilst  the  range  of  country  which  would 
thus  be  brought  within  the  operation  of  the  railway  contains  &  population  of  112,000 ;  a»d  if  the  Port 
Phillip  district  may  be  considered  as  eoming  eventually  within  its  scope,  the  number  ef  persons  would 
be  no  less  than  142,000,  out  of  a  total  population  of  188,000. 

Under  the  present  circumstances  of  this  country,  however,  the  passenger-traflSc  would' not  be  se 
productive  of  revenue  as  that  of  merobandise  and  colonial  produce. 

This  is  borne  out  by  the  estimates  of  the  Sub-committee,  which  give  for  the  annual  return  liwn 
goods  an  amount  exceeding  that  from  passengers  by  nearly  one  hundred  per  cent. 

It  will  be  obvious  to  this  meeting  that  no  decided  steps  can  be  taken  toward  the  fbrmation  of  rail- 
ways until  an  accurate  survey  shall  have  been  made  of  the  proposed  lines;  and  your  OoipmHtee  would 
therefore  recommend  that  public  subteriptions  should  be  entered  into  for  the  liquidation  of  the  ex- 
penses which  such  a  survey  would  render  unavoidable. 

They  would  also  recommend  that  a  deputation  should  be  appointed  to  wait  upon  His  Excellency  the 
Governor,  with  the  view  of  ascertaining  to  what  extent  the  Government  would  be  disposed  to  assist 
in  the  great  undertaking  of  introducing  railways  into  this  colony. 

Of  the  vast  importance  of  such  an  undertaking  to  the  Government  as  well  as  to  the  colonists,  and  in 
some  sense  to  the  mother-country  as  well  as  to  New  South  Wales,  it  would,  indeed,  be  superfluous  for 
your  Committee  to  speak  at  any  length.  In  developing  the  resources  of  the  colony,  and  multiplying 
its  fSEtcilities  for  the  production  of  wedth,  railways  would  of  course  subserve  the  interests  of  the  coloniid 
treasury,  and  extend  our  commercial  intercourse  with  Great  Britain. 

It  is  therefore  not  too  much  to  expect,  that  with  reference  to  its  own  financial  policy,  independently 
of  the  higher  considerations  of  the  social  and  moral  advantages  which  this  important  portion  of  Her 
Majesty's  dominions  could  not  fail  to  derive  from  the  introduction  of  railways,  the  Government  shoukl 
look  upon  this  enterprise  with  a  favourable  eye,  and  extend  to  its  conductors  whatever  assistance  they 
can  reasonably  desire. 

Your  Committee  have  thus  endeavoured  to  discharge  the  duty  intrusted  to  them  by  their  fellow- 
colonists.  And  in  concluding  their  Report,  they  would  beg  to  assure  this  meeting,  that  the  more  they 
have  examined  this  great  question,  the  more  reason  have  they  seen  for  entertaining  the  conviction, 
that  the  construction  of  railways  in  New  South  Wales  would  require  but  a  comparatively  small  outlay, 
and  that,  on  the  line  to  which  their  attention  has  been  chiefly  directed,  the  returns  would  yield  a 
liberal  and  a  progressively  increasing  profit  on  the  capital  invested. 

Sydney ^  Au§ust  6,  184&.  Cha^rlss  Nicbqlson,  Ckaimum* 
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lUiLWAY  Surveys. 
Sir,  Sydney,  AmgrnH  19,  lft4«. 

In  the  interview. with  which,  on  the  10th  instant,  His  Excellency  the  Governor  was  pleased- lo 
honour  the  deputation  appointed  by  the  public  meeting  held  on  the  6th,  to  wait  upon  His  Excellency 
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for  the  purpose  of  ascertaining  to  what  extent  the  Government  would  be  disposed  to  assist  in  the 
introduction  of  railways  into  this  colony.  His  Excellency  expressed  a  wish  that  the  views  of  the  depu- 
tation should  be  communicated  to  him  in  writing. 

I  therefore  do  myself  the  honour,  «8  chairman  of  the  deputation,  to  submit  to  His  Excellency  the 
following  observations : — 

1.  It  being  enacted  by  ibe  statute  5  and  6  Victoria,  c.  36,  that,  subject  to  the  exceptions  therein 
provided,  the  proceeds  of  the  sales  of  the' waste  lands  of  the  Crown  in  the  Australian  colonies  shall  be 
i^ropriated  and  applied  to  the  public  service  of  the  said  colonies  respectively,  the  deputation  kave 
been  led  to  think,  for  the  reasons  hereinafter  atated,  that  certain  lines  of  railway  would  conduce  eo 
essentially  to  the  public  service  as  to  come  within  the  reasoiiable  meaning  of  the  enactment,  and 
would  therefore  be  entitled  to  assistance  out  of  the  territorial  revenue. 

2.  The  lines  referred  to  are  the  main  trunks  of- communication  between  the  metropolis  and  the 
soothem,  western,  and  northern  parts  of  the  colony  respectively. 

3.  The  establishment  of  railways  on  these  lines,  whilst  it  could  not  fail  to  eofifer* immense  advan- 
tages on  the  colony  at  large,  would  at  the  same  time  be  tlie  means  of  enhancing  the  Talae  andi^- 
moting  the  sale  of  the  waste  lauds  of  the  Crown,  and  of  thereby  iLflR>rding  an  ample  return  for  any 
sums  of  money  advanced  out  of  the  Land  Tund  in  aid  of  their  fbrmation. 

4.  The  importance  of  railways  to  the  general  interests  of  the<:olony  must  be  obvious  to  all  vrho  are 
aware  of  the  following  facts: — 

1 .  That  nearly  the  whole  of  our  exportable  commodities  are  produced  in  distant  parts  of  the  interior. 

2.  That,  with  exceptions  scarcely  worth  mentioning,  the  colony  is  destitute  of  navigable  rivers. 
I  3.  That  the  existing  roads  and  bridges  are  in  a  state  of  great  and  increasing  dilapidation. 

4.  That  in  those  seasons  of  drought  to  which  the  colony  is  periodically  subject,  even  the  best 
of  roads  would  be  insufficient  for  the  required  traffic,  the  want  of  food  and  water  for  teams  of 
drawing  cattle,  and  for  live  stock  driven  for  slaughter,  involving  an  extent  of  delay  and  loss  niost 
detrimental  both  to  producers  and  to  consumers,  many  of  the  animals  perishing  on  the  jotirney, 
and  the  stock  brought  to  market  being  lamentably  deteriorated  by  privation  and  fati^rue. 

5.  That  the  cost  of  constructing  and  maintaining  economical  railways  would  not,  in  this 
country,  very  far  exceed  that  of  Macadamised  roads. 

5.  The  asaistance  at  present  sought  from  the  Government  applies  only  to  the  survey  of  lines,  there 
being  reason  to  believe  that  until  the  nature  of  the  engineering  diffioultiee  shall  have  been  cleaijy 
.ascertained  and  defined^  capitalists  could  not  be  induced  to  embark  in  the  proposed  undertaking. 

6.  It  was  under  this  conviction  that  the  public  meeting  resolved  on  a  subscription  towards  meetifig 
the  expenses  of  a  survey  of  the  lines  deemed  to  be  of  the  most  immediate  importance — namely,  those 
connecting  Sydney  with  Goulburn,  and  with  the  Hawkesbury  and  Nepean  rivers. 

7.  Such  subscription  has  been  accordingly  commenced,  and  the  deputation  would  respectfully  request 
that  His  Excellency  would  be  pleased,  in  conformity  with  a  practice  which,  with  reference  to  various 
other  objects,  has  been  observed  by  the  colonial  Government  for  a  series  of  years,  to  sanction  the 
appropriation  out  of  the  public  funds,  for  this  purpose,  of  a  sum  of  money  equal  to  that  to  which  tbe 
subscription  shall  hereafter  be  shown  to  have  amounted. 

I  do  myself  the  honour  to  enck>Ae  herewith,' for  His  Excellency's  information,  the  under-mentioned 
documents ;  and  the  provisional  Committee  appointed  by  the  public  meeting  alH)ve  referred  to,  bare 
desired  me  to  add,  that  they  shall  be  most  happy  to  furnish  any  further  particulars  which  His.Eaoel- 
Itney  may  require,  so  far  as  their  past  or  future  inquines  may  enable  them  to  do  so. 

Ihave,  &c., 
ne  HMOuraJUe  ibe  Cobmud  Steretemy.  .GaAiRLBS  Nicholson. 
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No.  1.  Report  of  the  Sub-committee  appointed  to  collect  information  on  the  extent  of  traffic;  dated 
26th 'March,  1846. 

No.  2.  Report  of  the  provisional  Committee  to  the  public  meeting  held  on  the  6th  Au^t,  1846. 
No.  3.  Summary  of  the  Report  presented  to  the  said  public  meeting  by  Mr.  Thomas  Woore. 


Sir, 


Colonial  Secretary's  Office, 

Sydney,  September  17,  1846. 


I  do  myself  the  honour  to  inform  you,  that  the  Governor  has  laid  before  the  executive  council 
your  letter  of  the  19th  ultimo,  as  chairman  of  the  deputation  which  waited  upon  His  Excellency  on 
the  10th  August  last,  for  the  purpose  of  ascertaining  to  what  extent  the  Government  would  be  disposed 
to  assist  in  the  introduction  of  railways  into  the  colony. 

The  assistance  asked  for  in  your  communication  is  an  appropriation,  out  of  the  public  funds,  of  a 
sum  of  money  equal  to  the  amount  raised  by  private  subscription,  for  the  purpose  of  surveying  the 
lines  connecting  Sydney  with  Goulburn,  and  with  the  Hawkesbury  and  Nepean  rivers ;  and  I  aim 
directed  to  state  to  you,  that  the  Council  were  of  opinion  that  the  object  in  question  was  one  towards 
the  carrying  out  of  which  pecuniary  assistance  might  be  granted  out  of  the  Crown  Land  Revenue,  under 
the  authority  of  the  Land  Sales  Act,  5  and  6  Victoria,  c.  36. 

The  Council,  however,  were  not  prepared  to  recommend  that  the  Government  should,  in  this  mstanoe, 
pledge  itself  to  the  payment  of  any  larger  sum  than  five  hundred  pounds ;  but  subject  to  this  limitatiom, 
they  advised  that  there  should  be  granted,  out  of  the  Crown  Land  Revenue,  a  sum  equal  to  the  amount 
raised  by  private  contributions,  for  the  purpose  of  surveying  the  lines  mentioned  in  your  letter.  The 
council  also  expressed  their  opinion  that  the  disposal  of  the  money  so  granted  should  be  left  to  Hie 
parties  interested,  on  condition  that  proper  vouchers  be  rendered  by  them  to  show  that  both  '^e 
amount  raised  by  subscription  and  the  corresponding  amount  contributed  by  the  Government  have 
been  duly  expended  on  the  object  proposed. 

I  am  further  directed  to  inform  you,  that  His  Excellency  has  much  pleasure  in  approving  the 
recommendation  of  the  Council,  and  that  instructions  will  be  given  for  the  issue  of  the  money  as  soon 
as  the  arrangements  of  the  Railway  Committee  are  sufficiently  advanced  to  require  it 

I  have,  Ac, 
Charles  Nicholson,  Esq.,  Chairman,  S^c.  E.  Dias  TifoifSON. 
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Appendix  (D.) 

IUtlwats  in  New  South  Wales. 

Ordered  by  the  General  Commitiee  to  be  Printed  for  the  use  of  their  own  Members  exdusivefy^ 

Srd  April,  1846. 

The  Sub-committee  appointed  by  the  General  Committee,  on  the  6th  February,  1846,  to  collect 
detailed  information  on  the  extent  of  traffic  t)etween  Sydney  and  such  parts  of  the  interior  as  might  be 
deemed  eligible  for  railways,  have  agreed  to  the  following 

JRepori. 

The  first  matter  which  engaged  our  attention  was  to  decide  upon  a  line  of  road  having  the  greatest 
traffic,  free  from  the  competition  of  water  communication,  and  opening  the  most  fertile  and  pnpuloos 
district  With  these  objects  in  view,  Goulburn  appeared  to  us  to  present  the  most  eligible  terminus, 
and  it  is  therefore  to  the  southern  line  of  road  that  this  Report  alludes,  without  intending,  however, 
in  the  slightest  degree,  to  insinuate  that  this  line  alone  possesses  the  requisites  for  profitable  railway 
investment. 

The  next  point  to  determine  was,  whether  the  route  to  Goulburn  presented  any  serious  engineering 
difficulties  ?  Several  professional  gentlemen,  civil  engineers,  including  Messrs.  Mann,  Knapp,  Galloway, 
and  Burrows,  kindly  attended  to  give  the  requisite  information. 

Although  these  gentlemen  are  not  practically  acquainted  with  the  formation  of  railways,  their 
evidence  was  unanimous  that  no  particular  obstacles  exist,  and  that  the  greater  part  of  the  line  would 
be  of  very  easy  construction. 

Of  course,  nothing  but  an  actual  survey  can  determine  the  cost  We  have,  however,  examined  into 
the  expense  of  railways  in  various  countries.  The  most  costly  are  those  of  England,  averaging 
23>00Ul.  per  mile,  and  those  of  France,  averaging  18,000/.  per  mile.  The  cheapest  are  those  of 
Germany,  averaging  7,000/.  per  mile,  and  of  the  United  States  of  America,  averaging  4,800/.  per  mile. 
Some  contracts  have,  we  believe,  been  recently  made  in  England  at  4,000/.  and  at  5,000/.  per  mile. 

Therefore,  knowing  that  we  have  few  bridges  to  build,  no  land  to  purchase  (or  very  little),  no 
expensive  and  ornamental  stations  to  construct,  and  all  the  materials  (rails  only  excepted)  already  on 
the  line  proposed,  and  looking  to  the  fact  that  we  shall  enjoy  the  benefit  of  the  large  experience  of 
others  in  the  construction  of  railways,  we  think  that  an  estimate  of  6,000/.  per  mile  would  be  found 
sufficient  for  the  line  between  Sydney  and  Goulburn,  thus  making  the  capital  necessary  about 
750,000/. 

For  the  purpose  of  ascertaining  the  extent  of  the  existing  traffic  on  the  line,  we  addressed  circular 
letters  to  various  gentlemen  who  have  property  on  the  proposed  route  and  beyond  it.  To  these  gen« 
tlemen,  principally,  we  are  indebted  for  the  information  from  which  we  have  compiled  the  subjoined 
estimate,  and  we  are  happy  to  say  that  they  almost  unanimously  encourage  the  project  [For  estimate, 
see  Appendix,} 

The  amounts  of  42,242/.  for  goods,  and  24,300/.  for  passengers,  embrace  the  present  traffic  only. 
That  it  would  be  much  increased  by  the  introduction  of  railways  the  history  of  those  undertakings  is 
sufficient  to  show.*  It  is  possible,  indeed,  that  some  of  the  articles  enumerated  in  the  estimate,  such 
as  cattle,  horses,  and  sheep,  would  not  pay  a  railway  for  conveyance  at  so  low  a  rate  of  carriage  as  that 
calculated ;  and,  in  such  case,  the  present  method  of  driving  them  to  market  would  probably  be  con- 
tinued. It  is  certain,  however,  that  even  at  treble  the  rates  now  paid,  the  railway  would  secure  a  large 
portion  of  the  traffic  in  live  stock.  On  the  other  hand,  the  quantities  of  wool,  tallow,  hides,  return 
supplies,  &c.,  would  be  greatly  augmented  by  the  time  a  railway  could  be  opened — say  not  less  than 
three  years  from  the  present  time. 

In  grain,  hay,  and  dairy  produce,  a  large  trade  would  be  called  into  life ;  whilst  marble,  lime, 
timber,  ore,  and  other  articles,  would,  in  the  course  of  a  short  time,  form  a  considerable  portion  of  the 
traffic  on  the  line.  Coals  are  said  to  exist  in  the  neighbourhood  of  Goulburn,  and  in  other  places  on 
the  route. 

With  reference  to  these  facts^we  are  of  opinion  that  100,000/.  may  be  safely  estimated  as  the 
amount  of  receipts  during  the  first  year  of  the  working  of  the  entire  line.  Taking  the  costs  of  working 
at  40  per  cent  of  the  revenue,  there  is  left,  for  the  first  year,  a  net  profit  of  60,000/.,  or,  at  the  rate  of 
8  per  cent.,  on  a  capital  of  750,000/.,  with  the  favourable  prospect  of  a  greatly  increased  return. 

We  have  not,  of  course,  been  able  to  ascertain  what  would  be  the  exact  length  of  a  railway  to 
Goulburn,  but  are  informed  that  a  considerably  shorter  track  than  the  present  road  (125  miles)  may  be 
taken. 

Our  attention  has  been  particularly  called  to  the  subject  of  the  labour  necessary  for  the  construc- 
tion of  so  important  a  work ;  and  we  recommend,  as  materially  advantageous  to  any  Company  that 
may  be  formed,  as  well  as  to  the  present  employers  of  labour  in  the  colony,  that  a  sufficiency  of  laboureia 
should  be  imported  expressly  for  the  purpose. 

In  submitting  this  Report,  we  must  admit  that  in  many  points  our  estimate  may  prove  incorrect 
We  have  endeavoured,  however,  to  collect  the  most  accurate  results  from  the  materials  supplied  to  us ; 
and  we  believe  our  conclusions  to  be  a  near  approximation  to  the  truth.  The  census  which  has  just 
been  taken,  and  the  next  official  returns  of  stodc  and  farm  produce,  will  affi)rd  much  valuable  informt* 
tion  which  we  are  now  unable  to  lay  before  you. 

We  need  not  dilate  on  the  great  advantages  which  the  colony  would  derive  from  railway  commu- 
nication. The  country  being  almost  destitute  of  navigable  rivers,  and  the  roads  often  impassable,  all 
the  traffic  would  be  secured  by  railways,  and  would  by  their  means  be  greatly  augmented. 

*  For  example,  with  respect  to  the  Stockton  and  Darlington  Railway,  in  England,  which  was  intended  chiefly  for  tie 
carriage  of  cosd,  the  proepective  estimate  was,  that  the  quantity  of  coal  which  would  pats  along  the  line  annually  would 
be,  for  home  consumption,  80,000  tons,  and  for  exportation  10,000.  The  quantities  actually  carried,  after  the  establish- 
ment of  the  railwaVf  were,  for  home  consumption,  180,000  tons,  or  125  per  cent,  more  than  the  estimate;  and  for 
exportation,  560,000  tons,  or  5,500  per  cent,  more  than  the  estimate. 

So  in  the  United  States.  Before  the  Eastern  Railway  was  constructed,  the  number  of  passengers  from  Lynn  was 
estiinated  at  4,000  annually;  it  proved  to  be,  by  the  railway,  no  less  than  70,000,  an  excess  of  1,750  per  cent  Before 
the  introduction  of  the  Lowell  Railway,  a  careful  and  laborious  estimate  made  its  yearly  income  35,000  dollars;  the 
actual  income  proved  to  be  267,500  dollars,  an  excess  of  more  than  660  per  cent. 
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Description  of 
Goods. 


Wool  . 
Tftllow. 
Hides  • 


Giaio 


•{ 


Hay     • 
Dury  Produce 
Return  Supplies    | 

Sheep  •     •     •     •< 

Cattle  .     •     •     J 
Horses.     •     •     • 


Place. 


Goulbum*  •  •  •  •  • 
Other  places  on  the  route  • 
Goulburn.     •     •     •     •     • 

Other  places 

Goulburn      •     •     •     •     • 

Other  places 

Goulburn.  .  •  •  «  • 
Other  places*  •  •  •  • 
Goulburn       .     •     •     •     • 

Other  places 

Groulburn  and  other  places  • 

Goulburn 

Other  places.  •  •  •  • 
Goulburn      •     •     •     •     • 

Other  places 

Goulburn  .  •  •  •  • 
Other  places.  •  .  •  • 
Goulburn  and  other  places  • 


Quantities  per  Annum. 


13,000  lbs.  si, 650  tons 

2,000  lbs.=:  250  tons    . 

1,000  tons    • 

150    ,,      . 

375    „      . 

70    ,,      . 

7,000  bushels 

30,000     , , 

NiL 

2,500  tons    • 

150    ,,     . 

4,000    ,,      . 

2,000    ,,     . 

70,000  head  . 

30,000    ,,      . 

20,000    ,,     . 

6,000    ,,     • 

1,000    ,,      . 


Hate  of  Carriage. 


80s.  per  ton    • 

40f.    „ 

60f .     , , 

30f.     ,, 

60i.     ,, 

30#.     ,, 

I*.  2d.  net  bushel 

9(L 

20«.  per  ton     • 
30,.     „ 
75#.     ,, 
30«.     , , 
6<f .  per  head  • 
4c/.       ,,         . 
5». 


3«. 

5#. 


Total. 


Add  passenger  traffic,  as  per  annexed  estimate    • 
Total  amount  of  present  traffic 


Amount 
per  Annum. 


£. 
6,600 

500 
3,000 

2i5 
1,125 

105 

437 
1,125 

2,500 

225 

15,000 

3,000 

1,750 
500 

5,000 
900 
250 


d. 
0 
0 
0 
0 
0 
0 
0 
0 

0 
0 
0 
0 
0 
0 
0 
0 
0 


42,242    0    0 
24,300    0    0 


66,542    0    0 


Estimate  of  present  Passenger  Trapfic  between  Stdnbt  and  Goulburn,  and  intermediate  places. 


PLACE, 


Goulburn,  to  and  from     ••••••• 

Berrima  ,,  ••••••• 

Appin  ,,  

Campbell  Town  , ,  ••••••• 

Liverpool  , ,  ••••••• 

Places  nearer  Sydney  than  Liverpool  •  .  • 
Tri|)s  between  the  various  stations  on  the  line  • 
Conveyance  of  mails 


Number  of 
Passengers 
Annually. 


10,000 
2,000 
1,000 

10,000 
6,000 
4,000 
4,000 


Rate  per 
Head. 


a. 
30 
20 
8 
6 
4 
2 
6 


ToUl .     •     

Add  traffic  in  goods,  as  in  per  annexed  estimate 

Total  Amount  of  present  traffic.     •     •     •     •     . 


Amount 
per  Annum. 


£. 

15,000 

2,000 

400 

3,000 


1,'200    0    0 
500    0    0 


1,200 
1,000 


24,300    0    0 
42,242    0    0 


66,542    0    0 


NoTS.— The  above  rates  are  the  fares  now  charged.  As  passengers  would  be  freed  from  road-side  expenses,  even 
higher  rates  would  command  all  the  traffic ;  and  third-cluss  carriages,  at  low  rates,  would  bring  a  large  income  from 
those  persons  who  now  travel  on  foot  in  search  of  em])1oyment. 
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The  country  around  Sydney,  for  a  cirde  of  many  miles,  being  for  the  moat  part  barren  and  uselesa^    Appendix  No.  78. 
aome  safe  and  speedy  mode  of  transit  to  the  more  fertile  districts  of  the  interior  is  absolutely  necessary 
for  developing  the  resources  and  securing  tbe  advancement  of  the  colony. 

With  these  facts  before  us,  therefore,  we  hesitate  not  to  express  our  conviction  that  the  time  has 
now  arrived  when  railways  would  be  a  source  of  profitable  investment  in  this  colony,  and  we  doubt  not 
a  portion  of  the  capital  would  be  subscribed  by  the  colonists. 

We  beg  to  subjoin  in  the  Appendix  such  extracts  from  the  written  communications  received  in  reply 
to  our  drcular  letter  as  appear  to  us  to  have  an  important  bearing  upon  the  subject  of  our  inquiry.* 

Sydney^  March  2Qj  1846.  B.  Mansfield,  Chairman. 

Estimate  of  present  Traffic  in  Goons  between  Sydney  and  Goulburn. 


Wednesday,  April  5, 1841. 
Present : — 


Francis  Lord,  Esq 
John  Lamb,  Esq. 
Thomas  Icely,  Esq, 


Charles  Cowper,  Esq.,  in  the  Chair. 

William  Dumaresq,  Esq. 
The  Colonial  Secretary. 


Thomas  Woore,  Esq.,  called  in  and  examined. 

1.  How  long  have  vou  been  in  the  colony  ? — Between  eleven  and  twelve  years :  I  previously 
paid  several  visits  to  the  colony,  but  I  did  not  settle  here  till  1836. 

2.  In  what  capacity  did  you  make  the  visits  you  speak  of  to  the  colony  ?— As  a  lieutenant  of 
Her  Majesty's  Navy,  in  different  ships. 

3.  How  many  years  were  you  in  the  navy  ? — ^Eighteen. 

4.  During  your  service  in  the  navy  were  you  employed  in  the  surveying  duty  ?— Yes,  I 
have  been  extensively  employed  in  surveying. 


♦  Thwe  extracts  are  deemed  too  yoluminous  to  print;  but  beiog  in  the  hands  of  the  Honorary  SecreUry.  ther  may 
be  read  by  any  member  of  the  Committee.  ^  j»     ^.  «•/ 
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Appendix  No.  78.        5*  And  during  your  residence  in  the  colony  you  have  been  following  the  pursuits  of  m  settlet  ? 
—  .  — Yes. 

^uBtraliar  ^'  ^^"  ^^^^  TdOTQ  recently  been  occupied  in  making  a  survey  for  a  railway,  have  you  not  ? 

7.  Will  you  state  to  the  Committee  the  circumstances  under  which  you  were  induced  to 
undertake  that  duty? — A  move  was  made,  about  two  years  since,  towards  the  establishment 
of  railways  in  the  colony,  when  my  friends  suggested  to  me  that  I  should  interest  myself  in^ 
the  matter ;  and  having  a  good  knowledge  of  the  county  of  Cumberland,  and  the  country 
between  this  and  Goulburn,  I  inspected  it  to  ascertain  whether  a  practicable  line  could  be' 
found. 

8.  You  first  made^  I  believe,  a  very  rough  estimate  tis  to  the  probability  of  forming  a  liaey 
and  subsequently  entered  into  eng^ements  to  survey  it  more  accurately  ? — ^After  examimng 
the  country  between  Sydney  and  Goulburn,  I  made  a  report  to  the  Committee  appointed  by  a 
public  meetinff  of  the  colonists  to  investigate  the  subject,  on  which  it  was  resolved  that  a  sub- 
scription should  be  entered  into  to  defray  the  actual  expenses  to  be  iacurred,  1  volunteering  to 
give  my  services  gratuitously  for  the  present,  but  reserving  a  claim  on  the  plans  (or  my  future 
remuneration.        '  ...  .    . 

9.  Has  this  survey  satisfied  you  of  the  practicability  of.  making  railways  through  the  line  of 
country  which  you  have  passed  over  and  examined? — Without  any  doubt  it  lias  in  Cumber- 
land; but  as  to  the  ascent  to  the  table-land  of  Argyle,  I  caiAiot  give  so  positive  an  opimoa^ 
without  further  experience  of  the  capabilities  of  locon^otives.  .  I  am  strongly  impressed  with 
the  idea  that  it  is  practicable,  but  I  cannot  say  positively.  I  believe  such  an  ascent  lias  never 
yet  been  attained. 

10.  What  is  the  steepest  gradient  ?-T-One  in  30  ;  but  I  allude  more  particularly  to  tfie  wfao^e 
ascent,  2,300  feet :  no  sudi  ascent  hasr  ever  been  attained  that  I  am  aware  of.         .    ,    . 

11.  Within  what  distance  are  you  required  to  make  that  ascent? — Upwards  of  2,000  feet 
of  it  must  be  ascended  within  32  or  33  miles.  This  is  the  great  difficulty  to  be' overcome  in 
carrying  a  railway  to  the  southward.  •  .         . 

12.  To  confine  yourself  at  present  to  the  county  of  Cumberland,  what  is  the  general  charac- 
ter of  the  country  through  which  you  propose  to  carry  the  line  ? — Level. 

13.  Is  the  soil  generafly  soft  or  hard  ?— Soft;  it  is  of  sandstone  formation  throughout,  but  of 
a  soft  nature. 

14.  You  have  read  the  report  of  Mr.  Wilkinson,  an  officer  of  the  Surveyor-Generars  de- 
partment in  New  Brunswick,  recently  printed  by  wder  of  the  Council  ? — I  have. 

15.  What  is  your  opinion  of  the  applicability  of  the  system  of  railroads  referred  to  in  that* 
Report  to  the  circumstances  of  this  colony  ? — It  appears  to  me  generally  applicable,  but  I  con- 
sider that  there  is  a  great  difference  between  the  structure  of  the  soil  of  America  and  that  of 
this  country.  There  it  is  very  soft,  arising  from  the  moisture  of  the  climate,  and  there  b  a 
great  quantity  of  alluvial  deposit  which  is  peculiarly  favourable  to  the  driving  of  piles,  and 
very  unfavourable  to  the  formation  of  earthen  embankments ;  here,  the  soil  is  generally  too 
dry  and  firm  :  it  would  be  impossible  to  drive;piles,;but  timber  may  be  used  extensively  in  the 
place  of  embankments.  The  nature  of  the  timber  in  this  country  is  very  superior  for  that 
purpose  to  anything  that  is  grown  in  America. 

16.  Have  you  ever  been  in  America? — I  have  been  through  the  United  States,  Canada, 
New  Brunswick,  and  Nova  Scotia. 

17.  You  speak,  then,  from  actual  knowledge  as  to  the  timber  and  nature  of  the  soil  gene- 
rally ? — I  do. 

18.  Do  you  allude  to  any  particular  timber  as  suitable  to  the  formation  of  railroads  in  this 
colony  ? — No  j  tlie  iron  bark/  no  doubt,  will  answer  best  for  rails,  but  almost  any  of  the  other 
kinds  will  serve  for  the  sub-structure.     It  is  all  extremely  durable. 

19.  Through  the  country  over  which  you  have  passed,  did  it  appear  to  you  that  there  would 
be  an  ample  supply  of  timber  without  going  to  great  expense  for  carriage  ? — Yes ;  there  \s 
plenty  all  along  the  line,  except  in  the  immediate  vicinity  of  Sydney.  In  fact,  a  great  deal  of 
timber  cut  down  on  the  line  will  answer  for  sleepers;  it  will  raJl  on  the  spot  where  it  is  to  be 
used. 

20.  You  have  printed  the  Report  virhidi  you  made  to  the  Committee,  in  the  shape  of  a 
pamphlet  ? — I  have ;  and  I  beg  to  hand  in  a  copy  for  the  information  of  the  Committee. 
[  Witness  handed  in  the  same.     Vide  Appendix.] 

21.  Will  you  have  the  kindness  to  state  to  the  Committee  upon  what  data  you  make  the 
estimate  with  which  this  Report  concludes  ? — On  the  poUce  and  custom-house  returns  for  the 
year  1847. 

22.  As  to  the  traffic  ? — From  the  books  of  ihe  proprietors  of  the  different  coaches. 

23.  Then  while  you  were  engaged  in  making  this  survey,  you  availed  yourself  of  every  op- 
portunity of  obtaining  information,  with  a  view  of  ascertaining  what  the  traffic  probably  would 
be  when  the  line  was  made  ? — What  the  traffic  actually  was  at  the  time  I  made  the  survey  was 
what  I  endeavoured  to  estimate.  I  rejected  everything  that  did  not  furnish  positive  data  as  to 
what  the  traffic  actually  then  was.  There  is  a  large  amount  of  traffic  now  existing  on  the 
road  of  which  I  have  taken  no  notice. 

24.  Are  you  still  of  opinion  that  the  estimate  you  have  there  made  of  the  probable  cost  of 
the  Kne  is  an  approximation  to  the  truth,  or  do  you  think  that  if  the  railroad  were  made  upon 
the  principles  laid  down  in  Mr.  Wilkinson's  Report,  that  the  expense  would  be  reduced  ? — I  do 
not  see  any  reason  to  alter  my  estimate ;  Mr.  Wilkinson's  Report  has  been  mainly  useful  to 
me  in  confirming  my  pre-conceived  views.  In  my  Report,  I  have  recommended  the  use  of 
timber  very  extensively,  but  it  may  perhaps  be  introduced  with  advantage  in  some  other  worfes^ 

25.  You  do  not  contemplate  the  possibility  of  doing  away  with  any  of  the  embankments  or 
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cuttings  upon  this  scheme  aoy  more  than  upon  your  own  ? — I  do  not.     In  America,  the  piling    Appendix  No.  78, 
system  has  been  found  to  be  vay  advantageous,  from  its  economy,  and  guarding  against  the  — ^ 

serious  evils  arising  from  the  sidcing  of  the  embankments ;  the  surface  of  die  soil  generally        Railways  in 
being  so  soft  as  to  be  incapable  of  bearing  these  great  weights,  and  peculiarly  applicable  to  the  ' 

driving  of  piles.  In  this  country  the  surface  is  of  a  directly  opposite  character ;  it  w6uld  be, 
nnpossible  to  drive  piles  except  in  a  few  instances ;  but  the  same  soil,  that  is,  the  sinking  of  ex- 
tensive embankments,  although  it  will  arise  from  a  totally  different  cause,  must  be  carefully, 
guarded  against,  owing  to  the  uncertain  periods  at  which  heavy  rains  descend  in  this  country; 
the  extensive  embankments  may  remain  for  months  or  years  before  they  become  finally  settled ; 
as  long  as  they  are  dry,  a  safe  foundation  for  the  railway  will  be  obtained,  but  the  first  heavy 
rain  that  falls  must  disorganize  them.  In  other  countries  the  rains  being  more  remilar  and 
frequent,  the  embankments  settle  to  a  considerable  extent  as  they  are  formed.  It  will  require 
a  considerable  judgment  in  constructing  them,  and  it  may  be  necessary  that  we  should  use 
timber  upon  the  same  principle  as  that  proposed  in  the  Report — namely,  to  raise  trestles  to 
carry  the  line  on,  and  tl^n  to  fill  in  with  earth. 

26.  You  allude  to  this  part  of  Mr.  Wilkinson's  Report : — it  saves  much  of  the  cost  of  em- 
banking a  road,  by  being  able  to  transport  the  earth  upon  it  to  fill  the  valleys  and  swamps, 
and  before  it  is  necessary  to  do  this,  the  income  of  the  road  is  providing  for  the  payment  while 
it  is  constructing.  It  preserves  the  line  and  level  of  the  road  after  ths  embankment  is  made ; 
when  roads  are  built  on  fills-and  cuts  without  piles,  the  superstructure  is  continually  liable  to 
be  disturbed  by  the  sinking  of  the  banks,  or  water  settling  in  the  excavations,  much  to  the  injury 
of  passing  trains,  breaking  axles,  and  otherwise  deranging  the  machinery  of  the  engines?** — 
I  do ;  but  it  operates  there  in  a  dififerent  way.  In  America,  the  foimdation  is  so  soft  that  the 
embankments  settle  down  considerably,  as  was  the  case  in  carrying  the  Liverpool  and  Man- 
chester line  across  Chat  Moss. 

27.  {By  Mr,  Lamb.)  Do  jrou  think  that  either  the  piling  or  trestling  without  embankments, 
as  recommended  in  Mr.  Wilkinson's  Report,  is  a  very  valuable  suggestion  in  this  colony,  where 
floods  come,  even  in  very  small  valleys,  with  immense  force  ? — ^There  is  no  doubt  of  it.  I  have 
always  considcnred  that  it  was  necessary  to  cross  any  river  subject  to  inundation  by  means  of 
▼iaducts  formed  of  timber. 

28.  And  even  in  the  smaller  hollows,  would  not  embankments  be  liable  to  danger  from  floods? 
— ^That  depends  upon  the  quantity  of  water  likely  to  descend  from  the  neighbouring  hills^  If 
it  be  not  too  great,  it  would  be  much  better  to  stop  the  surface  water  for  the  improvement  of 
the  country ;  it  will  be  advisable,  where  there  are  small  falls,  to  partially  stop  the  water,  but  to 
allow  it  to  escape  when  it  comes  to  a  certain  height.  I  consider  that  this  plan  will  give  rise  to 
m  great  improvement  to  the  country  generally,  as  owing  to  its  being  principally  formed  of 
sandstone,  lying  in  horizontal  beds,  the  water  escapes  over  the  surface,  without  penetrating  the 
earth  as  it  does  in  all  countries  where  there  is  a  considerable  dip  in  the  strata,  giving  rise  to 
springs,  and  consequently  dispersing  the  waters  more  generally  over  the  surface. 

29.  {By  the  Chairman,)  I  think,  in  a  former  part  of  your  evidence,  you  seemed  to  express 
some  doubt  as  to  the  line  beyond  the  county  of  Cumberland  ? — My  hesitation  was  merely  as  to 
flie  gradients. 

30.  (By  Mr,  Lamb,)  You  are  aware  that  even  steeper  gradients  than  that  you  have  men- 
tioned are  overcome  by  stationary  engines  at  the  tops  of  heights  ? — Yes. 

31.  Are  you  aware  that  of  late  some  experiments  have  been  made,  by  which  the  stationary 
engines  have  been  dispensed  with,  by  means  of  a  rope  taken  from  the  height  and  fastened  to 
the  locomotive  engine,  which  has  a  sort  of  w  indlass  attached  to  it  ? — I  am  not  I  do  not 
expect  we  shall  be  obliged  to  resort  to  stationary  engines.  It  is  specially  with  the  view  of 
ascertaining  the  best  means  of  overcoming  the  difficulties  on  the  line,  having  already  obtained 
an  intimate  knowledge  of  the  localities,  that  I  am  going  to  England.  Improvements  are  taking: 
{dace  so  rapidly  in  these  matters,  that  I  have  no  doubt  before  our  line  can  reach  these  difficul- 
ties, that  means  will  be  discovered  of  easily  overcoming  them,  even  if  it  is  not  to  be  accomplished 
at  present. 

32.  {By  the  Chairman,)  Can  you  state  to  the  Committee  what  proportion,  generally,  of  the 
road  you  nave  surved  passes  through  Government  land ;  or  what  proportion  of  your  estimate 
is  intended  to  cover  the  cost  for  land  ? — In  Cumberland,  the  line  passes  entirely  through  private 
property.  But  from  the  Nepean  to  Goulburn,  I  dare  say  two-thirds  pass  through  Government 
land,  which  is  generally  of  a  very  barren  character.  Almost  all  the  good  land  oetween  Goul- 
burn and  the  Nepean  along  the  line  has  been  purchased  from  the  Government. 

-  33.  (By  Mr,  Lamb,)  flkve  you  have  had  any  communication  with  the  landholders  through 
whose  land  this  contemplated  line  passes,  with  a  view  of  ascertaining  their  feeling  upon  the 
subject  ? — I  think  the  advantages  are  so  great  to  all  landed  proprietors  that  they  would  be  glad 
to  give  the  land  required  for  the  railway. 

o4.  (By  the  Chairman.)  Did  you  find  that  opinion  borne  out  by  communication  with  gentle- 
men to  whom  you  have  spoken  upon  the  subject? — I  diink  so. 

35.  (By  Mr,  Lamb,)  In  the  event  of  the  landholders  not  being  disposed  to  give  the  land,  do 
you  think  that  the  present  minimum  price  of  Crown  land,  1/.  per  acre,  would  be  a  fair  com- 

Cnsation  to  parties  generally  through  whose  land  the  line  passes,  even  in  the  county  of  Cum- 
rland  ? — I  do  ;  20^.  per  acre  woidd  be  a  high  average^  with  the  exception  of  the  immediate 
vicinity  of  Sydney  ?  and  there,  owmg  to  peculiar  circumstances,  I  think  sufficient  land  for  our 
purpose  may  be  obtained  at  a  very  reasonable  rate. 

36.  Without  reference  to  improvements?— Very  little  compensation  will  be  required  for  the 
few  improvements  with  which  the  line  interferes. 

-  37.  (By  the  Chairman.)  Will  you  state  to  the  Committee  what  proportion  of  your  estimate 
of  the  cost  of  the  line  is  intended  to  cover  the  amoomt  of  compensation  for  the  land  that  will 
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Appendix  No.  7d.    t)e  required? — I  have  estimated  3,000/.  for  the  land  in  the  immediate  neighbourhood  of  the 
,—    ,  Sydney  terminus,  and  20*.  per  acre  for  the  land  on  the  rest  of  the  line. 

^AustraJii!"  38.  What  is  the  total  amount  of  the  estimate  for  the  line  to  Rope's  Creek?— 51,941/., 

exclusive  of  superintendence,  to  cover  which  and  allow  for  unforseen  expenses^  I  have  added 
14,485/.,  making  a  total  of  66,426/. 

39.  Do  you  think,  upon  mature  consideration,  that  24  miles  could  be  done  with  that  money  ? 
' — I  believe  so.  I  think  an  effective  line  can  be  made  for  that  amount,  if  wooden  rails  are 
used,  and  the  money  is  judiciously  expended. 

40.  Does  that  include  the  cost  of  engines  ? — Everything. 

41.  Can  you  favour  the  Committee  with  any  inrormation  as  to  the  amount  of  labour  which 
you  consider  would  be  necessary  to  carry  out  a  line  to  Rope's  Creek,  or  any  other  shorter  or  longer 
line  within  the  county  of  Cumberland,  in  the  event  of  a  Company  being  formed  for  that  pur* 
pose  ? — Works  of  this  nature  never  having  been  undertaken  in  this  colony,  it  is  difficult  to 
arrive  at  the  precise  amount  of  labour  necessary.  I  have  made  a  calculation  of  the  number  of 
men  likely  to  be  required,  to  execute  that  portion  of  the  line  which  I  have  recommended  in  my 
Report  to  be  first  undertaken,  that  is,  from  Sydney  to  Rope*s  Creek,  thence  to  Penrith,  and 
from  Rope's  Creek  to  Camden,  comprising  49^  miles.  The  earthen-works  on  this  portion  will 
amount  to  1,010,381  cubic  yards;  allowing  one  man  to  cut  out  six  yftrdsper  day,  561  men 
would  execute  that  quantity  in  300  days  (or  the  working  days  in  one  year) ;  then,  allowing 
200  men  to  carry  the  earth,  761  men  would  be  sufficient  to  complete  the  earthen-works  in  that 
time  ;  for  closing,  fencing,  preparing,  and  laying  down  the  rails,  &c.,  allow  239  men,  and  we 
have  1,000  men  to  execute  the  whole  in  one  year.  This  estimate  is,  I  think,  not  far  from  the 
mark,  but  it  must  greatly  depend  on  whether  the  cutting  takes  place  in  wet  or  dry  seasons. 

42.  Not  including  the  branch  lines  to  Parramatta,  Windsor,  or  Liverpool  ? — No ;  there  will 
be  less  labour  required  on  the  Windsor  or  Parramatta  branches.  I'he  Liverpool  branch  is 
rather  expensive,  owing  to  there  being  a  larger  amount  of  cutting  required. 

43.  {By  the  Colonial  Secretary.)  Have  you  made  any  experiments  with  the  timber  of  this 
country,  to  ascertain  it  eligibility  to  these  purposes  ? — I  have  not,  but  I  have  a  large  collection 
prepared  to  take  to  England  with  me,  to  have  experiments  made  upon  it,  in  order  to  ascertain 
the  qualities  of  the  different  species ;  this  is  actually  necessary  before  we  attempt  to  construct 
our  works. 

44.  Are  these  in  logs,  or  merely  in  small  specimens?— In  small  pieces,  of  the  size  that 
experiments  are  usually  made  on,  but  I  contemplate  also  taking  some  logs  of  iron  bark  and  blue 
gum,  for  the  purpose  of  being  laid  down  as  rails  in  England,  to  ascertain  their  working  by 
actual  experience,  owing  to  our  timber  being  different  from  all  others.  I  consider  that  its 
qualities  should  be  well  ascertained  before  we  commence  the  work ;  a  few  pounds  expended  in 
these  experiments  will  save  thousands  hereafter. 


Appendix. 

Report  on  the  proposed  Railways  in  New  South  Wales,  made  by  Thomas  Woork  to  the 

Provisional  Committee. 
Gentlemen, 

I  have  the  honour  now  to  submit  to  you  the  survey  which  I  have  completed,  under  your  autho- 
rity, with  a  view  to  the  establishment  of  a  great  line  of  railway  between  Sydney  and  Goulburn,  traversing 
the  counties  of  Cumberland,  Camden,  and  Argyle,  and  connecting  the  principal  townships  therein. 

In  taking  a  general  view  of  the  country  to  be  traversed,  I  find  that  the  greatest  difficulties  we  have 
to  overcome  lie  between  the  county  of  Cumberland  and  the  Mittagong  Range,  in  Camden,  not  only  on 
account  of  the  uneven  surface  of  that  part  of  the  country,  but  from  the  great  and  sudden  elevation  that 
must  be  attained  to  cross  that  range. 

The  formation  of  this  portion  of  the  country  is  principally  sandstone,  lying  in  horizontal  strata,  of  so 
soft  a  nature  as  to  be  easily  cut  into  fissures  by  the  action  of  the  running  streams,  the  sides  of  which 
are  continually  crumbling  away,  and  opening  into  extensive  ravines  from  atmospheric  influences^  which 
have  been  at  work  for  ages. 

This  gives  rise  to  the  unusual  appearance  the  rivers  of  this  country  often  present,  for  where  they 
pass  over  the  sandstone  formation,  they  traverse  the  country  in  deep  ravines,  the  sides  of  which 
are  mostly  precipitous,  and  in  some  cases  terrific  to  behold  ;  then,  suddenly  breaking  from  this,  they 
enter  into  tracts  of  a  totally  different  geological  structure,  where  they  gently  meander  between  grassy 
banks,  formed  principally  of  alluvial  deposits ;  and  so  abruptly  do  these  changes  take  place  as  to  have 
a  very  singular  and  picturesque  effect. 

The  streams  descending  from  the  Mittagong  Range  into  the  Nepean  River,  all  passing  over  sandstone 
formation,  have  cut  the  country  into  a  series  of  deep  ravines,  most  of  them  of  an  impassable  character; 
to  cross  any  of  these  by  a  railroad  must  always  be  a  work  of  considerable  difficulty  and  expense.  For- 
tunately they  generally  take  the  direction  we  have  to  traverse  in  order  to  reach  Qoulbum,  otherwise  the 
formation  of  a  railroad  would  be  extremely  difficult ;  but  by  taking  advantage  of  the  leading  ridges 
between  these  rivers  (some  of  which  are  very  level),  a  railroad  may  be  formed  at  a  moderate  expense. 

The  elevation  of  the  gap  in  the  Mittagong  Range  (through  which  I  propose  to  carry  the  line),  being 
the  lowest  point,  is  2,330  feet  above  the  level  of  the  sea,  and  this  rise  takes  place  principally  between 
the  Nepean  Kiver  and  the  range,  for  the  course  of  that  river  is  extremely  level,  and  not  much  above  the 
sea  at  the  points  of  crossing  it,  being  at  Vermont,  97  miles  from  its  mouth  in  Broken  Bay,  only  128  feet; 
at  Camden  145  feet ;  and  at  the  Pheasant's  Nest,  where  the  eastern  line  crosses  about  250  feet  above 
the  sea,  consequently  an  ascent  of  upwards  of  2,000  feet  must  be  attained  between  the  Nepean  River 
and  the  gap  in  the  Mittagong  Range. 

The  attainment  of  this  elevation,  by  such  inclines  as  may  be  worked  with  safety  and  economy  is,  I 
conceive,  an  object  of  the  first  importance.  I  have  consequently  given  the  most  anxious  attention  to  this 
point,  for  there  are  no  obstacles  either  within  the  county  of  Cumberland,  or  between  Bong  Bong  and 
Croulbum  that  may  not  be  overcome  with  comparative  easet] 
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To  traverse  the  country  thus  described,  two  district  routes  may  be  taken,  as  far  as  the  Mlttagong    Appendix  No.  78* 
Range. 

(^  across  the  Cataract  and  Nepean  Rivers,  through  the  estate  of  Sir  Thomas  Mitchell,  and  up  the 
ridge  that  lies  between  the  Nepean  and  Bargo  Kivers  to  the  Range.  This  I  designate  The  Ecutem 
Line, 

The  other  crossing  the  Nepean  River  at  Vermont,  and  passing  through  the  Oaks  country,  up  a  parallel 
ridge  that  lies  between  the  Bargo  and  the  Natai  rivers,  which  may  be  termed  The  Western  Line. 
.  These  three  rivers  take  their  rise  in  the  Mittagong  range,  and  flow  to  the  northward  in  a  nearly 
parallel  direction,  leaving  two  lengthened  ridges  between  them. 

In  comparing  the  two  lines,  I  find  a  saving  in  distance  of  10  miles  on  the  eastern,  the  whole  dis- 
tance to  Goulburn  by  it  being  122  miles,  while  that  by  the  western  is  132  miles;  but  in  considering 
the  elevations,  I  find  that  the  distance  between  the  point  of  crossing  the  Nepean  river*  at  East  Bargo, 
on  the  eastern  line,  and  the  point  where  the  lines  conjoin  near  the  Gap  in  Mittagong,  is  16  miles; 
while  that  between  the  Nepean,  at  Vermont,  and  the  same  point  on  the  western  line,  is  34  miles; 
consequently  we  have  a  base  on  the  western  line  of  more  than  twice  the  length  of  that  on  the  eastern 
to  enable  us  to  gain  this  great  elevation,  namely,  2,000  feet.  This  is  a  matter  of  considerable  import** 
ance,  and  gives  the  western  line  a  decided  advantage  over  the  other,  as  the  inclines  will  consequently  be 
more  gradual. 

For  instance,  in  comparing  the  immediate  ascent  to  the  high  land  of  Mittagong,  which  is  the 
greatest  difficulty  to  be  surmounted  on  either  line,  that  at  the  Little  Forest  on  the  eastern  line  rises  306 
feet  in  a  mile  for  2,160  yards,  or  about  a  mile  and  a  quarter,  which  would  form  an  incline  of  1  in  21» 
while  that  at  the  wall  on  the  western  line  rises  170  feet  in  the  mile  for  the  distance  of  three  miles, 
making  an  incline  of  1  in  30,  which  I  imagine  is  as  much  as  any  locomotive  engine  can  perform. 

In  reviewing  the  difficulties  to  be  overcome  in  the  construction  of  these  two  lines,  I  find  that  those 
on  the  eastern  are  of  much  greater  magnitude  than  those  on  the  western,  as  the  former  takes  its  direction 
across  two  of  the  ravines  already  described. 

The  point  of  crossing  the  Cataract  River,  as  shown  in  the  plan,  is  514  wide,  and  241  feet  deep,  the 
sides  of  this  chasm  being  formed  for  the  most  part  of  perpendicular  walls  of  rock  ;  and  the  crossing  of 
the  Nepean  River,  at  the  Pheasant's  Nest,  also  on  the  eastern  line,  is  875  feet  wide,  and  295  feet  deep, 
firom  the  edge  of  the  cliflT,  but  the  depth  from  the  banks  on  each  side  is  350  feet,  exceeding  the  Menai 
Strait,  at  the  point  where  the  Britannia  Bridge  is  now  being  constructed  by  that  most  ingenious  engi* 
neer,  Mr.  Stephenson ;  but  such  works  are  quite  beyond  the  means  of  this  country.  Sir  Thomas 
Mitchell  has  proposed  to  cross  them  by  taking  advantage  of  the  neighbouring  water-courses,  and  de* 
scending  into  the  chasm ;  but  such  a  plan  I  conceive  wholly  inadmissible  for  a  railway  ;  for  although 
very  practicable  for  turnpike-roads,  the  danger  of  such  a  descent  on  the  sudden  curves  that  would  be 
here  unavoidable,  renders  it  highly  objectionable,  if  not  altogether  impracticable. 

The  most  extensive  works  required  on  the  western  line  are  the  bridge  and  viaduct  across  the  north 
head  of  Bargo  River,  where  the  gully  is  98  feet  deep ;  and  that  across  the  Deep  Creek,  near  Vermont, 
which  would  require  a  viaduct  400  feet  long,  and  98  feet  high,  over  the  watercourse,  lessening  to  40 
feet  at  each  extreme. 

The  difficulties  of  the  eastern  line  here  pointed  out  led  me  in  the  first  instance  to  search  for  a  more 
convenient  one,  without  any  reference  whatever  to  the  future  traffic ;  for  taking  into  consideration  the 
great  elevation  of  the  county  of  Argyle,  which  it  was  our  object  to  reach,  the  question  with  me  was — 
whether  it  was  possible  to  find  any  practicable  line  ?  Not  that  having  a  choice  of  lines,  I  might  consider 
which  was  the  best ;  but  in  this  point  I  find  the  western  line  has  also  a  decided  advantage  over  the 
eastern,  as  the  first  24  miles  of  it  (starting  from  Sydney),  which  runs  directly  into  the  centre  of  Cum* 
berland),  will  answer  as  a  trunk  line,  affording  great  facility  for  extending  branch  lines  to  the  diflferent 
towns,  collecting  all  the  produce,  and  affording  communication  through  every  part  of  the  county.  That 
to  Penrith  will  provide  accommodation  to  the  Bathurst,  Wellington,  and  Mudjee  districts,  so  that  in 
point  of  fact,  the  whole  of  the  wool,  tallow,  hides,  &c.,  exported  from  the  port  of  Sydney,  with  the 
exception  of  that  received  coastwise,  and  all  the  produce  of  the  country  consumed  there  must  pass  over 
this  trunk  line ;  it  would  also  have  the  advantage  of  the  conveyance  of  all  the  internal  mails,  and  of 
affording  direct  communication  between  the  northern  and  southern  parts  of  Cumberland,  as  well  as  con« 
necting  them  with  Sydney. 

Whereas  the  eastern  line  passing  along  the  eastern  verge  of  the  county,  can  only  afford  communica- 
tion to  Campbell  Town  and  Appin ;  it  is  excluded  from  extending  branch  lines  into  the  centre  of  Cum* 
berland,  unless  at  considerable  expense,  by  having  a  range  of  high  land  immediately  to  the  northward, 
extending  in  a  parallel  line  from  the  Orphan  School  Hills  to  the  Nepean  River. 

The  western  line  passes  through  a  much  more  productive  country  than  the  eastern. 

Taking  these  circumstances  into  consideration,  I  have  been  so  impressed  with  Uie  superiority  of  the 
western  line,  that  my  attention  has  been  devoted  chiefiy  to  the  details  of  it,  and  I  have  made  a  minute 
survey  throughout  its  whole  extent,  comprising  the  branch  lines  to  Windsor,  Penrith,  Parramatta^ 
Camden,  and  Liverpool.  Either  the  Penrith  or  Windsor  lines  may  be  hereafter  extended  to  Bathurst, 
as  may  be  found  practicable,  and  the  Liverpool  line  I  purpose  carrying  on  through  Campbell  Town  to 
Appin,  so  as  to  give  those  districts  the  benefit  of  railway  communication  in  common  with  the  rest  of 
the  colony. 

The  line  proposed  by  Menangle  Ford  being  open  to  all  the  objections  of  the  eastern  line,  with  the 
additional  inconvenience  of  being  obliged  to  cross  the  Nepean  River  at  a  lower  level  than  the  Pheasant's 
Nest,  and  of  being  so  confined  between  that  river  and  the  Razorback  Range,  that  we  should  be  obliged 
to  cross  all  the  spurs  extending  from  the  Range  at  considerable  expense  and  deviation  from  a 
straight  line,  I  have  not  thought  it  advisable  to  delay  bringing  forward  this  Report  by  minutely 
examining  it. 

The  direction  of  the  line  I  described  when  last  I  had  the  honour  of  reporting  to  you,  has  been  scarcely 
deviated  from,  with  the  exception  of  the  neighbourhood  of  Parramatta.  where  I  found  that,  instead  of 
diverting  the  main  Hue  firom  its  direct  course  between  Sydney  and  Prospect,  in  order  to  approach  that 
town,  it  was  necessary  to  keep  a  higher  level  crossing  the  ridge  which  /livides  the  waters  of  Prospect  Creek 
from  those  of  the  Parramatta  River,  more  to  the  southward,  and  avoiding  the  high  land  in  Sherwin's 
estate,  but  I  have  carried  a  branch  line  from  Haslem  Creek  into  the  town. 

Had  the  main  line  been  carried  into  Parramatta,  as  I  originally  proposed,  we  should  first  have  to 
descend  nearly  to  the  level  of  high  water,  losing  the  elevation  already  gained,  and  having  afterwards  to 
ascend  a  much  higher  level  than  where  we  now  cross  the  ridge.    The  waste  of  tractive  power  both  ways 
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Appendix  No.  78.    woutd  necessarily  be  gi«at,  besides  the  increased  distance ;  and  when  it  is  taken  into  oonsideration  that 
- —  nearly  the  whole  traffic  by  land  between  Sydney  and  the  interior  of  the  colony  will  pass  along  this  line. 

Railways  in         the  loss  wonld  be  very  considerable. 

Australia.  Whereas  a  branch  line  will  afford  equal  advantages  to  Ae  town  and  surrounding  disteict,  and  not' 

cause  any  additional  expense  to  a  Company ;  for  were  the  mam  lind  to  pass  nearer  to  Parramatta  the 
branch  to  Liverpool  must  be  extended  in  proportion. 

In  dealing  with  the  main  line,  I  have  divided  into  three  sections  : — 

.  The  first*  which  may  be  called  the  Northern  Section^  comprises  that  pari  of  the  line  extending  from 
Sydney  to  the  Nepean  River,  being  40  miles  in  length. 

The  second,  or  Middle  Section,  comprising  that  portion  between  the  Nepean  River  and  Bong  Bong, 
44  miles. 

The  third,  or  Southern  Section^  from  Bong  Bong  to  Goulbum,  46  miles. 

The  northern  and  southern  sections  of  die  line  are  comparatively  level,  while  in  the  middle  section 
the  great  rise  in  the  country  takes  place,  consequently  the  working  of  the  two  former  sections  will  be 
less  expensive  than  the  middle,  and  the  northern  less  than  either,  and  it  is  probable  that  engines  of  dif- 
ferent power  will  be  required  to  work  each ;  but  these  are  matters  on  which  it  would  be  premature  in 
me  to  hazard  an  opinion — they  must  remain  for  future  consideration,  when  the  experience  of  English 
engineers  is  brought  to  bear  on  the  local  information  I  have  collected. 

Having  obtained  the  best  section  I  could  find  of  the  intervening  country,  it  next  became  my  duty  to 
lay  down  the  gradients — ^these  I  found  considerable  difficulty  in  determining  on,  from  the  absence  of 
anything  like  authentic  information  as  to  the  capabilities  of  the  improved  locomotive  engines,  and 
from  the  want  of  experience  in  the  practical  working  of  railroads ;  besides,  as  we  are  in  hopes  of 
introducing  rails  composed  of  our  hard  timber  in  lieu  of  the  iron  generally  used,  a  somewhat  new* 
system  must  be  adopted  in  this  colony,  and  experimentalized  on,  before  a  correct  judgment  can  be  come 
at.  Were  the  country  all  as  level  as  Cumberland,  I  apprehend  there  Would  be  no  difficulty,  but  in  th« 
great  ascent  to  Argyle,  the  powers  of  the  engine  will  be  tested  to  the  utmost,  and  every  advantage  must= 
betaken. 

I  have,  however,  attempted  it,  in  order  to  come  at  the  probable  expense  of  constructing  the  line,  and 
although  it  is  probable  some  of  the  gradients,  particularly  those  in  Camden  and  Argyle,  will  require 
to  be  altered,  still  I  find  from  information  I  have  since  received  from  England,  that  the  estimate  I 
formed  of  the  capabilities  of  the  engine  has  been  pretty  correct,  and  that  the  alterations,  if  any,  will  be 
alight,  and  not  materially  affect  the  general  estimate. 

Before  entering  on  the  gradients,  I  beg  to  transcribe  the  extract  I  have  received  from  England  on  that 
subject :  it  is  very  satisfactory,  and  of  considerable  importance  to  us,  as  giving  us  data  from  which  we 
may  now  draw  correct  conclusions  :«— 

*^  The  difference  of  expense  in  construction  between  a  line  of  first-class  gradients,  as  it  was  called, 
t.  «.,  none  steeper  than  1  in  200,  and  one  of  second-class  gradients,  rising  up  to  1  in  100,  was  frequently 
not  less  than  10,000/.,  20,000/.,  or  even  80,000/.  per  mile.  The  London  and  Birmingham,  Great 
Western,  and  Brighton  lines,  for  instance,  averaging  about  50,000/.  per  mile,  while  the  Grand  Junction 
and  South  Western  did  not  exceed  from  20,000/.  to  25,000^.  Experience  has  fully  proved,  that  no 
saving,  either  of  time  or  economy  of  working,  has  been  attained  at  all  commensurate  with  this  enormous 
additional  outlay  of  capital.  Indeed,  in  many  cases,  cheaply  constructed  lines  have  been  worked  at  an 
equal  or  less  expenditure  for  locomotive  power,  and  at  as  high  an  average  velocity  as  lines  constructed 
at  twice  the  expense. 

^*  This  is  so  universally  admitted,  that  such  gradients  as  were  formerly  thought  objectionable,  are 
DOW  adopted  eveiy  day  as  a  matter  of  course ;  and  as  the  capabilities  of  the  locomotives  have  been 
enlarged,  gradients  of  a  class  which  would  have  been  a  few  years  ago  altogether  impracticable,  have 
come  into  general  use. 

**  It  is  important  to  ascertain,  by  reference  to  actual  practice,  the  remilts  that  have  been  already 
arrived  at,  and  which  must  be  taken  as  starting  points  to  guide  us  in  the  consideration  of  any  new  scheme. 

*^  The  Lickey  incline,  on  the  Birmingham  and  Gloucester  Railway,  is  a  conclusive  proof  that  a  gra- 
dient in  1  in  37^  for  a  length  of  two  miles  three  chains,  may  be  worked  by  the  aid  of  an  engine  con- 
structod  for  the  purpose,  without  serious  inconvenience  to  an  extensive  traffic.  It  is  also  a  proof  that  such 
an  incline  may  be  descended  without  danger,  by, the  force  of  gravity,  regulated  by  the  action  of  breaks. 

"  The  Sutton  incline  of  1  in  88,  on  the  Liverpool  and  Manchester  Railway,  is  surmounted  by  the 
ordinary  trains  of  that  railway,  whose  traffic  is  of  a  very  heavy  description,  with  a  single  locomotive  engine. 
,  ''  Ou  the  Newcastle  and  Carlisle  line,  an  incline  of  1  in  106  for  four  miles  cousecutively  is  sur- 
mounted by  the  ordinary  trains  of  that  railway  without  difficulty  or  delay. 

*'  The  use  of  a  stationary  engine  for  ascending  an  incline  on  the  Manchester  and  Leeds  Railway  from 
the  Victoria  Station,  which  is  1  in  59  for  1,000  yards,  and  1  in  49  for  640  yards,  has  been  in  a  great 
measure  discontinued,  the  ordinary  engines  being  found  capable  of  taking  up  it  heavy  passenger  and 
goods  trains  of  not  less  than  80  tons  weight 

*'  On  the  Edinburgh  and  Glasgow  Railway,  stationary  power  has  also  been  discontinued,  the  loco- 
motive engines  being  found  a  more  efficient  and  economical  substitute  on  the  Glasgow  incline  of  1  in 
42  for  M  mile  ;  and  recently  the  locomotive  engine  has  been  equally  substituted  for  stationary  power 
on  the  inclined  planes  of  the  London  and  Birmingham  Railway,  from  the  Euston-square  terminus  to 
Camden  Town,  parts  of  which  are  1  in  66  and  1  in  75. 

"  Many  other  facts  of  a  similar  nature  might  be  quoted,  but  the  above  seem  quite  sufficient  to  esta* 
blish  the  general  propositions* 

*^  1st  That  gradients  of  1  in  50  to  1  in  100  are  perfectly  practicable  to  the  ordinary  locomotive  engines 
with  moderate  loads. 

**  2ud.  That  gradients  up  to  1  in  Sli,  or  higher,  may  be  surmounted  by  heavy  trains,  with  the  aid  of 
an  assistant  engine  of  peculiar  construction. 

**  The  application  of  these  focts  requires  modi  discrimination.  Nothing  can  be  more  ialladous  than 
a  mere  comparison  of  gradients,  upon  two  lines,  without  reference  to  the  peculiar  drcumstances. 

*'  Experience  seems  also  to  establish,  that  under  these  circumstances,  t.  e.,  of  a  large  local  traffic,  with 
frequent  trains,  light  loads,  and  numerous  stoppages,  the  traffic  may  be  conducted  not  only  with  far 
gieater  economy,  but  also  without  loss  of  speed  or  other  inconvenience  to  the  pnblic 

*'  A  remarkable  instance  of  this  is  afforded  by  the  working  of  the  traffic  between  Oldham  and  Man- 
cheater,  which  has  to  pass  over  mclines  of  1  in  59,  1  in  48,  and  1  in  27*  for  two  miles,  the  whole  dis- 
tance being  seven  miles,  and  the  gradients  for  the  remaining  five  miles  1  in  150. 
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^*  Ten  trains  are  run  each  way,  carrying  on  ah  average  of  1,200  paateogera,  and  300  tons  of  goodsi    i^ppcndiz  Nou  7^. 
per  day,  at  an  average  speed  of  22  miles  per  hour.  — - 

^*  The  working  of  the  North  Union,  Newcastle  and  Carlisle,  and  other  lines,  also  afford  a  proof,  that       Railways  m; 
•with  light  trains  the  efiect  of  steep  gradients  on  iq[)eed  is  very  limited.  Australia. 

**  The  experience  of  the  cases  above  quoted  appears  also  sufficient  to  show  that  gradients  ranging  from 
1  in  100,  up  to  1  in  50,  or  even  a  higher  inclination,  may  be  worked,  under  ordinary  circumstancea, 
with  \)tx\tci  safety. 

•*  2nd.  With  regard  to  curves : — 

^*  On  this  point,  also,  practical  experience  has  led  to  a  great  modification  of  the  ideas  formerly  enter- 
,Uined. 

''  The  Newcastle  and  Carlisle  Railway  presents  an  instance  of  a  line  which  is  almost  one  continued 
^iccession  of  carves,  of  every  degree  of  curvature,  up  to  eight  chains  radius,  and  with  steep  inclines, 
being  worked  with  economy  and  safety. 

^'  llie  Manchester  and  Liverpool  Railway  Company,  in  their  extenaion  line  through  Salford,  have  in- 
troduced curves  bending  in  a  serpentine  direction,  two  of  which  have  radii  of  10  and  12  chains 
respectively,  over  which  all  their  trains  pass  daily. 

'*  The  Manchester  and  Leeds  line  has  two  curves  of  10  chains  radius,  away  from  any  station,  and  oa 
a  gradient  of  1  in  82,  over  which  their  trains  have  been  worked  for  upwards  of  four  years  without  the 
slightest  accident  or  practical  inconvenience." 

From  this  it  will  be  seen  that  the  expense  of  forming  railroads  in  En«:land  is  enormously  decreased, 
aimply  by  the  improvements  effected  in  the  locomotive  engines ;  that  inclinations  that  a  few  years  since 
-it  was  thought  impracticable  to  ascend,  are  now  traversed  with  ease ;  consequently  there  is  no  occastoa 
for  tunnelling  through  mountains,  or  cutting  through  hills  at  a  ruinous  expense,  as  the  engine  has 
become  so  powerful  as  to  drag  loads  of  80  or  100  tons  over  considerable  heighu;  and  when  that  is  not 
to  be  done,  it  can  take  the  load  round  the  base  of  the  hills  in  safety. 

This  affords  us  every  encouragement  to  proceed,  and  I  trust  will  be  the  means  of  dispelling  the  prer 
-Talent  apprehension  of  the  great  cost  of  these  works. 

In  reviewing  the  enulients,  as  I  have  laid  them  down  in  the  northern  section  and  extended  branches 
that  is,  throughout  the  county  of  Cumberland,  it  will  be  found  that  they  range  from  1  in  60  upwards ; 
there  are  none  higher,  and  only  six  that  reach  this  pitch,  the  longest  of  which  is  a  mile  and  a  quartet* 
These,  according  to  the  foregoing  statement,  can  be  worked  with  ease  by  a  locomotive  engine  of  the 
ordinary  power,  consequently  all  the  lines  throughout  Cumberland  may  be  worked  without  difficulty  at 
jmusual  expense. 

I  have  seen  no  reason  to  cause  me  to  alter  my  original  proposition  of  fixing  the  Sydney.  Terminus  at 
the  head  of  Darling  Harbour,  where  there  is  great  facility  for  shipping  and  receiving  goods  conveyed 
by  water,  and  also  of  opening  a  communication  with  the  main  street  at  the  bottom  of  Brickfield-hill,  f^ 
the  convenience  of  passengers  and  light  goods. 

Starting  from  this  point,  the  line  will  ascend  the  ridge  to  O'Connell  Town,  where  it  gains  a  height  gf 
111  feet  above  high-water  level,  by  a  gradient  of  1  in  60,  2,383  yards  in  length,  passing  over  Black- 
wattle  Swamp  on  a  brick  viaduct  of  15  arches,  each  of  30  feet  span,  and  over  Parramatta-street  on  a 
hatdsome  askew  bridge  of  sandstone.  This  bridge  will  have  two  arches  of  30  feet  span  each,  and  15 
fset  high  over  the  roadway,  and  two  smaller,  of  8  feet  span  over  the  footways,  the  whole  forming  a  very 
handsome  object  at  the  principal  entrance  to  the  city. 

The  cuttings  on  this  gradient  amount  to  30,600  cubic  yards.  We  then  traverse  a  level  of  4b3  yards, 
skirting  O'Connell  Town,  when  we  are  obliged  to  descend  22  feet,  on  a  gradient  of  1  in  170,  in  order 
to  traverse  a  valley  in  Cooper  and  Holt's  Land,  and  again  Mcend  1  in  91,  to  cross  the  Petersham 
Hills.  The  embankment  across  this  valley  is  the  heaviest  on  this  section  of  the  line,  containing 
44,081  cubic  yards.  The  level  might  be  preserved  without  this  cutting,  but  at  the  sacrifice  of 
making  a.  considerable  detour.  We  now  find  ourselves  141  feet  above  high-water  mark,  which  I  may 
here  remark  is  dated  from  a  course  in  the  masonry  3  feet  8  inches  below  the  Steam  Packet  wharf 
head  at  Paramatta,  and  are  again  obliged  to  descend  to  crocs  Iron  Creek,  near  the  spot  where  the 
Canterbury  road  crosses  it,  by  a  gradient  of  1  in  71,  1,866  yards  long.  There  is  another  very  heavy 
.embankment  here  of  35,312  cubic  yards,  which  is  procured  from  the  cuttings  in  Petersham.  We  now 
ascend  the  last  considerable  rise  to  Asbfield  (for  after  passing  this  village  the  country  becomes  more 
level),  on  a  gradient  of  1  in  67, 1,333  yards  in  length,  when  we  are  again  at  a  height  of  115  feet  above 
.the  datum  line. 

Our  next  gradient  is  descending  to  Baron*s  Creek,  1  in  60,  1,466  yards,  running  on  a  curve,  with  a 
radius  of  3,000  feet,  and  at  the  end  of  the  gradient  another  curve  extends  of  2,080  feet  radius.  These 
curves  may  be  enlarged,  on  more  minute  examination,  but  at  the  time  I  measul^ed  them,  not  knowing  to 
what  extent  they  could  be  worked  with  safety^  I  made  another  section  of  a  different  line,  that  avoids 
them,  but  on  which  the  cuttings  are  more  extensive. 

Up  to  this  point  the  line  describes  a  curve  in  its  geneml  direction,  but  from  hence  it  pursues  neariy 
A  straight  line,  west  a  little  northerly,  to  Rope's  Credc,  a  distance  of  11  miles.  From  Baron's  Creek  to 
Haslem  Creek  station,  which  is  10]^  miles  from  Sydney,  and  from  which  it  is  proposed  to  extend  branch 
•lines-to  Paramatta  and  Liverpool,  the  line  is  formed  by  gradients  of  1  in  149,  1  in  92, 1  in  281,  1  in 
98, 1  m  64  of  750  yards,  a  level  of  1,530  yards,  and  1  in  60  of  888  yards. 

The  cuttings  up  to  this  point,  amounting  to  324,413  cubic  yards,  or  30,819  cubic  yards  per  mile; 
.they  are  heavier  than  on  any  other  part  of  the  line,  in  consequence  of  the  hilly  nature  of  the  country 
about  Sydney. 

Leaving  Haslem  Creek  station,  we  pass  over  the  ridge  between  that  creek  and  Duck  River,  on  an  as- 
cending gradient  of  1  in  60,  950  yards,  and  a  descending  of  1  in  70  of  1,333  yards.  Crossing  Duck 
,&iTer  we  ascend  1  in  70,  1,100  yards,  and  then  pass  over  gradients  of  1  in  81,  1  m  183,  1  in  1 10,  1  in 
433, 1  in  77,  966  yards,  and  1  in  90,  ascending ;  1  in  93,  950  yards,  1  in  89  of  800  yardp,  1  in  158, 
1  in  615,  1  in  107,  1  in  984,  1  in  60  of  800  yards,  and  1  in  76  of  733  yards,  descending  to  Eastern 
Creek,  from  which  the  Windsor  branch  extends ;  then  1  in  90  of  600  yards,  1  in  100,  1  in  75  of 
.1,100  yards,  ascendmg ;  and  1  in  75  descending  to  Rope's  Creek,  of  1,633  yards  in  length* 

We  are  now  nearly  24  miles  from  Sydney,  and  182  feet  above  high-water  level. 

It  is  on  this  creek  I  propose  placing  the  principal  internal  station,  as  from  this  point  would  diverge 
*the  lines  to  Penrith  and  Bathurst,  and  through  it  me  communication  between  the  northern  and  southern 
psxts  of  Cumberland  will  pass. 

From  Haslem  Creek  station  to  this  point  the  cuttings  will  amount  to  324,413  cubic  yards,  on  m 
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Appendix  No.  78.  aTerage  of  24,1 16  cubic  yards  per  mile ;  and  there  beings  32  bridges  required  for  crossing  roads,  water 
courses,  and  for  accommodation  between  Sydney  and  this  creels,  the  average  will  be  1^  for  each  mile. 
There  will  also  be  35  culverts  required. 

From  Rope's  Creek  station  the  main  line  takes  a  more  southerly  direction,  and  falls  into  a  very  level 
country,  on  the  banks  of  the  South  Creek,  passing  through  Bailey  Park  and  Fleurs,  the  estates  of  Major 
Darvall  and  his  son. 

After  ascending  a  gradient  of  1  in  66  for  666  yards,  the  main  line  descends  for  two  miles  on  gradients 
of  1  in  114,  and  1  in  133  ;  the  next  five  miles  are  on  a  level,  and  two  gradients  of  1  in  714,  and  1  in 
647,  crossing  the  South  Creek  at  six  miles  from  Rope's  Creek  station ;  it  then  ascends  1  in  176  for 
1,466  yards«  at  which  point,  on  the  banks  of  the  South  Creek,  in  Captain  King's  estate,  called  Bellevue, 
the  Camden  branch  takes  off. 

This  station  will  be  eight  miles  from  Rope's  Creek,  and  nearly  32  miles  from  Sydney,  although  only 
176  feet  above  the  sea. 

The  cuttings  on  these  eight  miles  are  very  light,  being  only  68,406  cubic  yards,  or  8,551  cubic  yards 
per  mile. 

We  now  commence  a  continuous  ascent  of  3^  miles,  in  order  to  cross  the  ridge  that  separates  these 
waters  from  the  Nepean  River,  on  gradients  1  in  75,  1  in  95,  1  in  166,  and  1  in  86,  passing  through 
the  estates  of  Captain  Ring,  R.N.«  Messrs.  Hutchinson  and  Lkldington,  to  Greendale,  the  estate  of 
George  Wentworth,  Esq.,  at  which  point  it  gains  the  summit  level  of  this  section  of  the  line,  being  373 
feet  above  the  datum  line. 

In  descending  from  this  we  have  the  heaviest  gradient  on  the  line,  being  1  in  60  for  2,466  yards,  or 
not  quite  a  mile  and  a  half.  We  continue  descending  the  Bringelly  Creek,  leaving  the  estates  of  Shan- 
•camore  on  the  right  and  Vermont  on  the  left,  by  gradients  of  1  in  164, 1  in  975,  1  in  106,  and  1  in  230, 
till  we  reach  the  Nepean  River,  40  miles  from  Sydney. 

The  bed  of  the  river  is,  at  this  point,  128  feet  above  high-water  level,  but  as  the  line  passes  40  feet 
over  it,  our  level  is  168  feet. 

Here  it  is  probable  a  more  extensive  station  will  be  required  to  facilitate  the  repairs  of  the  heavier 
-engines  that  will  be  required  for  the  next  section  of  the  line,  and  that  assistant  engines  may  be  at  hand 
if  required,  to  assist  heavy  trains  up  the  long  inclines  on  the  Eurethe  Range.  The  cuttings  on  the 
last  8i  miles  amount  to  104,114  cubic  yards,  averaging  12,607  cubic  yards  per  mile. 

There  will  be  25  bridges  required  to  cross  roads,  water  courses,  and  for  accommodation  between 
Rope's  Creek  and  this  station,  averaging  H  to  the  mile ;  also  22  culverts. 

I  shall  now  review  the  branch  lines,  as  they  come  under  the  same  class  of  gradients  as  the  northern 
-section  does. 

To  commence  with  that  to  Penrith,  being  of  the  greatest  importance*  in  consequence  of  its  leading 
to  the  present  line  of  road  from  Bathurst,  the  line,  after  leaving  Rope's  Creek,  continues  the  direction 
of  the  main  trunk,  west  a  litt'e  northerly,  and  runs  nearly  straifijht  to  Penrith,  passing  through  Erskioe 
Park,  the  estate  of  Major  Darvall,  Mamre,  Sir  Maurice  O'Connell's  property,  and  that  of  Messrs. 
Smith,  Tindall,  and  Mrs.  M*Henry,  leaving  the  town  of  Penrith  on  the  left,  and  terminating  on  the 
bank  of  the  Nepean  River. 

It  first  ascends  I  in  155,  for  a  little  more  than  a  mile,  then  descends  1  in  60,  1,300  yards ;  1  in 
306,  1  in  63,866  yards,  and  1  in  111,  tiU  it  reaches  South  Creek  on  a  level,  3}  miles  from  Rope's 
Creek  Station  ;  it  then  ascends  1  in  62,  1,466  yards;  descends  1  in  69,666  yards;  again  ascends  1  in 
63,  1,200  yards,  where  it  arrives  at  an  elevation  of  190  feet,  on  the  top  of  the  same  ridge  that  the 
main  line  crosses  at  Ghreendale,  as  that  rid^e  extends  for  a  considerable  way  along  the  right  bank  of 
the  Nepean  River.  It  here  descends  1  in  60, 1,033  yards,  passes  along  a  level,  and  ascends  1  in  76, 
1,016  yards,  then  descends  1  in  63,  and  1  in  140,  to  the  level  of  the  banks  of  the  Nepean,  the  bed  of 
which,  at  this  point,  is  72  feet  above  high- water  level. 

This  branch  is  9^  miles  in  length,  making  the  banks  of  the  liver  33}  miles  from  Sydney. 

The  cuttings  amount  to  166,312  cubic  yards,  averaging  18,410  cubic  yards  per  mile. 

There  will  be  1 1  bridges  wanted,  averaging  1 5-  per  mile  and  6  culverts. 

The  Camden  Branch  leaves  the  main  line  in  Captain  King's  estate,  Belle vue,  and  passes  up  the 
left  bank  of  the  South  Creek  through  the  Retreat  Farm,  Alfred  Kennerley,  Esq.,  the  Hutchinson  estate^ 
Nonnorah  and  Netherbyers,  the  estates  of  M.  D.  Hunter,  Esq. ;  a  part  of  Orielton,  and  Kirkham,  the 
property  of  John  Oxley,  Esq. 

The  banks  of  this  creek  are  particularly  level  throughout,  and  little  more  will  be  required  than 
forming  the  road  before  laying  the  rails  down. 

The  gradients  are  1  in  620,  and  1  in  300  for  four  miles.  We  then  leave  the  Creek,  and  ascend  the 
ridge  we  have  already  crossed  twice,  once  on  the  main  line,  and  again,  on  the  Penrith  Branch,  by  a 
gradient  of  1  in  87,  1,900  yards,  traversing  a  level  of  1,466  yards.  We  again  ascend  1  in  86.  1,533 
yards,  which  brings  us  to  the  summit  level  of  this  branch,  337  feet  above  high-water  level.  We  now 
descend  1  in  100  for  H  mile,  and  making  a  short  ascent  of  1  in  100,  again  descend  to  the  Kirkham 
Flats,  by  an  incline  of  1  in  65,  of  rather  more  than  a  mile  in  length.  On  the  flats  we  preserve  a  level 
till  we  reach  the  neighbourhood  of  the  Covrpasture  Bridge,  over  which  the  present  traffic  to  and  from 
the  southern  counties  passes ;  but  I  am  in  doubts  whether  there  is  not  a  better  line  in  descending  from 
this  ridge,  by  keeping  to  the  northward  of  Kirkham  House.  This  I  shall  examine  more  particularly  at 
a  convenient  opportunity. 

The  extent  of  this  branch  is  10^  miles,  which  makes  the  Cowpasture  Bridge  42i  miles  from  Sy  d  ney. 

The  cuttings  amount  to  258,299  cubic  yards,  averaging  24,538  cubic  yards  per  mile,  the  first  portion 
of  the  branch  being  peculiarly  level.  The  heavy  cuttings  are  on  the  ringe,  and  that  at  Kirkham,  in 
order  to  obtain  sufficient  earUi  to  form  an  embankment  to  cross  the  flooded  lands,  is  the  heaviest  in 
Cumberland,  amounting  to  121,205  cubic  yards,  but  this  I  hope  to  avoid,  and  obtain  a  better  gradient^ 
by  taking  the  course  above  mentioned. 

There  are  15  bridges  and  18  culverts  reauhred  on  this  line,  averaging  li  of  the  former  to  a  mile* 

The  Windsor  branch  is  extremely  level,  and  very  straight  throughout  its  whole  length ;  it  passes 
down  the  left  bank  of  the  Eastern  Creek,  through  Wallgrove,  the  property  of  Mr.  Roberts ;  Rooty 
Hill,  the  Church  and  School  estate ;  Mr,  Hall's  property  at  Black  Town,  and  those  of  Messrs.  Pye, 
Bdbart,  Betts,  Marsden,  Fitzgerald,  Teale,  Allen,  and  Hde. 

The  gradients  are  1  in  195,  1  in  600,  1  in  218,  1  in  680,  1  in  350,  1  in  686,  a  level,  1  in  256, 1  in 
2,180,  and  1  in  326 ;  and  the  cuttings  very  trifling,  amounting  to  149,654  cubic  yards,  and  averaging 
9,644  cubic  yards  per  mile* 
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There  will  be  20  bridges  and  1 8  culverts  required,  averaging  I  ^  of  the  former  to  a  mile.  Appendix  No«  78. 

This  branch  is  15i  miles  long,  making  the  whole  distance  from  Sydney  to  Windsor  36^  miles.  ~^  . 

The  Parramatta  and  Liverpool  branches  leave  the  main  line  at  Haslem's  Creek,  10^  miles  from  a    t  ^  '" 

Sydney.    The  former,  after  describing  a  curve,  the  radius  of  which  is  1,600  feet,  takes  a  norih-  Australia, 

.westerly  direction,  and  passes  through  White's,  Hall's,  and  Ellison's  land — crossing  the  Parramatta  Boad 
(under  an  askew  bridge,  so  as  not  to  interrupt  the  trafBc  on  the  turnpike  road),  then  through  a  corner  of 
Newington — Mr.  Blaxland's  property — crosses  Duck  River,  at  the  junction  of  Duck  Creek,  enters  the 
.  estate  of  Colonel  Macarthur,  and  passing  over  the  Flats,  terminates  at  the  Steam-packet  wharf,  at  a 
distance  of  3j-  miles  from  Uaslem  Creek  station,  making  the  whole  distance  from  Sydney  rather  more 
than  14  miles. 

The  gradienU  are  1  in  193,  ascending  1  in  390, 1  in  66,  of  933  yards;  1  in  150,  and  1  in  468 
descending,  and  a  level  of  a  mile  in  length. 

The  cuttings  amount  to  31,225  'cubic  yards,  or  an  average  of  8,096  cubic  yards  per  mile. 

There  will  be  five  bridges,  and  two  culverts  required,  and  a  dam  across  Duck  Kiver. 

The  Liverpool  branch  leaving  Haslem  Creek,  desci ibes  a  curve  of  a  mile  radius,  and  then  takes  a 
south-westerly  direction,  passing  through  the  properties  of  Mrs.  Chisholm,  Messrs.  Jenkins,  Barber, 
'Whitfield,  and  Graham,  where  it  crosses  the  Dog-trap  road  on  a  level ;  then  through  the  properties  of 
Messrs.  Johnson  and  Horsley ;  crossing  Prospect  Creek,  which  is  130  feet  wide,  on  a  viaduct,  and  the 
Liverpool  Road,  about  a  quarter  of  a  mile  from  Lansdowne  bridge ;  then  through  the  properties  of 
Messrs.  Bowler,  Prout,  Dickson,  Eccles,  Church  and  Government  land,  terminating  at  a  point 
near  the  hospital  at  Liverpool,  from  which  the  line  may  be  conveniently  extended  up  the  banks  of 
George's  River  to  Campbell  Town  and  Appin. 

This  branch  will  be  1|  miles  in  length,  making  the  distance  from  Sydney  to  Liverpool  18}  miles. 

The  gradients  are  1  in  55,  1,100  yards, ascending;  1  in  70,  1,533  yards,  descending;  i  in  102, 
2,033  yards  ascending ;  1  in  90,  1,516  yards,  descending;  1  in  240,833  yards,  ascending;  and  1  in 
92, 1,666  yards,  descending  to  Prospect  Creek,  where  it  is  only  12  feet  above  high  water.  The  sea 
ebbs  and  fiows  in  this  creek,  the  rise  and  fall  being  about  3  feet.  From  thence  we  have  gradients  of  1 
in  350,  1  in  560,  and  1  in  640,  to  Liverpool. 

The  cuttings  amount  to  116,396  cubic  yards,  averaging  22,194  cubic  yards  per  mile. 

There  will  be  seven  bridges  and  five  culverts  required. 

I  do  not  apprehend  there  will  be  any  difficulty  in  the  excavation  of  the  cuttings,  as  there  isno  appear- 
aoce  of  primitive  rock. 

The  soil  in  the  county  of  Cumberland  may  for  convenience  be  classed  under  the  following  three 
denominations ;  it  is  apprehended  that  these  will  sufficiently  comprehend  all  the  varieties  through 
which  any  cutting  will  be  requisite  : — 

1st.  Coarse-grained  sandstone,  or  that  in  the  neighbourhood  of  Sydney. 

A  sandy  or  gravelly  surface  alternating  with  ledges  of  coarse-grained  silicious  sandstone,  generally 
very  easy  to  quarry  or  cut,  and  resting  in  beds  nearly  horizontal,  seldom  exceeding  a  few  feet  in 
thickness. 

2nd.  The  forest  or  scrubby  country. 

A  sur&ce  of  poor  gravelly  or  sandy  loam,  of  little  depth,  resting  on  a  strong  tenacious  clay,  varying 
from  a  few  feet  to  4  or  5  yards  in  thickness^  which  again  reposes  upon  shale,  generally  of  a  loose  shelly 
description,  and  in  horizontal  beds,  with  occasionally  thin  beds  ot  fine-grained  calcareous  or  clayey 
sandstone,  alternating  with  the  shale. 

3rd.  The  open  forest  hills,  of  generally  a  fertile  character,  with  abrupt  slopes,— such  as  the 
ridge  lying  along  the  eastern  bank  of  the  Nepean  River,  which  we  cross  in  three  places. 

The  suiface  soil,  for  the  most  part  a  friable  loam,  resting  upon  mild  reddish  clay,  which,  after  two 
or  three  feet,  usually  passes  into  a  soft  disintegrating  stone,  in  which  are  embedded  moderately  sized 
blocks  of  hurd  calcareous  sandstone. 

The  greater  peirt  of  the  line  passes  through  the  secondly  described  formation. 

The  main  line  in  Cumberland^  with  the  adjoining  branches,  comprises  a  distance  of  nearly  86 
miles. 

In  the  middle  section,  or  that  part  extending  between  the  Nepean  Kiver  and  Bong  Bong,  where  the 
great  rise  in  the  country  takes  place,  immediately  after  crossing  the  river  (which  1  propose  doing  by 
means  of  a  bridge  of  80  feet  span,  constructed  of  timber,  resting  on  stone  piers,  the  bridge  su|^rted 
by  three  lamina  ribs  placed  over  the  roadway),  we  commence  the  ascent  on  the  Eurethe  Range^ 
through  the  Theresa  Park  Estate,  by  an  incline  of  1  m  37^,  which  extends  3,967  yards,  or  21  miles  ; 
this  i  call  the  '^  Theresa  Incline."  We  then  traverse  a  mile  on  a  level,  and  again  ascend  another 
incline  of  1  in  38  of  2,667  yards,  and  1  in  44  of  2,067  yards,  or  nearly  2\  miles,  called  the  "  Oaka 
Incline,"  when  we  reach  an  elevatkm  of  867  feet  above  the  sea. 

At  the  top  of  each  incline  there  is  a  curve,  that  on  the  Theresa  of  1,800  feet  radius,  and  that  on 
the  Oaks  of  3,800  feet. 

On  the  Theresa  Incline,  we  cross  the  deep  creek  at  an  elevation  of  98  feet  over  the  watercourse 
•^this  is  one  of  the  most  extensive  works  we  have  to  form,  being  400  feet  in  length,  and  98  feet 
high  in  the  centre.  I  propose  doing  it  by  means  of  four  arches,  of  60  feet  span  each,  constructed  of 
wooden  framing,  resting  on  sandstone  piers,  the  centre  98  feet  high,  the  adjoining  76  and  80  feet,  and 
the  extremes  at  the  head  of  the  embankments,  44  and  54  feet  high— a  plan  of  which  I  lay  before 
you. 

There  are  two  other  creeks,  Turk's  Creek  and  Hughes'  Creek,  to  be  crossed  by  this  incline,  which  I 
intend  doing  by  means  of  wooden  viaducts,  constructed  of  our  rough  unhewn  timber,  plans  of  which, 
with  a  simple  method  of  erecting  them,  I  also  lay  before  you  ;  there  is  abundance  of  both  timber  and 
atone  in  the  neighbourhood. 

The  cuttings  on  the  Oaks  Incline  are  heavy,  in  consequence  of  the  difficulty  of  describing  the  curve 
from  the  range  being  extremely  narrow  at  this  part — abruptly  descending  into  gullies  of  two  and  three 
hundred  feet  deep  on  each  side ;  but  the  soil  bdng  composed  of  a  reddish  loam  apparently  without  any 
rock,  the  excavation  will  not  be  difficult. 

We  continue  ascending  1  in  60, 1,100  yards,  and  1  in  244,  1,467  yards,  when  we  reach  the  summit 
level  of  the  Oaks,  or  949  feet  above  the  sea  or  datum  line ;  we  then  descend  to  the  Werriberri  Creek 
on  an  inclination  of  1  in  60,  for  rather  more  than  a  mile,  crossing  that  creek,  which  is  narrow  but 
deep,  on  an  embankment  60  feet  high,  containing  86,340  cubic  yarcu  of  earth.  The  creek  here  takes  a 
due  southerly  direction,  so  that  we  are  enabled  to  follow  up  its  course,  which  is  level  and  straight, 
through  the  properties  of  the  Rev.  Mr.  Hassall,  Messrs.  Wild,  LutheT|  Inglis,  West,  and  Shepherd,  on 
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Appendix  Now  78.    g^dients  of  I  in  560,  1  in  202,  a  level,  1  in  90  of  967  yards,  and  1  in  173  ascending,  when  the  ascent 

increases  to  1  in  59  of  633  yards,  and  1  in  35  of  1,400  yards. 

Railways  in  At  this  point,  where  the  line  crosses  the  road  to  Burragorang,  15^  miks  from  the  Nepean  River,  it 

Australia.  reaches  an  cdevation  of  1,132  feet  ahove  the  sea. 

In  Mr.  Inglis's  land,  13  miles  from  the  Nepean  Biver,  I  propose  Ibrauog  a  station,  for  the  conveni- 
ence of  collecting  the  produce  of  the  Oaks  amt  Stooeqnarry  districts. 

From  the  Nepean  River  to  this  point,  we  pass  through  an  extremely  rich  kmaiy  soO,  rendered  more 
productive  by  the  quantity  of  moisture  it  attracts,  from  its  elevated  situation ;  but  we  afterwards  enter 
mto  a  very  barren  broken  country,  which  must  be  passed  through,  whatever  directicm  is  taken,  before 
the  rich  country  in  the  neighbourhood  of  Mittagong  can  be  entered. 

It  is  one  of  the  peculiarities  of  this  country,  that  the  land  lies  in  good  and  bad  patches,  very  distinctly 
marked ;  and  in  this  spot  singularly  so,  as  the  moment  we  cross  the  Crocodile  Creek,  we  enter  the 
barren  sandstone  formation,  that  is  rendered  extremely  nigged  by  the  action  of  the  streams  and 
atmospheric  influences ;  however,  I  have  obtained  tolerable  gradieats,  by  taking  advantage  of  the  head 
of  Cedar  Creek,  which  runs  in  a  northerly  direction  from  the  lagoons.  We  pass  up  its  right  bank,  and 
find  gradienU  of  1  in  1 13.  1  in  550,  and  a  level,  crossing  Crocodile  Creek,  Jumpers*  Creek,  Blind 
Creek,  and  Toxal  Creek,  on  wooden  viaducta,  as  shown  in  the  plans. 

We  then  descend  the  Monument  Range  and  cross  Cedar  Creek,  where  it  breaks  into  two  heads,  on 
a  descending  gradient  of  1  in  50,  of  1,767  yards,  or  about  a  mile.  Hie  crossing  of  this  creek  wid  be 
performed  1^  meana  of  the  rough  wooden  viaducts  before  mentioned,  a  plan  of  which  is  laid  before 
you.  We  then  have  gradienU  1  in  128,  1  in  575,  and  1  in  370  ascending,  which  brings  us  to  the 
Great  Lagoon ;  on  the  bank  of  which,  20  miles  from  the  Nepean,  I  propose  forming  a  watering  station, 
as  from  this  we  ascend  a  dry  barren  ridge,  where  that  necessary  is  not  to  be  obtained. 

We  commence  the  ascent  by  a  gradient  of  1  in  31,  of  1,310  yards,  but  this  may  be  reduced,  if  neces- 
sary, by  increased  cutting.  We  then  proceed  with  gradients  of  1  in  115,  1  in  47  of  1,033  yards,  1  in 
74  of  1^  mile,  1  in  45  of  1^30  yards,  1  in  950,  1  in  122  of  two  miles,  and  1  in  210,  ascending,  at 
which  point  we  have  attained  an  elevation  of  1,515  feet  above  the  sea  level,  and  28i  miles  from  the 
Nepean  River. 

We  have  now  arrived  at  the  foot  of  the  most  diflBcult  ascent  on  the  whole  line,  where  the  full  powers 
of  the  engine  will  be  required.  It  is  an  incline  of  1  in  30  for  nearly  three  miles,  which  brings  us  to 
the  height  of  2,045  feet  above  the  sea,  at  a  distance  of  81^  miles  from  the  Nepean.  This  is  the  easiest 
ascent  to  the  Range,  that  extends  from  the  coast  to  Bullio  on  the  Wollondiily  River,  over  which  we 
must  pass  to  reach  Argyle.  It  is  an  arduous  one  ;  but  it  is  my  impression  that  it  can  be  aooomplished 
by  a  powerful  locomotive.  It  is  not  capable  of  being  much  reiduced ;  but  haftf  way  op  it  there  \»  water 
to  be  obtained,  which  may  be  of  great  service. 

The  long  ridge  that  we  have  been  lately  traversing,  with  the  Bargo  River  on  our  lefi  and  the  Nattai 
River  on  our  right,  lying  in  beds  500  to  600  feet  boieath  us,  is  connected  with  this  great  range  by  a 
perpendicular  wall  of  solid  sandstone,  only  100  £eet  in  width.  This  wall  has  ravines  on  eadi  side  of 
it  of  200  feet  deep ;  and  it  is  only  by  taking  advantage  of  ledges  of  rock  that  lie  on  each  side  of  the 
wall,  and  by  making  a  cut  through  it  of  between  60  and  70  feet  deep,  that  I  have  been  enabled  to  pro* 
cure  this  gradient 

Should  the  work  be  carried  out  thn  portiofn  of  the  lioe  will  have  a  smgnlar  and  extremely  picturesque 
appearance.  We  shall  find  ourselves  travelling,  at  a  rapid  pace,  along  the  face  of  a  stupendous  cliff, 
towering  over  our  heads  on  our  right ;  with  a  deep  abyss  beneath  us  on  our  left,  where  apparenthr 
there  is  scarcely  room  for  the  trains  to  pass ;  and  in  an  instant  after  passing  through  the  ro  *k  we  shim 
find  the  picture  reversed,  with  the  cliff  on  the  left  and  the  abyss  on  the  right ;  and  &e  next  bit)ment  we 
shall  enter  an  open  grassy  plain,  where  most  probably  a  picturesque  haml^  will  spring  up,  the  effect  of 
which  will  be  very  singular.  But  this  is  not  the  only  place  where  our  admiration  will  be  excited ; 
there  are  many  spots  of  peculiar  beauty  on  the  line,  among  which  the  descent  on  the  Eurethe  Range, 
with  the  Blue  Mountains,  and  the  sea-coast  line  in  the  distance,  and  the  rich  valley  of  the  Nepean, 
studded  with  farms  and  cottages,  beneath  us,  takes  a  prominent  place. 

After  gaining  this  height,  we  have  1  in  100,  and  descend  two  short  gradients  of  1  in  44,  and  1  in 
31,  to  cross  the  north  head  of  Baim  River  on  a  nmilar  bridge  to  that  described  over  the  Deep  Creek ; 
the  height  of  the  structure  required  here  being  100  feet.  Passing  along  a  level,  we.  have  another  arm 
of  Bargo  River  to  cross,  which  will  be  effected  by  an  embankment. 

These  two  tributaries  to  Bargo  River  form  extensive  ravines,  and  it  is  sbagnlar  that  at  the  very  spot 
we  are  obliged  to  cross  them  they  are  contracted  by  the  projection  of  the  diflEs  on  each  side,  which 
enables  us  to  do  so  without  much  difficulty ;  but  we  are  confined  within  a  space  of  100  feet. 
Consequently  there  are  three  spots  on  Uiis  line  thus  limited  ;  and  were  it  not  for  the  facilities  which 
Nature  there  offers,  with  however  sparing  a  hand,  I  consider  it  would  be  impracticable  to  drive  a  loco- 
motive engine  into  Argyle.  We  now  ascend  another  short  gradient  of  1  in  80,  and  passing  over  1  in 
123,  and  1  in  161,  descend  to  Chalker's  Flat  on  an  incline  of  1  in  39,  leaving  the  Sugar  Loaf  hill  on 
the  right. 

From  Crocodile  Creek  to  this  point  (20  miles),  we  have  been  traversh^  the  barren  sandstone 
countrv,  but  as  we  approach  the  Sugar  Loaf,  we  ag^n  enter  the  rich  luids.  This  country,  although 
unproductive,  has  its  advantages,  as  from  its  structure  it  is  admurably  adapted  to  the  formation  of  rail- 
roads ;  and  the  ridge  being  eitremely  level,  the  cuttings  are  very  slight  upon  it,  and  with  the  exception 
of  the  wooden  viaducts,  there  will  be  no  bridges  required,  and  but  few  culverts,  as  the  water  will 
jdesoend  from  each  side  of  the  road. 

The  cuttings  on  these  20  miles  amount  to  315,619  cubic  yards,  averaging  15,78i  cubic  yards  p^ 
mile.    They  are  less  than  on  other  portions  of  the  line,  but  more  difficult  of  excavatmn. 

The  neighbourhood  of  Chalker's  Flat  appears  to  be  a  desirable  place  to  form  a  station  for  the  supply 
of  fuel  and  water,  and  for  the  convenience  of  the  public. 

We  now  commence  a  gradual  ascent  to  the  Gap,  in  tiie  Mittagong  Range,  by  gradients  of  1  in  151,  1 
in  74,  1  in  43  of  900  ytfds,  1  in  86,  and  1  in  242,  where  we  cross  over  the  great  South  Road,  at  Mrs. 
Cutter's  inn ;  then  a  level,  and  1  in  36  of  rather  more  than  \^  mile*  which  brings  us  to  the  Gap,  which 
js  2,307  feet  above  the  datumi  fine,  or  high  water  leveL  Here  thd  heaviest  cutting  on  this  section  of  the 
line  will  be  required,  amounting  to  92,186  cubic  yards. 

We  now  descend  through  Wingecarribee,  the  estate  of  J.  Oxley,  Esq.,  on  gradients  of  1  in  31  of 
1,100  yards ;  1  in  182,  I  in  326,  and  1  in  77,  which  brings  us  to  the  Wingecarribee  River  at  Bong 
Bong,  44  miles  from  the  Nepean,  and  84  miles  from  Sydney,  and  at  an  elevation  of  2,157  feet  above 
the  sea. 
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The  cuttings  beHreea  the  Ssgar  Loaf  and  this  point  amoont  to  388,80f  cubic  yards,  averaging  38«8S8    Appendix  ICow  79. 
cubic  yards  p^  mile.  »-* 

There  wiU  be  two  Tiaducta,  one  100  feet  and  iAkt  other  98  &et  high  in  the  centre,  on  stone  piers,  11         RaUvMis  m 
wooden  viaducts,  26  bridges  oyer  roads,  water-courses,  and  for  accommodation,  and  39  culverts  Austrslia^ 

required  on  this  seetion,  which  will  not  average  one  to  a  mile. 

On  the  banks  of  the  Wingecarribee  Biver,  I  propoie  ibrmiog  a  more  extensive  station,  being  an 
equidistant  point  between  the  Nepean  River  and  Qoulbum,  situated  in  the  centre  of  a  Tery  rich  agri* 
cultural  country,  within  four  mites  of  Berrima,  and  commanding  a  good  supply  of  water,  which  is 
essential,  as  there  is  no  doubt  that  a  considerable  town  will  spring  up  wherever  this  statbn  is  placed. 
,  But  we  are  not  confined  to  this  spot,  as  there  is  another  point  that  may  be  fixed  upon  with  equal  ad- 
vantage— that  at  Sutton  Forest— where  the  line  crosses  Nicholson  s  Greek. 

From  Bonf  Bong  the  Hue  passes  through  the  Hutchinson  estate,  the  properties  of  Messrs.  Waite, 
Nicholson,  Wright,  Holland,  Underwood,  Moore,  and  Gray,  where  it  enters  Government  land,  through 
a  country  generally  Tery  level. 

We  ascend  gradients  of  1  in  466,  1  in  146, 1  in  81  of  1,000  yards ;  then  descend  1  in  76,516  yards, 
to  cross  the  Midway  Rivulet;  then  ascend  1  in  85,600  yards;  when  we  make  a  long  descent  to 
Michobon's  Creek,  ongradieRta  of  1  in  211,  1  in  65  of  633  yards,  1  in  124,  1  in  216  ascending,  and  1 
ia  16  descending,  crossing  over  the  Bong  Bong  Road. 

We  are  here  2,112  feet  above  the  datum  line,  and  6^  miles  from  Bong  Bong,  having  descended  195 
fbet  since  leaving  the  Gap,  in  M ittagong  Range.  We  now  ascend  to  the  high  land,  near  Ivy  Hall,  first 
by  1  in  75,  fer  about  a  aiile,  then  descend  1  in  162,433  yards,  before  taking  the  steep  ascent  of  I  in 
60,  and  1  in  90  of  li  mile,  which  brings  ua  to  the  summit  level  2,370  feet  above  the  datum  line,  and 
nearly  9  miles  froia  Bong  Bwig. 

But  I  am  not  satisfied  but  that  this  last  ascent  may  be  avoided  by  taking  a  direction  from 
Nicholson's  Creek  more  to  the  right,  and  not  entering  Mr.  Badgery's  land,  but  leaving  it  to  the  lefl. 
At  aU  ev«sts,  thb  ou^  to  be  examined  befofe  this  part  of  the  line  is  finally  determined  on. 

We  then  have  1  in  800,  and  descend  to  Black  Boy's  Creek,  by  1  in  53.  In  this  creek  there 
is  sbundanee  of  eoal»  of  easy  aeoess,  consequently  it  will  be  a  desirable  place  to  fi>rm  a  station.  It  ia 
4so  in  the  midst  ik  a  very  fertile  country,  and  at  a  convenient  distance  from  Bcmg  Bong,  being 
lOi  miles. 

The  cuttings  here  amount  to  194,983  cubic  yards,  averaging  19,011  cubic  yards  per  mile. 

The  line  from  hence  passes  over  a  very  level  country  for  several  miles,  on  gradients  of  1  in  61,  1  in 
600,  1  in  300,  1  in  IBa,  1  in  95, 1  in  583,  1  in  100,  and  1  in  68,  when  it  is  at  the  height  of  2,335 
feet  above  the  datum  line. 

The  country  now  descends  considerably  to  Paddy's  Riyer,  and  we  have  gradients  of  1  in  40  of  1,600 
yards;  then  1  in  550  for  1,800  yards;  then  again  1  in  40  of  900  yards,  and  1  in  33^  of  1,500  yards, 
paasing  close  to  the  Hanging  Rock.  We  here  cro^s  the  Crooked  Swamp,  having  descended  339  feet; 
we  then  make  a  short  ascent  of  1  in  47,  45Q  yards,  and  continue  descending  1  in  50,  1,050  yards  to 
the  river. 

This  I  propose  to  cross  three  times,  on  wooden  viaducts ;  but  it  may  be  found  more  economical  to 
keep  the  right  bank,  and  cut  through  a  bluff  of  sandstone  rock,  which  lies  in  our  way,  crossing  the 
river  below  it,  about  H  miles  from  the  present  crossing  of  the  Great  South  Road,  or  of  skirting  the 
base  of  this  bluff  if  the  curve  is  not  too  great ;  but  these  are  points  of  such  nice  consideration  that  it  is 
folly  to  speculate  on  them  till  further  iuformation  of  the  practical  workings  of  lines  is  obtained,  or  till 
the  work  has  reached  this  point,  as  so  many  changes  may  take  place  in  the  interim. 

I  have  laid  the  line  down  as  I  describe,  but  it  is  probable  the  above  deviation  from  it  may  be  found 
the  less  expensive. 

Along  the  bank  of  the  river  we  are  descending  1  in  377 ;  but  on  crossing  we  ascend  1  in  175, 1,167 
yards;  1  in  67,  467  yards,  a  level  of  267  yards,  and  1  in  30,  of  1,000  yards,  which  places  us  on  the 
top  of  the  ridp:e,  which  divides  the  waters  flowing  into  Paddy's  River  froni  those  of  Night  Cap  Creek. 
It  is  on  this  ridge  that  Ward's  inn  stands. 

We  then  descend  1  in  38i,  1,500  yards,  which  brings  us  into  the  flats  of  Wingello,  which  we  traverse 
on  gradients  1  in  59,  1  in  81,  1  in  110,  and  1  in  185,  when  we  ascend  to  Mount  Otway,  following  the 
course  of  Night  Cap  Creek,  by  I  in  131,  1  in  81,  and  1  in  56;  here  we  again  cross  the  Great  South 
Road  in  a  considerable  cutting,  the  amount  of  whidi  will  be  68,641  cubic  yards. 

At  Wingello,  the  estate  of  Robert  Campbell,  Esq.,  there  is  a  suitable  place  for  forming  a  station  2S 
miles  from  Bong  Bong,  being  a  convenient  distance  from  that  at  Nicholson's  Creek,  and  a  desirable 
position  for  promoting  the  traffic  of  the  extensive  surrounding  country,  and  the  nearest  point  to  the 
copper  mine  now  opening  at  Arthnrsleigh,  t^  estate  of  Hannilnd  Macai^ur,  Esq.,  M.C  Up  to  this 
point  the  cnttinn  amount  to  240,806  cubic  yards,  averaging  18,167  cubic  yards  per  mile. 

Descending  Mount  Otway,  by  a  gradient  of  I  in  33  of  1,200  yards,  and  1  in  90  of  933  yards,  we 
get  into  the  level  tract  of  country  in  the  estate  of  Major  Lockyer,  and  following  up  Jeromai  Creek,  find 
pradiems  of  1  in  185,  1  in  131,  and  1  in  7S,  ascending ;  and  1  in  68,  1  in  264,  and  1  in  83,  descend* 
mg ;  this  brings  us  to  Cockrasi  Oreek,  on  which  stands  Major  Loekyer'a  residence,  and  extensive 
•1^  establishment ;  passmg  it,  we  mdce  a  short  ascent  of  1  in  40,  and  descend  to  Frederiok  Yale  by 
1  in  63 ;  anotfao*  short  ascent  of  1  in  96,  and  descend  to  the  WollondiUy  River  by  I  in  136. 

At  tills  point,  which  is  36  miles  from  Bong  Bong,  I  propose  formmg  another  station  for  8uppliea» 
and  the  convenience  of  tiiis  psit  of  the  oountrv. 

The  cuttings  on  the  last  1 3  miles  amount  to  207,229  cubic  yards,  averaging  15,940  cubic  yards  per  mib. 

We  are  here  obliged  to  cross  iht  Wollondilly  River,  in  order  to  avoid  the  Towrang  Ranges,  but  that 
is  not  a  matter  of  any  great  difficulty.  I  propose  domg  it  by  means  of  a  bridge  of  80  feet  span,  sup- 
ported by  three  lamina  ribs,  constructed  of  timber  resting  on  stone  piers,  the  roadway  on  each  aide  of 
the  river  being  made  good  by  the  wooden  viaducts  already  described* 

This  description  of  bridge  appears  the  best  adapted  to  such  of  our  rivers  as  are  subject  to  great 
inundations,  as  where  we  &d  it  necessary,  from  the  nature  of  the  gradient,  to  cross  them  but  little 
alx^pe  the  highest  flood  mark,  any  «rdi  turned  beneath  the  road  would  considerably  obstruct  the  course 
of  the  stream,  and  be  subject  to  injury  from  the  heavy  timber  carried  along  by  the  torrent,  but  by  this 
construction,  the  ardi  being  over  the  roadway,  it  will  be  free  from  danger,  and  no  obstruction  <^red 
to  the  current,  with  the  exception  of  the  piers,  which  need  not  be  massive,  as  the  top  weight  they  have 
to  carry  will  be  comparatively  light,  and  the  wooden  viaducta  on  each  nde  being  open,  will  afford  ample 
space  for  the  passage  of  the  stream. 

I  lay  before  you  several  plans  of  these  bridges,  widi  their  estimated  cost,  but  I  shall  be  better  able  to 
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Appendix  No*  78/  judge  of  their  strength  when  I  have  had  experiments  made  on  a  gi'Cftt  variety  of  specimens  of  our  forest 
timber,  which  I  have  had  collected  for  the  purpose  of  taking  to  England  to  have  examined. 

We  cross  the  river  on  an  incline  of  1  in  72,  and  then  find  1  in  50,  of  567  yards,  1  in  9%  1  in  121, 
1  in  74,  1  in  500, 1  in  141, 1  in  123, 1  in  200, 1  in  84,  and  1  in  7S,  along  the  kft  bank,  when  we 
again  cross  it  at  about  half  a  mile  fromTowrang  Stockade,  and  keep  the  right  bank  on  gradients  of  1  in 
444,  1  in  96, 1  in  200,  a  level,  1  in  240,  another  level,  1  in  360,  1  in  210,  1  in  177,  when  we  crow 
the  Mulwarra  Ponds,  and  ascend  1  in  57  to  the  terminus  on  Goulbum  Plains,  within  a  quarter  of  a 
mile  of  the  township,  which  is  46  miles  from  Bong  Bong,  and  132  from  Sydney.  The  elevation  of 
this  point  is  2,103  Xtti  above  the  sea  level. 

The  cuttings  on  the  last  11  miles  amount  to  132,690  cubic  feet,  averaging  12,068  cubic  yarda 
per  mile. 

On  this  section  there  will  be  2  lamina  bridges,  12  wooden  viaducts,  38  bridges  over  roads,  water* 
courses,  and  for  accommodation,  and  45  culverts,  averaging  about  H  to  the  mile. 

In  laying  down  these  gradients,  I  have  made  as  little  cutting  as  possible,  giving  due  consideration  to 
the  working  of  the  line;  they  may  be  nearly  all  improved  by  increased  expense,  and  I  may  find  it 
necessary  to  alter  some  of  them,  particularly  on  the  southern  section  of  the  line. 

It  will  be  seen  that  to  work  the  northern  section,  or  that  in  the  county  of  Cumberland,  where  the 
gradients  do  not  exceed  1  in  60,  the  common  locomotive  engine  is  capable  of  traversing  it,  with  traina 
attached  of  from  80  to  100  tons. 

To  work  the  middle  section  it  will  be  necessary  to  have  engines  of  particular  construction,  that  will 
ascend  the  long  incline  of  1  in  30  at  the  Wall.  With  moderate  loads,  an  engine  of  sufficient  power  to 
accomplish  this  will  traverse  any  other  part  of  the  line  without  difficulty.  Our  traffic  will  not  be  so 
great  for  many  years  as  to  require  heav^  loads  at  this  point,  and  at  all  times  I  imagine  the  down  traffic 
will  considerably  exceed  that  to  be  carried  up. 

On  the  southern  section  there  are  two  places  where  the  inclines  are  heavier  than  they  generally  vtt 
on  that  line^the  ascent  to  Ivy  Hall,  and  the  descent  to  Paddy*s  River.  These  I  should  be  glad  to 
reduce,  so  as  to  work  an  engine  of  less  power  on  this  section  also,  and  I  am  inclined  to  think  this  may 
be  effected  on  more  minute  examination ;  but  with  so  extensive  a  survey  as  I  have  had  in  hand,  I  have 
not  had  time  to  examine  this  and  some  other  parts  on  this  section  sufficiently ;  but  before  the  works  can 
possibly  reach  this  point,  there  will  be  ample  time  for  more  careful  investigation. 
The  following  is  a  table  of  the  average  amount  of  cutting  per  mile  on  the  whole  line ;— « 

Cubic  Tdfl. 
On  the  Northern  Section  .        •        •        .        •    19,024  per  mile.  ' 

On  the  Middle  Section 27,830       ,, 

On  the  Southern  Section 16,295       ,, 

Taking  it  in  detail : — 

From  Sydney  to  Haslem  Creek        •        •        •        .30,819       ,, 

Thence  to  Rope's  Creek 24,116       ,, 

,,       Bellevue 8,555       ,, 

,,       Vermont 12,607      ,, 

,,       Burragorang 28,830      ,, 

,,       the  Sugar  Loaf,  near  Chalker's  Flats     15,781       ,, 

,,       Bong  Bong 88,880       ,, 

,,       Black  Bob's  Credc  .        •        .     19,011       ,, 

,,       Wingello 18,167       ,, 

,,       Wollondilly  River  .        .        .        .     15,940       ,, 

,,        Goulbum 12,063       ,, 

Penrith  Branch 18,410       ,, 

Camden 24,538      ,,  '  t' 

Windsor »        .        .      9,644       ,, 

Parramatta 8,096       ,, 

Liverpool 22,194      ,, 

Having  laid  down  these  gradients,  and  ascertained  the  amount  of  cutting  required,  I  have  been 
enabled  to  make  a  detailed  estimate  of  the  whole,  taking  each  section  and  each  branch  line  separately* 
These  I  now  beg  to  submit  to  the  Committee,  accompanied  by  plans  of  all  the  works,  with  theur  esti- 
mated cost,  and  the  calculations  on  which  it  is  founded,  so  that  the  Committee  may  satisfy  themaelvea 
as  to  the  correctness  of  the  result. 

On  referring  to  them,  I  find  that  the  total  cost  of  the  whole  line,  provided  we  can  make  use  of 
wooden  rails,  will  amount  to  864,000/. ;  and  there  being  177  miles  of  line  proposed,  the  average  rate 
will  be  2,100/.  per  mile. 

In  making  this  estimate,  after  having  allowed  freelv  for  everything  that  I  can  conceive  will  be 
required,  with  the  exception  of  tuperinteudence,  I  have  allowed  37,514/.  for  unforeseen  expenses ;  and 
if  we  can  mske  use  of  wooden  rails,  and  the  money  is  judiciously  laid  out,  I  have  no  doubt  but  that 
sum  will  cover  the  outlay.  To  make  doubly  sure,  however,  add  an  additional  400/.  per  mile,  making 
the  estimate  442,500/.,  or  2,500/.  per  mile,  which  would  provide  the  large  sum  of  108,841/.  for  unfore* 
seen  expenses,  or  nearly  one-third  of  the  estimated  cost 

The  cost  of  the  northern  section,  comprising  40  miles  (exclusive  of  the  allowance  for  unforeseen 
expenses)  is  estimated  at  74,942/.,  averaging  1 ,873/.  per  mite. 

The  second  section  of  44  miles  amounts  to  97,784/.,  averaging  2,222/i  per  mile. 

The  third  section  of  46  miles  amounts  to  73,009/.,  averaging  1 ,587/.  per  mile. 

It  will  be  seen  that  the  middle  section  is  by  much  the  most  expensive,  owing  to  the  cutting  being 
principally  through  sandstone,  and  the  excess  would  have  been  greater,  was  it  not  counterbalanced  by 
the  paucity  of  bridges  in  the  barren  district. 

The  northern  section  is  rendered  more  expensive  than  the  southern,  from  the  additional  outlay  in 
entering  Sydney,  and  from  that  part  of  the  line  passing  through  a  more  populous  country,  where  a 
greater  number  of  bridges  are  required. 

The  branch  line  to  Penrith  of  9i  miles  in  length,  amounts  to  17,846/.,  averaging  1,877/.  10«.  Ad. 
per  mile. 

The  branch  to  Camden  of  \0h  miles  amoimts  to  19,029/.,  averaging  1,812/.  Ss.  Sd.  per  mile.  Bui 
I  have  no  doubt  this  amount  would  be  considerably  reduced  by  the  alteration  I  propose  at  Kirkham. 

The  branch  to  Windsor  of  15^  miles  amounts  to  20,002/.,  averaging  1,290/.  9s.  per  mile. 
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The  branch  to  Parramatta  of  Sf  miles  amounts  to  8,'704/.,  averaging  29821/.  1#.  4d.  per  mile. 

The  branch  to  Liverpool  of  1\  miles  amounts  to  15,13921,  averaging  1,958/.  per  mile. 

As  I  have  for  the  convenience  of  separating  the  expense  of  each  part  of  the  line  estimated  a  like 
number  of  engines,  tenders,  carriages,  and  waggons  to  each  branch,  the  cost  of  them  not  bearing  an 
equal  prop<Nrtion  to  the  expense  of  constructing  the  long  and  short  lines,  causes  the  short  lines  to  exhibit 
a  higher  average  than  is  strictly  correct,  more  particularly  on  the  Parramatta  branch,  where  it  swells 
the  amount  unduly,  for  in  reality  the  expenses  of  constructing  that  line  are  light,  and  akbough  it  will 
require  locomotive  power,  still  not  in  the  same  proportion  as  longer  branches. 

All  appear  conscious  that  we  shall  derive  advantage  from  the  establishment  of  railways,  but  I  doubt 
whether  the  amount  of  that  advantage  is  so  generally  appreciated. 

At  present  our  rich  lands  in  the  interior  are  lying  waste,  for  I  consider  their  being  used  merely  for 
grazing  purposes  is  nothing  more*  Our  small  farmers  can  scarcely  exist  from  the  want  of  a  market  to 
dispose  of  their  produce,  there  being  so  large  a  quantity  raised  in  the  immediate  neighbourhood  of  their 
location  that  there  is  no  sale  for  it  there ;  and  to  convey  it  to  Sydney  is  attended  by  so  much  expense, 
and,  what  is  still  worse,  so  long  an  absence  from  their  families  and  farm  occupations,  that  it  becomes 
inconvenient  and  unprofitable,  while  Sydney  is  drawing  from  Van  Diemen's  Laud,  and  other  places 
beyond  sea,  its  supplies  of  w^eat,  potatoes,  and  other  produce,  that  ought  to  come  from  our  own  lands, 
and  the  money  be  expended  in  this  country.  The  indolence  and  evil'habits  that  this  hopeless  state  of 
things  produces,  are  destroying  the  energies  of  the  existing  labouring  population,  and  neither  ofier 
inducement  for  exertion  nor  j;ood  example  to  that  growing  up. 

The  larger  establishments  suffer  a  yet  greater  inconvenience,  from  the  difficulty  of  obtaining  convey- 
ance of  any  kind,  particularly  in  dry  seasons,  and  from  the  serious  loss  they  sustain  from  the  exposure 
of  their  wool  and  stores,  and  from  other  casualties,  during  the  protracted  journeys  to  and  from  Sydney 
in  wet  seasons.  Whilst  to  all  classes  the  exclusion  from  the  metropolis,  and  almost  prohibition  of  all 
social  intercourse,  arising  from  the  difficulties  and  expense  of  travelling,  are  highly  detrimental  in  a 
religious,  social,  and  political  point  of  view. 

The  line  now  proposed  will  provide  a  remedy  for  these  evils,  greatly  facilitate  our  present  means  of 
export,  and  open  up  others,  that  have  hitherto  not  been  thought  of,  from  the  difficulty  of  carriage  to  a 
shipiping  port,  and  will  be  the  forerunner  of  others  of  much  greater  importance  and  extent,  eventually 
opening  to  us  the  markets  of  Victoria  and  South  Australia,  and  bringing  the  whole  of  the  intervening 
country  into  active  productiveness. 

We  cannot  look  at'  the  position  of  the  country  lying  between  Sydney  and  the  southern  colonies  with- 
out  being  struck  with  the  extreme  importance  of  a  railway  extendhig  between  them ;  for  the  whole 
extent  of  it  is  so  cut  off  from  the  coast  by  thcprecipitous  nature  of  the  ranges,  that  its  entire  produce 
must  be  conveyed  by'such  k  road;  either  to  Sydney  or  Port  Phillip,  for  shipment. 

No  country  in  the  Vorld  appeaf  s  to  me  to  ofier  greater  inducements  for  the  establishment  of  railways 
than  that  traversed  by  this  Southern  line ;  the  nature  of  the  country  is  so  peculiarly  adapted  to  their 
construction,  from  ixh  level  character,  dty  climate,  and  porous  structure,  that  the  cost  will  be  compara- 
tively small. 

There  are  no  means  of  conveyance  to  coifipete  with  it;  we  have  no  cands ;  and  our  present  roads, 
unformed,  unmetalled,  and  laid  out  in  the  woret  possible  manner,  are  but  make-shifts. 

The  absence  of  any  fund  for  th^  safe  investment  of  capital  (proved  by  the  large  sum  of  85,000/.  now 
lying  in  the  Savings*  Bank  unproductive  will'be  supplied  by  one,  the  stability  of  ^hich  cannot  in  my 
opinion  be  questioned. 

The  long  droughts  that  we  are  subject  to  call  loudly  for  the  application  of  steam  power;  for  when 
they  take  place  communication  is  all  but  cut  off,  from  the  want  of  food  for  the  animals  employed  on  the 
roads;  and  what  will  it  be  when  the  country  is  so  occupied  that  these  are  fenced  in  ?  Li  other  coun- 
tries a  thick  population  would  indicate  plenty ;  but  it  is  not  so  in  this ;  for  when  these  droughts  take 
place,  there  is  a  general  failiure  of  crops,  as  well  as  native  grasses ;  and  if  the  evil  is  but  partial,  the 
difficulty  of  conveyance  to  where  the  scarcity  exists  precludes  its  being  remedied. 

And,  again,  the  highly  prosperous  state  and  unexampled  rise  of  this  colony  offer  the  greatest  induce- 
ment to  such  a  projection ;  for  although  we  have  lately  had  a  severe  check,  caused  by  that  very  pro- 
sperity leading  us  into  undue  speculations,  the  ingredients  for  forming  a  great  nation  are  still  here, 
undiminished,  and  nothing  hut  the  Divine  Will  can  prevent  us,  in  the  order  of  nature,  from 
becoming  one. 

But  the  child  must  walk  before  it  can  run,  and,  in  this  instance,  I  should  propose  that  we  do  not  at 
first  undertake  more  than  the  completion  of  the  northern  section,  or  that  portion  of  the  line  extending 
from  Sydney  to  the  Nepean  River,  with  the  branch  line  to  Penrith,  comprising  49]^  miles,  although  it 
will  be  desirable  to  form  a  company  for  the  purpose  of  eventually  carrying  out  the  whole. 

This  portion  will  open  the  communication  on  the  two  main  thoroughfares  40  miles  towards  Goulbum, 
and  33  miles  towards  Bathurst,  and  will  facilitate  the  communication  with  Parramatta,  Liverpool,  and 
Windsor,  as  it  will  pass  within  3^  miles  of  the  former,  15]^  of  Windsor,  and  1}  of  Liverpool. 

It  will  also  be  the  easiest  of  construction,  as  there  are  no  extensive  works  upon  it,  with  the  exception 
of  the  bridge  over  Parramatta-street  and  the  adjoining  viaduct,  which  may  be  omitted  in  the  first 
instance  if  desirable. 

And  it  will  always  yield  the  greatest  return,  for  as  I  have  before  said,  the  main  part  of  the  exports  of 
wool,  tallow,  hides,  &c.,  the  wheat,  butchers'  meat,  and  other  country  produce,  consumed  in  Sydney, 
and  the  transfer  of  all  the  mails  and  passengers  to  and  from  the  interior,  must  pass  along  it. 

And  if  the  irou-bark  rail  be  found  sufficient  to  support  the  necessary  weight  without  crushing,  the 
easy  nature  of  the  gradients  relieves  us  of  any  apprehension  as  to  the  want  of  power  in  the  locomotive 
engine,  even  on  wooden  rails. 

The  amount  required  to  carry  this  out  (if  wooden  rails  are  used)  will  be  120,000/.,  which  allows 
27,212/.  over  and  above  what  1  have  estimated  for  unforeseen  expenses,  averaging  2,424/.  per  mile. 

To  meet  this  expenditure  I  have  made  the  following  calculation  of  the  revenue  to  be  derived  from 
the  work,  but  I  have  only  included  those  articles  respecting  which  I  have  positive  data  to  work  from  ; 
there  are  many  others  now  conveyed  that  1  have  not  taken  notice  of.  Had  I,  instead  of  calculating 
from  the  amount  of  the  present  conveyance,  made  a  statement  of  what  that  amount  may  fairly  b« 
expected  to  reach,  as  soon  as  the  facility  of  railway  transfer  is  attainable,  I  have  no  doubt  that  the  sum 
total  of  revenue  would  be  quadruple  what  I  have  computed  it  at.  But  I  have  endeavoured  as  much  as 
possible  in  this  and  all  other  calculations  to  avoid  anything  like  theoretical  conclusions,  and  to  confine 
myself  to  statements  drawn  from  existing  facts. 
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Appmiii  Vo.  78*    Amount  of  the  Prisknt  Traffic  on  the  Socthbeh  and  Wb8tkem  Roam»  cdcnialed  fion  Oe 
Reiifrm  in  ^^^^  *"^  Curtom  House  Returnt  for  the  Year  1841. 

Aostralia.  ™-  •    u ^  ,«^».  J^*^ 


FFoo^-Ezported,  1847 
Receiyed  from  Hunter's  Riter 
„  Clarence  Rnrer 

99  Port  Macqusrie 

99  Moreton  Bay 


S^OOO  Bales. 
2,500 
891 
3,700 


n,l&4,90B 


Other  places  on  the  coast    9,618 

34,710 
,  Average  290  lbs.  per  bale       .       7,165»900 

Leaving    •         .       3,9899068 

Or  1,780  tons,  to  be  carried  36  mfles,  at  \l  10#.  per  ton  .         .         .         .      £2,679    0    • 
roOni^Exported,  1847        .     2,856  tons. 
Received  coastwise     .         •        664 


•    Leaving  1,692  tons,  at  1/.  lOf.  per  ton  •         .         2,536    6    6 

Hid€$^Vram  cattle daughtered  fcr  tallow  and  1        ^^.  .         *  w  ,a  ^  ..w.  •-     ^ 

iniawl  consumption,  12,525  at  60  lbs.  each  /        ^^*  *^^  **  "•  ^^'  P«  *^*       502  15    0 

IFAmI— Clonsumed  in  Sydney,  at  the  rate  of  L^^  aaa  u    t.  i 
7,000  bushels  per  week  .         .         .  J364,000  bushels. 

Received   coastwise    (not    including    the 
Hawkesbury)  .         .         •         .         89,000 

Leaving    •     275,000  busheb 

atOO  lbs.  per  bushel  =  7,366  tons,  at6».  Bd.  per  ton,  being  at  the  rate  of 

6d.  per  bushel,  from  Goulbum 2,455  t  0 

Cattie — 26,600  head  consumed  in  Sydney,  not  including  those  boiled  for 

tallow,  at  1«.  6d.  per  head 1^920  0  0 

iSAei^p— 79,421  ditto  ditto,  at  3<2.  per  head         ......  99211  0 

P^#— 9,808  ditto,  lard  at  3<;?.         ......••  122  12  0 

iK^#ef— 1,000  head,  at  2#.  each 100  0  0 

Ai^2.000  tons,  at  10#.  per  ton  •         . 1,000  0  0 

Dairy  Produce^lbO  tons,  at  1/.  10*.  per  ton 225  0  0 

.    Small  Parcels   • 500  0  0 

Beium  Supplies— ifiQO  tons,  at  \L  10#.  per  ton 6,000  0  0 

Carnage  of  Mails 1,333  0  0 

32/)00  passengers,  at  6*.  each 9,600  0  0 

£29,959    5    0 
Saj  30,0001. 

And  allowing  60  per  cent  of  this,  or  18,000£.  for  working  the  line,  which  is  doable  what  is  vraaUy 
estimated,  we  have  still  12,0001.  or  10  per  cent  on  the  whole  estimated  outby  as  a  dividend.  JBoft, 
as  I  have  said  before,  the  above  is  only  a  moiety  of  die  probable  return. 

Ihafte,  Ac, 

Tmomas  Wools. 


Wbdnvsday,  AprU  19,  1848. 
Present: 
Charles  Ck>wPBR>  Esq.,  in  the  Chair. 
Wiliiara  Dumaresq,  Esq.  I  Frsncis  Lord,  Esq. 


John  Lamb,  Esq. 

Captain  Phillip  Parker  King^  R.N.>  called  in  and  examined. 

1.  Have  you  had  any  experience  with  regard  to  railways? — None  at  all. 

2.  You  haye  seen,  I  oelieve,  the  plans  and  surveys  which  have  been  made  by  Mr.  Woore, 
who  is  a  Lieutenant  in  the  Royal  Navy,  and  was  formerly  engaged  in  making  surveys  on  Her 
Majesty's  service? — I  have,  and  have  looked  through  them  with  much  attention. 

3.  Will  you  bvour  the  Committee  with  your  opinion,  as  far  as  you  are  able  to  give  it,  with 
reference  to  those  plans  ?-^I  am  aware  that  Mr.  Woore  has  made  some  very  useful  surveys,  in 
India,  under  the  direction  of  Sir  Edward  Owen,  the  Commander-in-Chie&  particularly  a  veiy 
elaborate  one  at  Penang;  since  which  I  have  known  him  when  a  lieutenant  of  Her  Majeat/s 
ship  "  Alligator/'  on  this  station.  I  was  with  him  on  board  that  ship  during  his  survey  of 
Twofold  I&y,  which  was  performed  in  a  very  correct  and  creditable  manner ;  and  I  tunre 
every  reason  to  think,  from  careful  examination  of  his  plans  now  before  me,  that  they  aer 
entitled  to  every  credit,  and  I  should  confide  in  them  myself  as  documents  of  consideraUe 
value. 
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4.  Do  you  think  that  any  opinion  which  might  be  drawn  from  the  surveys  of  Mr.  Woore, 
would  be  founded^  as  far  as  these  documents  lay  claim  to  consideration,  upon  accurate  data  7 — 
I  think  Mr.  Woore  would  not  make  any  statement  that  he  was  not  quite  satisfied  was  perrectly 
correct,  and  therefore  I  should  place  every  confidence  in  what  he  has  stated,  and  on  his  skill 
as  a  draftsman  and  surveyor.  The  levels  seem  to  be  very  carefully  observed.  I  have  seen  the 
instrument  which  he  used,  and  I  am  quite  sure  that  any  person  skilled  in  levelling,  as  I 
believe  Lieutenant  Woore  to  be,  would  make  correct  surveys  with  it.  I  have  had  an  opportu- 
nity of  testing  one  particular  part  of  his  survey,  near  Berrima,  having  measured  the  same 
height  repeatedly  with  tlie  barometer. 

5.  As  a  colonist  of  many  years*  standing,  and  havmg  considerable  experience  in  colonial 
affairs  generally,  would  you  favour  the  Committee  with  your  opinion  as  to  whether  it  would 
be  exp^ient  for  the  Legislature  or  Grovemment  to  entertain  the  question  cS  the  introduction 
of  railways? — As  a  general  question,  I  think  it  desirable  for  the  best  interests  of  the  colony 
that  railways  should  be  established,  but  at  the  same  time  I  would  recommend  that  a  short 
line  should  be  first  attempted,  to  show  what  would  be  the  expense,  the  returns,  and  the 
advantage. 

6.  {By  Mr.  Lamb.)  And  that  short  line  you  would  recommended  to  be  in  the  vicinity  of 
the  capital  ? — Yes,  in  a  direction  that  would  serve  as  a  main  trunk  for  any  further  railways. 

7.  {By  the  Chairman.)  Do  you  think  that  the  time  has  arrived  when  the  colony  might 
safely  commence  such  a  work  with  the  hope  of  its  being  remunerative  ? — I  do,  eerteunly ; 
because  I  think  the  establishment  of  railways  would  increase  the  traffic,  and  therefore  the 
advantages  would  be  doid>led  and  trebled. 
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Thursdat,  April  20,  1848. 
Present : 
Charlbs  Cowper,  Esq.,  in  the  Chair. 


John  Lamb,  Esq. 
Francis  Lord,  Esq. 


Thomas  Icely,  Esq. 


Frcmcis  Webb  Shields,  Esq.,  called  in  and  examined. 

1.  Are  you  a  civil  engineer? — ^I  am. 

2.  How  long  have  you  been  in  the  colony? — Since  1843. 

3.  Do  you  hold  any  appointncient  in  the  colony  at  present  ?— ^Yes,  that  of  city  surveyor ;  I 
am  at  the  head  of  die  Survey  Department  of  the  Sydney  Corporation. 

4.  How  long  have  you  held  that  appointment  ? — Since  June  1846. 

5.  Since  you  have  held  that  appointment  you  have  had  considerable  experience  in  per- 
fomung  works  in  the  colony?— I  have. 

6.  In  what  brandi  of  your  profession  have  these  works  generally  been  carried  on? — 
Principally  in  road-snaking,  town-drainage^  and  water-works,  m  whi(^  the  Corporation  are 
largriy  en^;aged. 

7.  i'revious  to  your  coming  to  this  colony  were  you  at  all  engaged  on  railways  ? — Yes ;  I 
was  bred  to  the  profes^on  of  a  railway  engineer,  and  was  employed  for  several  years  on  the 
Edglish  lines,  with  Mr.  Vignoles,  the  eminent  engineer,  by  whom  the  Midland  Counties, 
North  Union,  Dublin  and  Kingstown,  Sheffield  and  Manchester,  and  various  other  railways 
were  laid  out  or  constructed. 

8.  Since  you  have  been  in  this  colony  have  you  turned  your  attention  to,  the  subject  of 
railways,  with  the  view  of  their  bein^  introduced  amoi^  us  ? — I  have  felt  much  interest  in  the 
subject ;  and  as  it  has  excited  genersi  attention  I  have,  of  course,  heard  and  read  a  good  deal 
about  it,  though  unable,  from  the  pressure  of  my  official  duties,  to  devote  much  time  to 
investigate  its  details. 

9.  Do  you  feel  competent  to  express  an  opinion  to  the  Committee,  as  to  whether  the  colony 
is  sufficiently  advanced  to  make  it  expedient  to  introduce  railways  into  it? — In  the  immediate 
neighbourhood  of  Sydney  I  am  convinced  that  from  tt^  sources  of  traffic  which  a  railway 
would  ocnnmand,  it  would  prove  remunerative,  even  if  constructed  on  the  costly  principles 
adopted  in  England.  Ir^deed,  any  railway  offering  equal  advantages  in  that  country  would 
very  soon  be  constructed.  I  cannot  speak  with  certainty  respecting  the  interior  of  the  colony^ 
though  1  should  thii^  they  would  be  found  to  answer  there  also,  if  constructed  on  a  strictly 
economical  system,  similar  to  that  adopted  in  America. 

10.  You  think  they  would  be  remunerative  throughout  the  main  lines  of  traffic  in  the 
interior  ? — Throughout  the  main  lines  of  traffie  in  the  interior,  if  the  American  system  of 
construction  were  fic^owed. 

11.  When  you  speak  of  the  immediate  ndgbbourhood  of  Sydney,  how  far  would  you  con- 
sider that  description  to  extend  ? — ^I  mean  as  far  as  Parramatta,  where  ninaaerous  coaches  and 
steam-boats  ply  already,  and  where  a  considerable  traffic  in  the  conveyance  of  goods,  mer- 
ehandiae,  and  cattle,  to  and  from  the  mterior,  exists ;  in  so  saying*  I  suppose  this  mie  to  Jbe  the 
conunon  entrance  into  Sydney  for  all  the  railways  through  the  interior. 

12.  Do  you,  or  do  you  not,  think  it  would  be  desirable  that  a  railroad  to  Parramatta 
diould  be  made  upon  the  same  principle  as  the  improved  railroads  ia  the  mother-country  ?^— I 
certainly  should  not  reconunend  the  adoption  of  English  principles  in  the  construction  of  any 
milways  in  a  finished  and  costly  style ;  but  on  the  line  adjacent  to  Sydney,  ovpr  vi^hich  a 
heavy  traffic  from  every  part  of  the  interior  would  pass,  I  think  that  a  greater  degree  <^ 
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Appendix  No.  78.    strength  should  be  given  to  the  works  than  that  which  might  be  thought  suffident  for  railways 
—  ,  of  less  thoroughfare,  such  as  those  through  the  remoter  districts  of  America. 

AiuurtJSr  "*  ^^'  ^^"  ^*^®  °^^  heexi  in  America  yourself? — I  have  not;  but,  in  common  with  most  men 

of  my  profession  in  England,  I  have  been  much  interested  by  the  accounts  of  the  extensive 
works  of  American  enc^ineers,  and  paid  a  good  deal  of  attention  to  their  system. 

14.  Have  you  read  the  despatch  from  Lord  Grey,  recently  laid  upon  the  table  of  the 
Council,  enclosing  the  reports  from  the  North  American  colonies  upon  this  subject? — I  have. 

15.  You  would  not^  as  far  as  I  imderstand,  recommend  the  introduction  of  wooden  rails 
upon  the  principles  there  proposed,  within  the  distance  of  Sydney  and  Parramatta? — ^Without 
trying  some  experiments  it  is  impossible  to  say  whether  wooden  rails  will  answer  the  purpose. 
The  railway  companies  of  England  have  found  it  necessary  to  increase,  time  ader  time,  weight 
and  strength  of  their  iron  rails,  and  from  the  great  wear  and  heavy  strain  caused  by  the  loco- 
motive engines  and  trains,  I  can  scarcely  conceive  that  a  wooden  rail  could  withstand  the  effects 
of  a  heavy  traffic.  Moreover,  as  the  power  of  an  engine  consists  in  the  pressure  or  frictioa 
of  its  wheals  upon  the  rail,  a  serious  objection  might  arise  in  the  diminution  of  this  effect, 
especially  in  wet  weather,  for  I  have  seen  the  street  pavement  of  this  material  in  London  at 
such  times  in  a  very  slippery  state,  though  laid  with  its  grain  end  to  the  surfcu^.  However,  I 
have  never  seen  wooden  rails,  and  can  but  speak  from  supposition.  If  they  can  be  practically 
appUedy  a  complete  alteration  from  the  present  shape  of  both  rails  and  wheels  must  be  made ; 
and  I  would  recommend  that,  in  the  course  of  construction  of  the  line,  they  should  be 
tried  for  a  short  distance  wherever,  like  the  railway  on  the  Circular  Quay,  they  might  be 
found  useful  for  the  conveyance  of  earth,  stone,  or  other  heavy  materials  for  the  works,  which 
would  afford  as  good  a  test  of  their  capabilities  as  we  could  veaAWy  obtain. 

16.  Suppose  we  take  the  foundation  first :  what  is  your  opinion  of  the  merits  of  the  i^le 
system,  as  compared  with  others  more  substantial  and  permanent  ? — The  pile  system  wl^re 
it  can  be  adopted  will  be  peculiarly  suited  to  this  colony. 

17*  Do  you  see  any  reason  why  it  cannot  be  adopted,  commencing  with  the  ci^  of  Sydney, 
as  well  as  extending  to  other  parts  of  the  colony  ? — The  only  drawback  which  I  fear  is,  that 
the  soil  in  this  colony  is,  ^nerally,  of  too  hard  and  rocky  a  nature  to  allow  of  piles  being 
driven  into  the  ground,  owerwise  the  system  will  be  still  better  suited  to  New  South  Wales, 
as  not  only  is  our  timber  more  durable,  but  from  the  mildness  of  the  climate,  it  will  be  free 
from  the  extreme  and  constant  changes  of  weather^  which,  in  America,  cause  its  rapid 
decay. 

18.  Do  you  think  that,  generally,  piles  could  be  driven  ? — As  far  as  I  have  had  the  oppor- 
tunity of  judging,  I  do  not  think  they  could. 

19.  You  will  perceive  in  the  Report  of  Mr.  Wilkinson,  transmitted  by  the  Secretary  of 
State,  this  passage : — "  The  manner  of  construction  was  upon  well-driven  piles  when  the 
ground  was  sofV,  upon  trestles  when  firm  and  solid,  and  simply  on  longitudinal  under-sills 
united  by  cross-ties,  when  excavations  occurred,  or  where  the  grades  coincided  nearly  with  the 
natural  surface.'*  What  is  your  opinion  with  reference  to  this  mode  of  constructing  railroads  ? 
— ^My  last  answer  referred  to  the  pile  system.  The  construction  on  longitudinal  under-sills, 
united  by  cross-ties,  which  is  apphcable  wherever  the  rails  are  to  be  laid  upon  the  ground 
surface,  is  the  method  most  approved  of  in  England,  as  well  as  in  America.  It  consists  in 
laying  blocks  of  wood  upon  the  ground,  at  short  distances  apart,  across  the  direction  of  the 
railway,  and  over  these  two  continuous  lines  of  timber  bearers,  to  form  the  support  of  the 
rails,  which  are  laid  upon  and  along  them.  The  mode  of  construction  on  trestles  or  timber 
frames,  where  the  hardness  of  the  ground  will  not  admit  of  piles  being  driven,  is,  I  think,  the 
most  suitable  to  our  circumstances,  and  in  this  manner  the  greater  portion  of  our  embank- 
ments will  probably  be  made ;  these  frames  can  be  formed  chiefly  of  round  timber,  and  at  a  very 
moderate  cost,  though,  as  their  bearing  upon  the  ground  is  generally  less  secure  than  that 
of  piling,  they  should,  especially  in  the  neighbourhood  of  Sydney,  be  strongly  framed  and 
braced  together^  to  secure  them  from  being  shaken  and  rendered  unsafe  by  the  constant  passage 
of  the  trains.  From  the  great  weight  of  locomotive  engines,  and  the  high  velocities  at  which 
they  travel,  their  passage  is  far  more  trying  to  the  rails  and  the  road  than  that  of  any  ordinary 
vehicles ;  and  the  frequency  of  accidents  in  America  is  well  known,  owing  generally  to  their 
works  having  been  constructed  in  too  slight  a  manner. 

20.  Will  you  state  the  reason  why  you  think  the  line  from  Sydney  to  Parramatta  should 
be  constructed  in  a  stronger  manner  than  other  lines  further  in  the  interior? — For  several 
reasons.  The  traffic  on  this  line  would  be  peculiarly  heavy,  not  only  from  the  great  increase 
of  travelling,  which  the  inducement  afforded  by  the  railway  to  the  inhabitants  of  Sydney  and 
Parramatta  to  take  short  trip  for  recreation  would  cause,  but  from  the  communication  with 
every  part  of  the  interior  bem^  carried  over  it.  Then,  besides  the  immediate  danger  to 
passengers,  an  accident  on  this  part  of  the  line  would  interrupt  the  communication  of  the 
whole  interior  with  Sydney,  an  inconvenience  which  appears  too  obvious  to  be  dwelt  upon; 
and  as  this  would  be  the  liest  paying  portion,  the  returns  would  justify  a  moderate  increase  in 
its  first  cost  beyond  that  of  the  lines  through  the  remoter  parts  of  the  country.  Even  the 
Americans  themselves,  where  justifled  by  circumstances,  have  constructed  thmr  railways  in  a 
substantial  manner. 

21.  Would  you  recommend  the  use  of  wooden  rails  only  in  the  roads  beyond  the  Parra* 
matta  terminus? — In  making  the  line  to  Parramatta,  I  should  recommend  that  the  temporary 
rails,  which  are  used  in  transporting  the  soil  from  the  cuttings  to  form  embankments,  should 
be  laid  with  wood.  By  this  means,  as  I  have  before  suggested,  the  capability  of  the  wooden 
rail  would  be  tested  by  heavily-laden  wagons  passing  over  them ;  and  upon  this  or  sonse 
similar  test  I  would  determine  whether  it  were  advisable  to  use  them  on  the  permanei^ 
{ine. 
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22.  From  your  experience  in  railways  at  home,  and  the  traffic  which  is  necessary  to  make    Appendix  No.  78. 

a  railway  at  all  remunerative,  do  you  think  the  Parramatta  line  would  probably  give  a  fair  . 

return  for  the  capital  likely  to  be  expeneded  in  its  construction  upon  the  substantial  plan  you         Railways  in 

«peak  of? — I  do.  By  the  formation  of  railways,  travelling  and  traffic  is  increased  to  a  wonderful  "*      ** 

extent,  and  I  have  tio  doubt  that  a  cheaply-constructed  line  would  return  large  profits.     I 

beg  to  submit  to  the  Committee  the  folk)wing  statement^  showing  the  expense  incurred  in  the 

workii^  and  maintenance  of  railway  lines,  after  their  construction,  in  different  parts  of  the 

world,  which  I  had  the  opportunity  of  procuring  in  England  from  various  authentic  sources. 

The  average  of  the  cost  of  several  years*  working  and  maintenance  on  the  Belgian  railways, 

Srevious  to  the  year  1842,  was  4^.  per  mile  per  train.  On  the  German  railways  it  was  about 
5.  6d.  On  the  North  Union  Railway  in  England  (connecting  Preston  with  Liverpool  and 
Manchester),  25  miles  in  length,  and  dispatching  six  passenger^trains  besides  goods-trains  in 
each  direction  daily,  the  cost  in  the  year  1841  was  about  3^.,  exclusive  of  Government  duty 
and  parochial  taxes.  On  the  Dublin  and  Kingstown  Railway  the  traffic  of  the  year  1840, 
consisting  of  136,728  miles  run  by  the  trains,  cost  3j.  4^^.  per  mile  per  train.  On  a  number 
of  railways  in  the  United  States  of  America,  the  average  cost  of  working  for  two  or  three 
years,  has  been  3«.  per  mile  per  train,  some  being  as  low  as  2$.  9cf.,  wood  being  the  chief  fuel. 
The  details  of  this  expense  are  as  follows : — 


». 

d. 

Cost  of  locomotive  power          . 

1 

3 

„      Carriages  .... 

0 

3 

„      Maintenance  of  railway 

0 

6 

„     Police        .         .         .         . 

0 

2 

„      Conducting  traffic         .         . 

0 

5 

,,      Management        .          . 

^      Miscellaneous  expenses           . 

0 

2 

0 

3 

Total  expense  per  mile  per  train  •         3    0 

The  calculation  of  the  working  cost  and  the  revenue  of  a  line  to  Parramatta,  14  miles  in 
length,  then  becomes  a  simple  matter.  I  have  attempted,  though  unprovided  with  any  precise 
information  of  the  amount  of  traffic,  to  form  a  rough  estimate  of  the  cost  of  working  the  line, 
and  the  returns  derivable  from  it,  which  n)ay  be  stated  as  follows  : — 

Coff  ^  Working.  Per  Week. 

Passenger-trains  every  three  hours,  about  four  from  Sydney 
and  four  from  rarramatta  daily,  say  in  all  60  trains 
per  week,  running  14  miles  each,  at  Zs,  6d.  per  mile 
per  train    .•••••••£  136  10    0 

Goods-trains — two  in  each  direction  daily,  or  24  weekly, 
for  conveyance  of  goods,  merchandize,  sheep,  cattle, 
produce^  &c.,  at  3^.  3d,  per  mile  per  train  •         •  56    0    0 

Total  expenses  per  week       »         •         •         •         «         •         £  192  10    0 


Say  30  passengers  in  each  passenger-train, 

,at  Is.  6d.  each      •  •  •  •     £135 

Parcels,  light  goods,  mails,  private  car-  [       255    0    0 

riages,  &c.,  say  27.  per  train    •  .         120 

Twenty-four  goods-trains,  earning  a  gross  amount  of  say 

4/.  each  ••••••••  9600 


0    0  J 
0    0  J 


Gross  receipts  per  week         ••••••  351     0    0 

Leaving  a  dear  profit  of  per  week  •         •         •         •  £158  10    0 

or  of  8,242/.  yearly.  From  this  rough  calculation  it  would  appear  that,  speaking  in  round 
numbers,  a  return  of  20  per  cent,  on  a  capital  of  3,000/.  per  mile,  or  15  per  cent,  on  a  capital 
of  4,000Z.  per  mile  expended  in  the  construction  of  the  line,  would  be  (Stained.  These  are 
of  course  but  rough  estimates,  and  I  cannot  pledge  myself  to  their  accuracy,  though  I  think 
I  have  underrated  the  probable  number  of  passengers  that  would  travel  on  the  line. 

23.  It  appears  from  the  report  of  Mr.  Wilkinson,  that  **  in  South  Carolina,  where  the 
abundance  of  timber  and  the  favourable  character  of  the  country  naturally  suggested  the  idea, 
timber  foundations,  and  also  rails  essentially  of  timber,  were  adopted  to  obviate  the  costly 
alternatives  of  earthen  excavations  and  embankments,  solid  masonry,  and  the  heavy  iron  rail," 
•^o  you  not  think  that  the  circumstances  of  this  colony  are  very  similar  to  those  of  South 
Carolina,  and  that  we  should  take  into  consideration  the  propriety  of  forming  railways  upon 
the  principle  suggested  in  this  report  ? — Certainly.  There  can  be  no  doubt  mat  we  snail  find 
abundance  of  timber  suitable  for  the .  construction  of  the  works  in  a  much  more  economical 
manner  than  by  heavy  cuttings  and  embankments ;  and,  as  a  general  principle,  the  cheaper 
our  railways  are  constructed  me  better,  especially  throughout  the  interior  of  the  colony. 

24.  You  still  appear  to  be  of  opinion  that  we  ought  to  construct  the  Parramatta  line  in  a 
more  substantial  manner  ? — I  think  so. 

2M 
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Appendix  No.  78. 

Railways  in 
Australia. 


25.  {By  Mr.  Lord.)  The  traffic  is  almost  as  great  to  Penrith  as  to  Parramatta  7 — But  the 
line  to  Penrith  will  not  require  the  entire  traffic  of  the  interior  to  pass  over  it;  aod^  besides 
the  regular  business,  the  traffic  from  Sydney  alone  would  occasionally  be  very  great.  At 
times  of  races  or  fairs  in  England  I  have  seen  trains  dispatched  every  quarter  of  an  hoQr> 
conveying  about  200  persons  in  each ;  and  another  important  source  of  revenue  to  railways 
leading  out  of  large  towns  is  the  occasional  conveyance  of  large  numbers  of  persons  for  a 
few  mues  into  the  country  for  recreation,  at  a  low  rate^  or  as  it  b  expressed,  in  dieap  trains. 
These  cheap  trains  are  largely  used^  especially  by  the  working  classes,  to  whom  they  afford 
much  healthy  enjoyment;  and  a  line  which  is  intended  for  heavy  traffic,  such  as  this,  should 
have  sufficient  strength  to  sustain  it. 

26.  {By  the  Chairman.)  I  would  direct  your  attention  to  this  statemoit  in  Mr.  Wilkinson^s 
Report : — *^  During  the  passage  of  the  train  no  vibration  or  unsteadiness  was  perceptible ;  and 
in  standing  on  the  platform  behind  the  last  car,  as  it  were  in  mid  air,  and  in  clear  view  of  the 
open  wooden  framework  below,  retreating  with  a  velocity  of  25  miles  per  hour,  it  was  not  easy 
to  conceive  how  it  could  be  more  difficmt  to  pass  any  ordinary  depth  of  our  northern  snow, 
and  that  at  rates  of  speed  equal  to  those  attainable  under  the  most  favourable  circumstances.*' 
There  seems  to  have  been  no  vibration  and  unsteadiness  to  shake  the  framework  upon  the  line 
here  referred  to? — ^Then  the  framework  must  have  been  substantiallv  put  together.  I  have 
seen  drawings  of  the  American  structures,  which  were  wholly  unsuit^  for  the  passage  of 
locomotives  engines,  and  on  which>  accordingly,  it  was  stated  that  accidents  had  frequently 
occurred. 

27.  Can  we  not  have  a  framework  sufficiently  substantial? — Undoubtedly. 

28.  And  at  a  much  less  cost  than  by  embankments? — At  a  much  less  cost,  when  the  timber 
can  be  easily  prociu'ed.  In  general,  where  cuttings  and  fillings  are  required  to  level  the  road, 
the  material  taken  from  the  one  may  a3  well.be  used  for  the  other;  hence  the  cost  of  the 
cutting  is  the  real  expense  of  the  wc^rk.  On  the  English  lines  the  cuttings  and  embankments 
are  equalized,  so  that  one  may  form  the  other ;  here,  on  the  contrary,  we  would  lessen  the 
cuttings,  which  are  the  principal  cause  of  expense,  and  fill  the  hollows  with  cheaper  structures 
of  woodwork. 

29.  {By  Mr.  Lord.)  Your  objection  to  a  slightly  constructed  framework  between  Sydney 
and  Parramatta  is  based  upon  the  drawings  you  bave  seen  of  the  American  railroads? — Yes; 
as  I  before  stated,  I  have  understood  that  accidents  frequently  occurred  on  the  American 
railways  from  the  slight  construction  of  their  works,  and  I  am  merely  recommending  that  the 
timber  frames  be  placed  at  shorter  distances  apart,  and  be  well  connected  together,  which  will 
not  add  largely  to  their  cost,  and  will  render  this  system  of  formation  as  substantial  as  any 
other. 

30.  {By  the  Chairman.)  Do  I  understand  your  opinion  still  to  be  in  favour  of  iron  rails,  or 
do  you  see  any  reason  to  object  to  the  American  plan  in  that  respect,  that  is  to  say,  the  entire 
substitution  of  wooden  for  iron  rails? — It  is  impossible  to  judge  of  the  eflfect  of  wooden  rails 
until  the  experiment  is  fairly  tried.  I  do  not  think  that  the  entire  substitution  of  wooden  rai^ 
appears  to  have  been  tried  in  America.  The  Report  transmitted  from  the  Secretary  of  State 
mentions,  as  I  understand  it,  that  wooden  rails,  covered  with  a  light  iron  plate,  were  used,  and 
proved  unsuccessful,  and  it  then  suggests  the  adoption  of  rails  entirely  of  wood,  under  a 
modified  form :  allowing,  at  the  sanie  time,  that ''  the  experiments  as  yet  made,  though  cal- 
culated to  give  a  favourable  'impression,  do  not  conclusively  settle  the  question  of  the  safe 
application  of  the  wooden  rail  to  the  various  circumstances  of  a  long  line  of  railway,  intended 
to  sustain  heavy  loads  and  high  velocities;*'  and  heavy  locomotive  engines  also  will  be 
required  to  surmount  the  steep  gradients  necessary  for  railways  in  this  colony. 

31.  Do  you  thiik  there  would  be  any  steep  gradients  between  Sydney  and  Parramatta? — On 
referring  to  the  Report  on  the  tajble  from  Mr.  Woore,  I  find  that  he  q)eaks  of  some  ranging 
from  1  in  60  to  1  in  91  for  considerable  distances.  To  surmount  such  gradients  as  these, 
heavy  and  powerful  engines  would  be  reqi^ired. 


Wednesday,  April  26,  1848. 
Present : — 


Charlbs  Cowpbr,  Esq 

Captain  Dumaresq. 
Francis  Lord,  Esq. 


.,  in  the  Chair. 

John  Lamb,  Esq. 


Francis  Webb  Shields,  Esq.,  called  in  and  examined  :— 

1.  Since  vou  were  examined  before  this  Committee  on  the  20th  instant,  have  you  still  further 
considered  the  subject  of  introducing  railways  into  the  colony,  and  if  so,  will  you  state  to  the 
Committee  any  views  which  you  may  now  be  prepared  to  express  on  any  branch  of  this  in- 
quiry?— Since  my  former  examination  I  have  further  considered  the  subject,  and  have  cooie 
to  the  conclusion,  that  with  our  present  limited  command  of  labour  and  capital,  a  railway  bi 
considerable  length  could  not  be  undertaken  with  the  prospect  of  being  completed  in  a  reasoii- 
able  time ;  but  that  a  line  such  as  that  from  Sydney  to  Parramatta  might  be  finished  in  a 
short  period,  say,  in  two,  or  from  two  to  three  years. 

2.  Could  you  state,  with  any  degree  of  confidence,  what  amount  of  labour  you  think  wodd 
be  desirable  to  place  upon  the  line  of  railroad  to  be  constructed  between  Sydney  and  Parrk- 
matta? — Upon  a  rough  calculation,  supposing  that  it  were  necessary  to  cut  down  and  remove  to 
the  line  about  15,000  or  20,000  trees  to  form  the  frame-work  and  railway,  and  that  the  ea!rtfa- 
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work  would  not  exceed  25^000  cubic  yards  per  mile^  I  should  think  that  from  150  to  200 
labourers,  exclusive  of  mechanics^  would  suffice  for  the  construction  of  the  line  in  two  years,  or 
a  proportionately  lesser  number  in  three  years. 

3.  For  what  number  of  mechanics  do  you  think  it  would  afford  employment? — ^The 
mechanics  I  suppose  to  consist  for  the  most  part  of  roush  carpenters^  of  whom  there  are  plenty 
in  the  country ;  they  would  work  for  low  wages,  and  with  a  few  superior  mechanics  to  super- 
intend them,  would  be  able  to  construct  the  frame-work,  using  round  timber  (as  I  contemplate) 
in  its  formation,  and  little  or  no  sawn  stuff,  except  for  the  immediate  support  of  the  rails. 
There  would  also  be  some  masons  and  other  mechanics  required,  but  not  enough  to  affect  the 
market  injuriously.  I  can  scarcely  state  the  total  number,  having  no  means  of  knowing  the 
amount  of  work  to  be  done— perhaps  50  or  60  would  suffice. 

4«  Have  you  much  difficult  in  getting  labourers  of  any  kind  for  the  works  of  the  City 
Council  ? — iNone  whatever ;  although  the  rate  of  wages  paid  by  the  Corporation  is  low,  the 
appUoations  for  employment  on  their  works  are  very  numerous,  and  we  can  select  as  many 
excellent  labourers  at  8«.  per  day  as  we  desire.  This  is  accounted  for  by  the  fact,  that  nearly 
aU  these  men  have  large  families,  which  renders  them  unsuitable  for  country  employment,  and 
desirous  of  obtaining  constant  work  and  regular  wages  in  Sydney,  even  at  a  low  rate. 

&  {By  Mr.  Lord.)  This  employment  would  not  interfere  much  with  the  country  labour  ?— 
I  do  not  think  it  would,  especially  if  regular  supplies  of  labour  be  sent  to  us  from  England. 

6.  {By  the  Chairman.)  Is  it  not  notorious  that  there  are  an  immense  number  of  persons 
hanging  about  the  city  of  Sydney,  who  will  not  be  induced  to  go  into  the  country  for  any 
purpoee  whatever  ? — I  understand  that  to  be  the  case. 

7.  Would  these  persons  be  willing  to  be  employed  on  such  works  as  railroads,  or  other 
public  works,  immediately  in  the  yicinity  of  the  city,  although  they  would  not  add  to  the 
labour  market  in  the  interior? — ^They  would  have  no  objection  to  work  in  the  immediate 
neighbourhood  of  the  city. 

o.  Do  you  think  they  would  consider  that  the  maximum  distance  of  the  line  you  contem- 
plate would  be  too  great  for  them  to  go  to  their  labour?  could  they  not  go  to  and  from  their 
work  in  the  waggons  used  on  the  line  ? — They  could  come  in  on  the  Saturday  night,  but  I 
scarcely  think  that  they  could  return  that  distance  from  their  work  on  each  evening;  they  might 
reside  at  Parramatta,  however,  when  employed  in  its  neighbourhood.  It  is  customary  in 
England,  where  accommodation  cannot  easily  be  procured,  to  throw  up  a  number  of  huts 
immediately  adjoining  the  works  for  the  men  to  live  in.  I  have  myself  known  of  men  being 
employed  at  a  short  distance  from  Sydney,  and  returning  to  their  home  every  Saturday  night. 

V*  Have  you  anythmg  to  state  to  the  Committee  on  the  subject  of  gradients  ? — I  have  pre- 
pared the  following  statement  of  the  power  of  draught  of  a  locomotive  engine,  calculated  by 
the  rules  in  general  use  amongst  English  engineers,  which  will  show  the  Committee  the  capa- 
bility of  these  engines  in  drawing  trains  up  steep  inclines: — 

A  locomotive  engine  of  the  most  powerful  construction  in  general  use  will  draw*  loads^  ex- 
clusive of  its  own  weight  and  that  of  the  tender,t  on  steep  inclinations  as  follows : — 


On  an  inclination  of  I  in    30 

»> 

lin    40 

*» 

lin    50 

i» 

lin    60 

>» 

Ha    70 

»9 

lin   80 

»» 

lin    90 

lin  100 


3 
10 
16^ 
22 
27* 
33} 
38* 
44 


tons. 


99 
'9 


This  calculation  exhibits  the  power  of  the  engine  under  favourable  circumstances,  and  con* 
sideraUy  above  its  general  average  in  1843;  I  have  assumed  it  so,  however,  to  allow  for  the 
prqmarife  improvements  in  the  construction  of  locomotives. 

The  Wright  of  a  passeager-canriaee  capable  of  containiuff  from  12  to  18  persons,  is,  I  believe, 
from  two  to  two  and  a  half  tons  unlmded ;  that  of  a  goods'  carriage  is  from  one  to  one  and 
a  half  tons  unloaded,  and  may  be  taken,  when  loaded,  at  about  four  or  five  tons. 

As  a  general  rule,  I  would  not  recommend  the  adoption  of  any  gradients  too  steep  to  allow 
a  load  of  from  25  to  30  tons  to  be  drawn  up  them,  with  the  aid  of  an  assistant  engine. 

10.  {By  Mr»  Lambn)  Have  you  read  a  letter  from  Mr.  Bridges,  a  civil  engineer,  dated 
I8th  September,  1841,  which  has  been  reprinted  from  the  ''  London  Morning  Hemld,*'  on  the 
subject  of  wooden  railways? — I  have. 

11.  Has  that  at  all  altered  your  opinion  with  respect  to  the  power  of  overcoming  greater 
gradients  than  those  which  you  stated  at  your  last  examination  were  likely  to  be  surmounted? 
•^  lee  nothing  in  that  Report  to  induce  me  to  cbanfe  the  opinions  which  I  then  expressed. 
It  is  impossible  to  state  what  the  effect  of  wooden  railways  may  be  without  practical  experi- 
ment, and  in  that  paper  I  see  no  account  of  thrir  having  been  actually  tried. 

12.  Have  you  seen  Prosser's  guide-wheels?  were  they  in  use  when  you  left  England ?-« 
They  were  not  in  general  use;  I  have  never  seen  them. 

1 3.  Are  you  aware  that  their  introduction  has  induced  the  doing  away  with  the  flanges  on 
the  wheels  7 — The  flange-wheels  were  in  general  use  on  the  English  railway  carriages. 

14.  Do  you  not  imagine,  after  perusing  those  documents,  that  curres  of  a  much  smaller 
ndius  may  be  travelled  over  than  were  formerly  ? — I  scarcely  think  so ;  indeed  the  present 

*  The  weight  en  the  driving  wheels  being  taken  at  nine  tons,  and  the  adheuon  one-tenth  of  the  weight, 
wUch  is  a  Ime  estimate, 
t  Carriaffe  for  coDTeying  foel  and  water  for  the  locomotive  ennne. 

2  M  2 
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Appendix  No.  7^,  shape  of  railway  wheels,  with  flanges  and  bevelled  tyres,  is  adopted  chiefly  for  the  purpose  of 
enabling  them  to  pass  round  airves  with  safety  and  ease.  I  do  not  think  that  a  broad  and 
level  rail,  with  a  wheel  tyre  corresponding  in  shape,  could  possibly  be  suited  for  curves, 
though  by  bevelling  their  surfaces  inwards  they  might  answer ;  even  with  the  aid  of  a  flange 
on  every  wheel,  carriages  and  waggons  will  frequently  get  off  the  line.  In  travelling  from 
London  to  Birmingham,  I  have  seen  one  carriage  in  a  train  displaced,  while  those  on  either 
side  of  it  remained. 

15.  That  was  without  the  application  of  Prosser's  wheels? — With  the  flanges,  but  without 
the  application  of  Prosser's  wheels. 

16.  The  wheels  were  not  on  separate  axles  ? — They  were  not. 

17.  Do  you  think  any  benefit  is  likely  to  arise  from  placing  the  wheels  on  separate  axles,  as  - 
proposed  in  the  diagram  accompanying  the  letter  of  Mr.  Bridges  ? — It  would  be  advantageous 
in  passing  curves,  but  I  do  not  think  it  could  be  adopted.  The  Prosser  guide  wheel  does  not 
appear  to  me  an  impracticable  scheme,  but  any  proposal  for  making  the  wheels  revolve  inde- 
pendently on  the  axles  would  certainly  prove  a  failure.  The  wheels  of  a  railway  carriage, 
travelling  at  ordinary  speed,  will  revolve  more  than  thrice  in  a  second  of  time,  and  with  such 
^reat  rapidity  of  motion,  unless  they  were  connected  with  the  axles  in  one  solid  piece,  the 
vibration  and  wear  would  be  so  great,  that  no  dependence  could  be  placed  upon  them.  I  have 
never  seen  a  separate  axle  on  any  railway  vehicle,  though,  I  believe,  the  experiment  has  been 
frequently  tried  and  failed;  and,  indeed,  the  very  fact  that  the  plan  is  never  adopted,  is  suffi- 
cient, I  think,  to  prove  it  impracticable. 

18.  Will  you  state  what  would  be  the  difference  of  expense,  supposing  wooden  were  entirely 
substituted  for  iron  rails?  If  the  heavy  iron  rail  be  employed,  the  diflerence  of  expense  would 
probably  be  from  800Z.  to  1,000/.  per  mile;  but  it  stnkes  me,  that  the  American  plan  of 
covering  a  wooden  rail  with  a  slight  plate  of  iron,  although  stated  there  to  have  bfeen^a  failure, 
should  receive  a  trial  in  this  colony.  Our  hard  wood  would  aflbrd  such  a  rail  a  much  better 
support  than  the  soft  and  compressible  woods  of  America ;  and  were  it  adopted,  three- fourths  of 
the  expense  I  have  named  would  be  saved. 

19.  What  do  you  think  should  be  the  limit  of  the  gradients  with  wooden  rails? — That 
depends  on  the  adhesion  which  would  be  found  to  exist  between  the  engine  wheels  and  the 
wooden  rail,  which  I  have  no  means  of  knowing. 

20.,  Have  you  considered  whether  with  wooden  rails  greater  gradients  might  not  be  sur- 
mounted than  with  the  iron  rails? — I  do  not  diink  they  could.  If  the  wooden  rails  became 
smooth  or  slippery  in  wet  weather,  it  would  be  difficult  to  ascend  even  a  moderate  inclination. 
Speaking  generally,  I  think,  a  gradient  of  1  in  50  can  be  readily  worked  by  locbmotive  power, 
but  I  should  not  be  inclined  to  go  much  beyond  this ;  I  think  1  in  45,  or,  in  extreme  cases,  i 
in  40  is  the  maximum  gradient  which  I  would  adopt,  unless  stationary  engines  were  used. 

21.  How  do  you  account  for  the  statement  made  in  Mr.  Woore*s  Report,  that  *'the  Lickey 
Incline,  on  the  Birmingham  and  Gloucester  Railway,  is  a  conclusive  proof  that  a  gradient  of 
1  in  37i  for  a  length  of  2  miles  3  chains  may  be  worked  by  the  aid  of  an  engine  constructed 
for  the  purpose,  without  serious  inconvenience  to  an  extensive  traffic  r* — Such  a  gradient  is  of 
course  practicable,  especially  with  the  ample  resources  of  power  and  other  advantages  which 
an  English  company  possesses,  but  which  it  would  be  difficult  to  command  in  Australia.  It 
is  tasking  the  engine  to  the  uttermost,  and  I  feel  confident  that  much  inconvenience  must  have 
been  caused  from  it 

22.  Do  you  think  the  opinion  expressed  in  Mr.  Woore's  Report :  ''  First.  That  gradients 
of  I  in  50  to  1  in  100  are  perfectly  practicable  to  the  ordinary  locomotive  engines  with 
moderate  loads.  Secondly.  That  gradients  up  to  1  in  37^,  or  higher,  may  be  surmounted 
by  heavy  trains,  with  the  aid  of  an  assistant  engine  of  peculiar  construction,"  is  applicable? — 
I  do,  though,  as  I  have  already  stated,  I  would  qualify  the  latter  part  of  it  in  practice. 

23.  But  you  do  not  think  1  in  30,  under  ordinary  circumstances,  could  be  overcome?-— 
Unless  some  extraordinary  improvement  be  made  in  the  construction  of  locomotive  engines,  I 
think  it  would  be  inadvisable  to  have  gradients  of  such  great  steepness,  as  the  loads  which 
could  be  drawn  up  them  would  be  so  inconsiderable  as  to  render  the  engines  all  but  useless^ 
The  engine  might  creep  up  by  itself,  but  it  could  draw  little  or  no  load  after  it. 

24.  Have  you  any  information  to  state  to  the  Committee  with  respect  to  the  increase  likely 
to  take  place  in  the  traffic  by  the  establishment  of  railways? — I  produce  the  Report  of  the 
Railway  Commissioners  of  1838,  presented  to  both  Houses  of  Parliament,  by  command  of 
Her  Majesty,  which  states  as  follows : — 

*^  On  the  Stockton  and  Darlington  line,  the  passenger  traffic,  prior  to  the  establishment  of  the 
railway,  amounted  only  to  4,000  persons  in  the  year,  it  now  exceeds  16,000. 

"  On  the  Bolton  line,  the  average  weekly  number  of  passengers  is  2,500,  whereas  the  number  of 
coach  journeys  out  and  In  per  week,  which  the  railway  has  superseded,  amounted  only  to  28,  carry^ 
ing,  perhaps,  on  a  weekly  average,  about  280  or  300  persons. 

^^  On  the  Newcastle  and  Carlisle  road,  prior  to  the  railway,  the  whole  number  of  persons  the  public 
coaches  were  licensed  to  carry  in  a  week,  was  348,  or  both  ways  686  ;  now  the  average  daily  number 
of  passengers  by  the  railway  for  the  whole  length,  viz.,  47^  miles,  is  228,  or  1,596  in  the  week. 

'*  The  number  of  passengers  on  the  Dundee  and  Newtyle  line  exceeds  at  this  time  50,000  annually ; 
the  estimated  number  of  persons  who  performed  the  same  journey,  previous  to  the  opening  of  the 
railway,  having  been  4,000. 

"  Previous  to  the  opening  of  the  railway  between  Liverpool  and  Manchester,  there  were  about  400 
passengers  per  day,  or  146,000  a-year,  travelling  between  those  places  by  coaches;  whereas  the 
present  number  by  railway  alone  exceeds  500,000. 

*'  In  foreign  countries  the  results  arising  from  the  same  cause  are  equally,  if  not  more  striking.  The 
number  of  persons  who  usually  passed  by  the  road  between  Brussels  and  Antwerp  was  75,000  in  the 
year,  but  since  the  railroad  has  been  opened  from  the  former  place  to  Malines,  it  has  increased  to 
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500,000}  and  since  it  was  carried  all  through  to  Antwerp,  the  number  has  exceeded  1,000,000.  The 
openmg  of  a  branch  from  Malines  to  Termonde  appears  to  have  added  200,000  to  the  latter  number, 
so  that  the  passenger-traffic  of  that  railroad,  superseding  a  road  traffic  of  only  15,000  persons,  now 
amounts  to  1,200,000." 

I  may  also  add,  that  railway  companies  applying  to  Parliament  to  procure  an  Act  for  the 
construction  of  their  works,  are  obliged  to  show  the  traffic  which  will  pass  over  their  line;  for 
this  purpose  they  find  the  existing  traffic  by  sending  persons  to  keep  accounts  of  the  number 
of  passengers  on  the  road,  and  are  always  allowed  to  claim  credit  for  double  this  amount. 

25.  Will  you  state  your  reasons  for  preferring  the  Parramatta  line  to  a  longer  one  ?-^I 
believe  it  is  undisputed,  that  the  railway  should  commence  at  the  capital,  and  there  are  several 
reasons  for  taking  it  in  the  first  place  to  Parramatta.  We  should  not,  I  think,  be  justified, 
with  our  limited  command  of  labour  and  capital,  in  undertaking  at  present  a  line  of  greater 
length ;  and,  looking  to  the  future  extension  of  railway  communication  through  the  interior, 
it  would  be  of  great  importance  to  construct  a  line  in  the  first  instance  that  would  return  large 
profits,  and  create  public  confidence  in  these  undertakings,  for  the  success  of  tlie  first  large 
railway  in  England  (the  Liverpool  and  Manchester)  had  the  immediate  effect  of  extending 
railways  through  every  part  of  the  country,  and  the  same  cause  may  be  supposed  to  operate 
here;  and  as  the  Parramatta  line  would  undoubtedly  prove  remunerative,  and  could  be  com- 
pleted in  a  reasonable  time  with  our  present  supply  of  labour,  it  seems  to  me  most  advisable 
that  we  should  commence  with  it. 

26.  There  would  also  be  a  great  advantage  in  having  successfully  executed  a  piece  of 
railway,  however  short  ? — There  would.  It  would  inspire  the  public  with  confidence,  and  afford 
the  greatest  inducement  to  extend  railways  through  the  country.  At  the  same  time,  a  line 
terminating  at  each  end  in  a  large  town,  will  have  a  much  better  prospect  of  success  than  any 
other,  and  if  the  first  undertaking  failed,  it  would  be  difficult  to  get  up  a  second. 

27.  {By  Mr,  Lord^  It  is  upon  that  ground  you  would  recommend  the  railway  to  Parramatta 
being  constructed  in  tne  best  manner  possible  ? — I  only  recommend  the  Parramatta  line  to  be 
constructed  with  sufficient  strength  to  ensure  its  safety  under  a  heavy  traffic.  In  calculating 
beforehand  the  cost  of  the  railway,  however,  I  should  be  unwilling  to  take  for  granted  the 
success  of  any  untried  plans,  and  make  the  ground  work  of  the  estimates  depend  upon  this.  I 
should  prefer  estimating  on  the  safe  side,  and  if  the  line  would  then  be  remunerative,  it  can  be 
undertaken  with  confidence. 

28.  {By  the  Chairman,)  Still  if  we  can  upon  correct  data  ascertain  that  a  construction  of 
simple  character  suited  to  our  present  state  has  succeeded  in  America,  do  you  think  there  is  . 
any  reason  why  we  should  commence  upon  the  more  expensive  system  adopted  in  the  mother- 
country  ?— None  whatever.  Everything  that  has  been  tried  and  succeeded  in  America  I  would 
at  once  adopt,  and  I  have  already  stated,  that  I  consider  a  framework  of  rough  timber  sufficient , 
for  our  purpose,  instead  of  the  costly  cuttings  and  embankments  used  in  England.  But  were 
I  about  to  invest  money  in  the  railway,  I  should  prefer  estimating  on  the  safe  side ;  I  would 
therefore  commence  upon  the  calculation  that  we  should  have  to  fall  back  upon  iron  rails. 
The  wooden  rail,  and  other  new  plans  might  be  tried,  in  the  mean  time,  and  adopted  if  found 
to  answer,  and  if  it  did  not  succeed  we  might  then  use  the  iron. 

29.  The  result  of  your  consideration  of  this  matter  appears  to  be  that  it  is  not  only  expedient 
but  quite  practicable  to  introduce  railways  into  the  colony? — It  is.  Where  there  is  neither 
inland  navigation  nor  good  road  communication  to  any  extent,  and  with  abundance  of  materials 
suitable  for  the  construction  of  railways,  the  expediency  of  introducing  them  cannot  be  ques- 
tioned. I  would  beg  to  add  to  my  former  statement  respecting  the  increase  of  traffic  which , 
takes  place  by  the  establishment  of  railways,  that  its  annual  augmentation  afler  the  construction 
of  the  lines  is  always  very  great — ^as  their  resources  are  increased  by  extension  and  branch 
lines,  and  the  country  in  their  neighbourhood  becomes  thickly  populated.  There  is  one  other 
point  to  which  I  would  beg  to  draw  your  attention.  The  railways  in  England  which  are  first 
carried  into  principal  towns,  possess  great  powers  and  advantages,  as  other  railways  are, 
obliged  to  make  use  of  them,  paying  highly  of  course  to  the  original  line  for  the  privilege. 
Thus  the  London  and  Greenwich  Railway  was  used,  at  its  London  terminus,  by  no  less  than 
three  other  companies,  and  occurrences  of  the  same  nature  took  place  elsewhere,  to  the  great 
advantage  of  the  lines  first  constructed.  As  there  will  probably  be  a  common  entrance  into 
Sydney  for  the  lines  to  the  north,  west,  and  south  of  the  colony,  I  would  recommend  that  the 
railway  in  the  vicinity  of  the  capital  be  constructed,  if  possible,  with  colonial  funds,  and  kept 
in  colonial  hands,  without  seeking  for  aid  from  other  quarters. 
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Wednesday,  May  3, 1848. 

Present  :— 

Charles  Cowper,  Esq.,  in  the  Chair. 

Captain  Dumaresq.  I  Francis  Lord,  Esq. 

John  Lamb,  Esq.  | 

Henry  Gilbert  Smith,  Esq.,  called  in  and  examined. 

1.  You  are  a  merchant  in  Sydney  ? — I  am. 

2.  How  long  have  you  been  in  these  colonies  ? — Twenty  years  altogether. 

3.  Have  you  recently  visited  England  ? — Yes. 

4.  How  long  is  it  since  you  returned  ? — ^Three  years. 
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5.  You  were  one  of  the  first  to  introduce  steam  narigation  into  the  colony  ?— I  was. 

6.  And  or  late  years  you  have  given  the  subject  of  railways  and  internal  steam  oomnsani- 
cation  some  consideration  ? — I  have  to  some  extent. 

7.  What  is  your  opinion  as  to  the  expediency  of  introducing  railways  into  this  colony  f — ^I 
think  they  would  have  a  highly  beneficial  effect,  and  cause  the  resources  of  the  colony  to  be 
developed  to  an  incalculable  extent. 

8.  Can  you  stale  to  the  Committee  any  particular  reasons  for  arriving  at  that  conclusion  ? 
— From  the  circumstance  of  Sydney  being  surrounded  by  so  much  barren  coantry«  I  think  that 
unless  a  system  of  railways  be  introduced  into  the  colony,  the  good  soils  which  lie  so  far  from 
the  capital  will  never  be  brought  into  cultivation^  and  will  consequently  remain  comparatively 
useless. 

9.  (By  Captain  Dumaretq^  Without  a  system  of  easy  traffic  7— Yes. 

10.  (By  the  Chairman.)  From  your  knowledge  as  a  merchant^  do  you  think  there  is  such 
an  amount  of  tra6Sc  in  any  district  in  the  colony  as  would  pay  for  the  working  of  a  railway? — 
Certainly. 

11.  You  were  one  of  the  Committee  appointed  at  a  public  meeting  to  investigate  this  sub' 
ject? — I  was. 

12.  Did  it  occur  to  you  that  the  information  collected  by  that  Committee  was  generally 
correct,  and  supported  the  opinion  you  have  now  given  ? — Quite  so. 

13.  Could  you  give  the  Committee  any  opinion  as  to  any  particular  districts  in  which  you 
think  it  might  be  desirable  to  try  the  experiment  first  ? — ^I  should  prefer  a  railroad  to  die 
southward  rather  than  to  any  other  district. 

14.  Why  do  you  give  the  southward  the  preference? — On  account  of  the  probalnlity  oi  a 
more  rapid  increase  of  population  between  Sydney  and  Port  Phillip  than  in  any  otlier  parts  of 
the  colony ;  for  I  anticipate  that  a  railroad  to  Goulburn  will  eventually  lead  to  the  important 
town  of  Melbourne,  and  also  to  the  colony  of  South  Australia. 

15.  Are  you  of  opinion  that  the  amount  of  traffic  between  Goulburn  and  Sydney,  provided 
there  were  capital  and  labour  in  the  colony  for  completing  the  railway,  would  pay  a  fiaiir  divi- 
dend ? — Yes,  if  the  railroad  were  made  upon  economical  principles. 

16.  You  think  it  absolutely  necessary  to  go  upon  economical  principles? — I  do. 

17.  Have  you  read  Mr.  Wilkinson^s  Report,  transmitted  by  Earl  Grey  to  this  colony? — 
I.  have. 

18.  Are  you  generally  favourable  to  the  scheme  of  railroads  proposed  in  this  Report  ? — Yes, 
very  much  so,  for  when  in  England  I  saw  Prosser*s  guide-wheels  applied  to  a  railroad  Aea 
laid  down. 

19.  What  do  you  think  of  a  wooden  railroad,  with  Prosser^s  guide*wheels,  as  adapted  to  this 
colony  ? — I  think  wooden  railroads  would  answer  admirably,  either  with  Prosser's  wheds  or 
with  the  central  guide-wheel. 

20.  Do  you  tmnk  that  in  the  event  of  a  Company  being  formed  for  introducing  railways  into 
this  colony,  there  would  be  capital  sufficient  to  commence  and  complete  any  given  number  of 
lines  ? — I  think  a  sufficient  sum  would  be  subscribed,  if  the  Grovemmmt  were  to  guarantae 
5  per  cent,  interest  for  a  term  of  years. 

21.  What  amount  of  capital  do  you  think  could  be  available  for  the  purposes  of  railroads 
with  that  dividend  guaranteed? — I  think  shares  to  the  amount  of  100,000/.  would  be  tdLen* 
especially  if  executors  and  trustees  were  permitted  to  invest  money  in  railways. 

22.  Do  you  think  it  would  be  safe  to  allow  trust  moneys  to  be  invested  in  sueh  m  vnder* 
taking? — Certainly,  with  the  Government  guarantee  of  a  dividend. 

*^^   Have  you  any  doubt  in  your  own  mmd,  judging  from  what  you  know  of  this  colony,  and 


23. 


what  you  have  seen  of  railways  in  the  mother-country,  of  the  success  of  woedeh  railways  here? 
—None  whatever. 

24.  You  think  capitalists  might  safely  invest  in  them  ? — ^I  think  so.  There  ean  be  no  doubt 
of  the  security  of  the  investment  if  the  Company  were  carried  out  under  ^feicnt  direotiom 

25.  Have  you  read  Mr.  Woore's  Report? — I  have. 

26.  As  a  member  of  the  Committee,  can  you  state  whether  tke  meoobers  were  geneially 
satisfied  with  the  result  of  Mr.  Woore's  labours? — I  think  they  were  generally  satined ;  bilt 
my  own  opinion  is,  that  Mr.  Woore  is  not  correct  in  recommending  so  many  branch  lines.  It 
is  generally  considered  that  branch  lines  are  worked  at  a  loss,  and  they  are  frequently  laid 
down  merely  for  the  sake  of  feeding  the  main  trunk,  and  of  adding  to  its  traffic,  though  auBOSt 
invariably  at  a  loss. 

27.  In  what  way  do  you  think  the  object  which  the  Committee  had  in  view  could  have  been 
accomplished  otherwise  than  by  Mr.  Woore*s  suggestion  ? — ^I  am  not  prepared  to  go  minutely 
into  the  subject,  and  I  merely  give  an  opinion  '*  en  passant.*'  I  would  remark  that  althou^ 
it  may  be  desirable  to  diverge,  with  the  view  of  obtaining  traffic  from  the  country  through,  or 
near  to,  which  Mr.  Woore's  proposed  line  would  pass,  too  much  may  be  sacrificed  to  the 
accomplishment  of  that  object,  and  it  does  occur  to  me,  upon  consideration,  that  his  line  is  open 
to  that  objection. 

28.  Have  you  considered  this  question  with  reference  to  the  amount  of  labour  at  present 
available  in  the  colony  for  carrying  it  out? — I  have;  I  think  the  carrying  out  of  this  work 
would  in  no  material  degree  interfere  with  the  labour  wfaidi  the  settlers  command,  because  the 
men  who  would  work  upon  the  railroad  will  not  go  into  the  interior. 

29.  (By  Captain  Dumaresq,)  You  consider  that  at  present  there  is  a  considerable  portion  of 
labour  which  could  be  spared  in  Sydney  ? — Yes,  particularly  among  mechanics,  bricklayers, 
and  that  class ;  I  have  talked  to  several,  who  are  very  anxious  that  a  railway  should  be  com- 
menced. 

30.  (By  the  Chairman.)  Are  you  aware  that  there  are  a  number  of  persons  within  the  city 
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and  its  suburbs  unwilling  to  proceed  into  the  interior  for  work,  but  who  woidd,  most  probably.    Appendix  No.  78. 
accept  employment  on  works  of  this  kind  within  a  few  miles  of  Sydney  ? — I  am. 

31.  Have  you  heard  any  estimate  of  the  probable  number  of  such  pei^sons? — Many  hundreds^ 
I  should  say. 

32.  Do  you  consider  that  it  would  be  pos^ble  to  commence  or  complete  railroads  without 
very  materially  affecting  the  supply  of  labour  lor  agricultural  and  pastoral  pursuits  in  the 
interior? — I  think  that  railroads  could  be  made  without  affecting  the  labour  market  to  any 
great  extent.  I  would  suggest  that  as  the  Government  have  resumed  immigration  to  the 
colony,  there  would  always  be  a  number  of  persons,  though  not,  perhaps,  a  very  great  number, 
who  would  accept  temporary  employment  before  they  resolved  to  proceed  into  the  interior,  but 
who  would  also  be  open  to  employment  in  that  interior,  so  soon  as  they  should  have  such  offers 
made  them  as  they  might  consider  advantageous ;  thus  the  disadvantages  of  immigrants  upon 
their  arrival  remaining  without  any  immediate  employment,  would  be  prevented. 

33.  {By  Mr.  Lamb.)  The  banks  at  present  pay  no  interest  on  the  deposits  7 — No. 

34.  Do  you  know  the  amount  of  deposits  at  present  in  the  various  banks? — It  is  upwards  of 
1,000,000/. 

35.  If  the  Government  were  to  guarantee  6  per  cent,  instead  of  5  per  cent,  which  you  con- 
templated in  a  fonner  answer,  for  a  period  of  ten  years,  do  you  not  think  a  very  large  amount 
of  that  would  be  invested  in  a  railway  under  judicious  management? — A  considerable  amount 
might  be  invested;  but,  of  course,  the  trading  community  would  always  require  large  balances 
in  me  banks. 

36.  In  fact,  do  not  the  large  balances  arise  more  from  the  deposits  of  persons  not  engaged  in 
commercial  pursuits  than  from  those  of  persons  so  engaged  ?^-To  some  extent  th^  is  the 
case,  but  not  to  the  d^ee  that  is  generally  supposed. 

37.  Do  you  think  that,  with  the  guarantee  spoken  of,  100,000/.  might  not  be  available  even 
without  trust  funds  ? — If  6  per  cent,  were  guaranteed,  no  doubt  it  would  cause  a  much  larger 
amount  to  be  subscribed  to  railways  than  if  5  per  cent,  only  were  secured. 

38.  When  you  spoke  of  trust  moneys  being  invested,  was  it  in  contemplation  of  any  legis- 
lative enactment  enabling  trustees  to  invest  money  in  that  way  ? — It  was. 

39.  Do  you  think  that  up  to  the  station  at  Rope's  Creek,  the  deviations  from  the  shortest  line 
are  sudi  as  would  militate  against  the  general  success  of  establishing  a  railway  to  Goulburn  ? — 
I  think  they  would  not.  It  would  be  safe  to  make  a  railroad  to  Rope's  Creek,  even  though  it 
should  not  be  continued  to  Goulburn. 

40.  Do  you  think  the  site  fixed  upon  by  Mr.  Woore  for  the  first  station,  a  judicious  one? — I 
do  not  think  a  station  could  be  fixed  upon  until  the  country  is  more  opened. 

41.  You  are  decidedly  of  opinion,  from  your  experience  and  knowledge  of  this  subject,  that 
a  railroad  to  Rope's  Creek  would  be  a  paying  concern  ? — Yes,  particularly  if  the  best  site  were 
fixed  upon  for  its  departure  from  Sydney,  as  I  feel  confident  that  it  will  lead  to  the  formation 
of  an  extended  line.  I  conceive  that  as  this  line  passes  through  a  thickly  wooded  country,  a 
considerable  traffic  in  both  firewood  and  timber  will  arise,  which  is  important  in  the  first 
establishment  of  railways. 


Wednesday,  May  3,  1848. 
Richard  Wright  Goodall,  Esq.,  called  in  and  examined. 

1.  You  are  a  surveyor? — Yes,  I  am  a  civil  engineer  and  surveyor. 

2.  And  have  been  employed  in  this  colony  for  some  years  as  such? — Yes. 

3.  When  did  you  arrive  here? — Exactly  eight  years  ago,  this  day. 

4.  Previous  to  coming  to  this  colony,  had  you  any  employment  in  connexion  with  railways  ? 
— Yes,  on  three  lines;  on  one  as  far  back  as  1825,  and  on  the  others  more  recently,  the 
London  and  Birmingham,  and  the  Grand  Junction. 

5.  How  long  were  you  employed  on  railways? — From  1836;  I  began  on  the  Grand 
Junction,  and  was  on  and  off  for  about  three  years. 

6.  Have  you  considered  the  subject  of  railways  with  reference  to  their  introduction  into  this 
colony  ? — Yes. 

7.  Is  it  your  opinion  that  the  time  has  arrived  when  they  may  be  safely  introduced? — ^Yes, 
provided  they  are  not  carried  on  in  the  expensive  way  that  railroads  in  England  are ;  the  work 
may  be  done  at  a  less  expense.     I  refer  to  the  expensive  buildings  and  machinery  in  England. 

o.  Do  you  mean  that  it  would  be  desirable  to  have  wooden  railways  here?— Yes. 

9.  Do  you  think  su£Scient  traffic  is  likely  to  arise  to  pay  for  the  construction  and  working  of 
a  rulroad  upon  that  principle  ? — It  depends  a  great  deal  upon  the  line.  If  a  line  were  con- 
structed towards  Goulburn,  I  think  it  would  be  desirable  that  it  should  not  be  carried  further, 
in  the  first  instance,  than  the  Stonequarry  district.  The  traffic  would  then  be  proved,  and  if  it 
were  found  profitable,  the  line  might  be  carried  on  further.  The  work  could  not  be  carried  on 
in  this  colony  as  in  England,  where  various  parts  of  a  line  are  commenced  at  the  same  time 
under  different  contractors.  This  would  be  attended  with  great  expense  before  any  return 
could  be  obtained  from  the  outlay. 

10.  How  would  you  suggest  that  any  Company  which  might  be  formed  should  commence 
its  operations?— From  the  nead-quarters  m  Sydney,  and  they  could  work  upwards  into  the 
interior;  afterwards  it  might  pay  to  begin  at  the  Goulburn  end,  for  instance,  and  come  on  part 
of  the  way, 

1 1 .  {By  Captain  Dumaresq.)  After  we  had  tried  the  experiment  in  Cumberland  ? — ^Yes.    I 
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. .  enter  the  main  trunk. 

^^Trar  ^"  ^^-  ^^y  ^^  Chairman.)  Have  you  been  to  Goulburn  ?— Several  tinies. 

-  us  ra  la.  jg    ^^^  ^j^^^^  ^^^  engineering  difficulties  in  the  way  of  making  railroads  between  Sydney 

and  Goulburn  ? — Nothing  particular.  I  have  not  seen  the  plans,  but  I  think  there  are  only 
one  or  two  considerable  difficulties,  and  these  could  be  surmounted  by  ordinary  engineering 
skill.     I  have  seen  much  greater  difficulties  overcome  in  England. 

14.  Without  cutting? — No.  No  tunnel  would  be  required  on  this  line  equal  to  either  the 
Kilsby  or  the  Primrose  Hill  tunnels,  between  London  and  Birmingham. 

15.  (By  Captain  Dumaresq,)  Do  you  think  tunnelling  would  be  required  at  all? — No,  I  do 
not.  I  think  with  the  improvements  discovered  lately  with  respect  to  the  adhesion  of  iron  and 
wood,  and  doing  away  with  the  flange,  we  could  have  gradients  and  curves  to  avoid  the  necessity 
for  tunnels ;  however,  some  cuttings  would  be  necessary.  There  is  an  improvement  oh  Prosser's 
guide-wheels,  that  is,  the  lateral  guide-wheels,  a  sketch  of  which  I  now  hand  to  the  Committee. 

16.  {By  the  Chairman.)  Have  you  read  the  Report  of  Mr.  Wilkinson,  enclosed  by  Earl 
Grey  to  the  Governor  of  this  colony,  respecting  the  railroads  formed  from  Halifax  to  Quebec? 
— Yes. 

17.  Do  you  think  the  suggestions  contained  in  that  Report,  with  respect  to  the  construction 
of  wooden  railways,  are  such  as  to  render  them  worthy  of  consideration  by  any  Company  to 
be  established  for  making  railroads  in  this  colony  ? — I  think  them  more  adapted  than  any 
other  to  this  colony. 

18.  Do  you  think  the  wood  of  this  colony  suitable  ? — ^There  are  three  descriptions  par- 
ticularly suitable^ — ^iron-bark,  black-butt,  and  spotted  gum ;  provided  that  spotted  gum  bo 
barked  immediately  it  is  cut,  it  is  very  durable  wood,  but  not  else.  It  is  used  extensively  for 
ship  building.  Indeed  the  spotted  gum  is  used  almost  entirely  up  the  Williams'  River  for  that 
purpose. 

19.  Do  not  these  woods  warp  ? — These  woods,  I  think,  are  less  liable  to  twist  in  the  fibres 
than  any  other;  besides,  they  are  very  plentiful. 

20.  Is  there  a  lack  of  supply  to  any  extent? — I  think  not  here ;  in  some  parts  of  the  colony 
they  are  scarce,  but  one  or  other  of  them  are  generally  found.  These,  I  consider,  the  three 
best  descriptions  on  account  of  not  being  so  liable  to  twist.  If  the  Kyanizin^  process  be 
applied  to  them  they  will  readily  take  it,  even  the  iron-bark  will ;  I  tried  it  myself  some  years 
ago  with  the  solution  of  corrosive  sublimate. 

21.  {By  Mr.  Lord.)  Do  you  know  whether  spotted  gum  is  used  in  Sydney? — I  have  seen ' 
it  used  for  felloes  of  wheels  and  poles  of  drays.     It  will  stand  a  great  deal  of  twisting  and 
wear. 

22.  (By  the  Chairman.)  Is  it  at  all  used  in  building? — It  may  be  in  country  places. 

23.  Is  there  any  probability  of  its  not  answering  for  railways  as  well  as  for  ship-building  ? 
-—No.  It  stands  well  in  the  ground ;  1  have  seen  spotted  gum  posts  and  rails  that  have  b^ 
in  the  ground  many  years  (on  the  South  Creek  Road,  since  1809),  in  moist  situations,  without 
being  cmarred,  and  are  now  sound.  If  the  process  of  Kyanizing  be  introduced^  which  I  do 
not  see  anything  to  prevent,  it  might  be  easily  applied  to  these  woods. 

24.  Did  I  understand  you  to  say  that  you  thought  there- were  other  improvements  more 
suitable  than  Prosser's  guide-wheels? — Yes,  the  lateral  guide-wheel,  represented  in  the 
sketch,  which  I  consider  best  adapted  for  wooden  railways;  it  is  cheaper  in  construction, 
and  the  friction  and  wear  considerably  less,  while  it  answers  all  the  purposes  of  the  other. 

25.  Have  you  had  any  experience  in  undertaking  any  works  in  this  colony? — Not 
engineering  works;  there  have  not  been  any  carried  on  to  any  extent  since  I  have  been  here. 

26.  Can  you  give  the  Committee  any  opinion  as  to  the  probable  amount  of  labour  obtainable 
for  railway  purposes ;  do  you  think,  supposing  a  Company  were  established  to  complete  a 
portion  of  the  line  within  the  county  of  Cumberland,  that  there  is  sufficient  labour  within  the 
city  of  Sydney  and  its  neighbourhood,  without  materially,  if  at  all,  affecting  the  supply  erf 
labour  for  agricultural  and  pastoral  purposes  in  the  interior? — There  are  a  great  many,  but 
of  the  number  I  could  not  form  an  opinion,  who  would  take  employment  on  the  railway ; 
whether  there  would  be  sufficient  I  do  not  feel  competent  to  say.  If  the  railway  were  con- 
structed upon  the  cheap  plan,  without  those  expensive  works  I  alluded  to  before, — ^stations, 
termini,  expensive  carriages,  and  so  forth, — I  t  hink  there- would  be  almost  labour  enough  in 
the  country  without  inter&ring  with  the  agricultural  and  pastoral  population.  As  an  example, 
I  may  state,  that  no  sooner  is  any  building  to  be  erected  in  Sydney,  but  there  are  an  immense 
number  of  applicants  for  employment. 

27.  What  rate  of  wages  is  paid  them? — Bricklayers  from  4^.  to  5i.  a-day ;  labourers  do 
not  get  so  much. 

28.  Judging  from  what  you  know  of  railroads  in  the  mother-country,  and  the  experience 

i/'ou  have  had  in  the  colony,  do  you  think  there  is  sufficient  traffic  in  the  county  of  Cumber- 
and  to  make  a  railroad  pay  ? — Yes,  provided  it  be  carried  ou  at  a  moderate  expense.  I 
think  the  American  system  of  piles  suited  to  this  colony. 

29.  Is  the  soil  here  suited  to  if? — Yes.  I  would  first  form  a  main  trunk,  leaving  branches 
to  be  formed  bv  local  Companies  who  might  wish  to  take  advantage  of  the  main  line;  that  is 
the  system  in  England. 

30.  Do  you  think  that  persons  would  generally  be  inclined  to  require  large  compensation 
for  the  portions  of  land  the  railway  would  pass  through  ? — I  should  think  the  contrary  in  this 
colony. 

31.  You  think  a  large  sum  would  not  be  required  for  compensation? — I  think  not ;  I  think 
persons  would  be  too  glad  to  have  the  railroad. 

32.  Even  though  there  might  not  be  a  station  close  to  their  land  ? — Yes ;  because  the 
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station  would  not  be  above  20  miles  distant.     I  do  not  think  any  jury  would  give  large  com-    Appendix  No.  78. 
pensation ;  nor  do  I  think  there  would  be  a  disposition  on  the  part  of  owners  to  require  it. 

33.  Have  you  any  further  s\iggestions  to  favour  the  Committee  with  upon  this  subject  ? — I 
have  carefully  read  Mr.  Wilkinson's  Report  on  wooden  railways,  in  the  Despatch  from  the 
Right  Honourable  the  Secretary  of  State  to  his  Excellency  Governor  Sir  Charles  A. 
FilzRoy,  and  I  consider  the  remarks  therein  are  exceedingly  applicable  to  this  colony.  It 
may  be  worthy  of  observation,  that  in  this  country  we  have  not  to  contend  with  snow,  nor  with 
the  derangements  occasioned  by  extreme  atmospheric  influence.  I  see  Mr.  Wilkinson,  in  the 
ninth  paragraph  of  page  7,  alludes  to  the  lateral  guide-wheels.  I  am  inclined  to  recom- 
mend that,  in  the  event  of  a  wooden  railway  being  constructed,  the  rails  should  be  all  of  iron- 
bark  {eucalyptus  robusta),  as  that  wood  is  less  compressible  than  the  others  I  have  named.  I 
have  also  read  Mr.  W.  Bridges*  remarks  on  the  subject,  and  am  glad  to  find  that  my  own 
opinions  agree  so  well  with  his. 


Friday,  May  5,  1848. 
Present : — 

Charles  Cowper,  Esq.,  in  the  Chair. 

Captain  Dumaresq.  I  Francis  Lord,  Esq. 

John  Lamb,  Esq.  | 

William  WdlJter,  Esq.,  called  in  and  examined. 

1.  You  have  been  many  years  a  resident  in  this  colony  ? — Yes. 

2.  How  many  years  is  it  since  you  first  came  here? — Thirty-five  years, 

3.  You  are  a  lauded  proprietor  and  stock-holder  ? — ^Yes. 

4.  Of  latter  years  you  have  been  residing  some  time  in  England  ? — Yes. 

5.  Before  you  left  England,  the  last  time,  were  railroads  much  in  use? — Yes,  and  coming 
more  and  more  into  use. 

6.  Some  of  the  principal  lines  were  opened  ? — Yes. 

7*  Have  you  given  this  question  consideration  since  it  has  been  discussed  with  reference  to 
the  introduction  of  railroads  into  this  colony? — I  have  given  it  some  thought. 

8.  I  believe  you  were  one  of  a  Committee  appointed  at  a  public  meeting  to  take  steps  in 
this  matter  ? — 1  was. 

9.  As  a  member  of  that  Committee,  and  from  your  general  experience  as  a  colonist,  will 
you  .^vour  the  Committee  with  your  opinion  as  to  the  expediency  of  the  Government  taking 
any  steps  to  forward  the  introduction  of  railways  among  us  ? — I  think  it  most  important  for  the 
advancement  of  the  colony  that  the  Government  should  take  steps  for  the  immediate  intro- 
duction of  railways  into  it. 

10.  Do  you  think  the  colonists  generally  desire  their  introduction? — I  do. 

11.  Are  you  of  opinion  that  the  lime  has  arrived  when  the  subject  ought  to  be  considered 
with  a  view  to  its  being  carried  into  effect? — I  am. 

12.  Is  it  your  opinion  that  the  amount  of  traffic  on  any  particular  main  line  would  be  sufii- 
cient  to  pay  a  dividend  upon  the  capital  invested  in  it  ? — Judging  from  the  statistics  which 
were  produced  to  the  Committee,  at  the  time  when  we  took  the  matter  into  consideration,  I 
think  there  would  be  sufficient  traffic  on  a  line  to  Goulburn,  if  the  railway  could  be  constructed 
on  the  scale  of  expense  adverted  to  in  a  communication  lately  received  by  the  Governor  from 
Earl  Grey,  relative  to  American  railways. 

13.  Judging  from  the  data  upon  which  that  information  was  given,  have  you  reason  to 
believe  that  opinion  well  founded  ? — I  do  think  it  was  well  founded. 

14.  You  think  then  that  those  colonists  are  not  over  sanguine  who  entertain  the  opinion  that 
the  colony  ought  to  begin,  at  all  events,  to  introduce  railways  upon  some  moderate  and 
feasible  scheme  ? — I  think  they  are  not. 

15.  Do  you  think  there  is  sufficient  capital  in  the  colony  likely  to  be  available,  and  which 
Avould  be  subscribed  if  a  Company  were  formed  for  the  purpose? — That  would  depend  upon' 
the  extent  of  the  line. 

16.  Supposing,  for  instance,  it  were  cont^idered  desirable  to  make  a  railroad  between  Sydney 
and  Goulburn,  do  you  think  that  the  amount  which  such  an  undertaking  would  probably  cost 
might  be  raised  in  the  colony,  within  the  period  during  which  it  would  be  likely  to  he  called 
for  ? — I  fear  not  altogether  within  the  colony. 

17.  Not  even  if  the  Government  guaranteed  a  dividend? — I  fear  not. 

18.  Can  you  state  any  amount  which  you  think  Ukely  to  be  raised  within  the  colony,  pro- 
vided the  Government  guaranteed  5  or  6  per  cent,  for  10  years? — Provided  the  Government 
guaranteed  a  dividend  of  not  less  than  6  per  cent,  for  a  period  of  10  years,  I  think  that  for  the 
formation  of  a  line  to  Goulburn,  if  it  could  be  constructed  on  the  scale  of  expense  adverted  to 
in  the  communication  lately  received  from  Earl  Grey  relative  to  American  railways,  and 
already  referred  to  by  me,  as  much  as  from  100,000/.  to  150,000/.  would  be  subscribed 
in  the  colony. 

19.  Do  you  think  it  would  be  at  all  desirable  for  the  Government  to  provide  any  portion  of 
tlie  funds  in  conjunction  with  the  Company  if  it  could  not  be  carried  without  such  advance? — 
Most  desirable. 

20.  Have  you  ever  thought  of  the  supply  of  labour  which  would  be  required  for  the  purpose ; 
and  can  you  state  to  the  Committee  whether  it  would  be  possible  just  now  to  obtain  as  much 
labour  as  would  enable  a  Company  to  commence  operations,  perhaps  not  upon  a  very  large 
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Appendix  No.  78,  scale,  at  once? — I  am  of  opinion  that  for  carrying  on  the  works  within  a  few  miles  of  Sydney, 
several  hundreds  of  men  might,  without  difficulty,  be  engaged  to  work  upon  such  undertakings, 
but  who  would  not,  under  any  circumstances,  be  induced  to  go  far  into  the  interior  as  shepherds 
and  agriculturists. 

21.  {By  Mr.  Lamb,)  Do  you  not  think  that  a  larger  capital  than  that  you  have  named  might 
be  obtained,  provided  the  Goverment  were  to  come  forward  with  a  loan  on  an  issue  of  scrip 
under  the  title  of  railway  debentures,  the  whole  amount  repayable  say  within  five  years? — ^Yes; 
if  Government  would  issue  debentures  repayable  within  five  years,  and  bearing  interest  at  the 
rate  of  6  per  cent,  per  annum,  I  think  a  much  larger  sum  than  I  have  mentioned  would  be 
obtained. 

22.  Do  you  not,  as  a  man  of  business,  consider  that  that  would  be  a  very  feasible  scheme 
by  which  the  Grovernment  could  advance  such  an  undertaking  ? — I  do. 

23.  In  the  present  state  of  the  money  market  in  England,  and  considering  the  great  sums 
which  have  been  absorbed  in  railway  undertakings  in  that  country  and  on  the  Continent,  you 
do  not  suppose  that  any  large  amount  of  English  capital  would  be  available  for  a  colonial 
undertaking  of  this  nature  ? — I  think  not  for  some  time. 

24.  Therefore  any  Company  formed  for  this  purpose  must  rely  upon  colonial  capital,  either 
raised  by  public  subscription  or  by  Government  ?— Yes. 

25.  Do  you  not  think  it  would  be  desirable,  in  such  a  case,  to  admit  of  payments  for  land  by 
these  railway  debentures,  at  any  time  even  during  that  period  of  five  years  ? — I  do  not  see 
that  that  would  facilitate  the  matter  much,  because  if  these  debentures  were  bearing  an 
interest  of  6  per  cent.,  they  would  always  be  convertible  into  money  at  par,  or  even  at  a 
premium. 

26.  Would  the  possibility  of  their  being  always  receivable  for  land  prevent  their  ever  falling 
to  a  heavy  discount  ? — My  idea  of  them  is,  that  they  would  be  considered  desirable  invest- 
ments, and  that,  therefore,  no  party  would  care  that  they  should  be  so  receivable. 

27.  You  mean  that  they  would  be  immediately  convertible  into  cash  ? — Yes. 

28.  You  have  no  fear  of  their  going  below  par  ? — Not  if  they  bear  6  per  cent,  interest. 

29.  Do  you  consider  that  a  public  debt  of  this  nature,  if  not  exceeding  100,000/.  or  150,000/., 
bearing  interest  at  6  per  cent.,  would  be  an  evil  in  the  colony  ? — Not  at  all. 

30.  On  the  contrary,  would  it  not  possess  considerable  advantages  in  many  respects  ? — I 
think  it  would  be  advantageous. 

31.  Would  it  not  be  more  advantageous  than  borrowing  money  in  England,  the  whole 
interest  of  which  would  be  returned  to  England? — Decidedly,  unless  the  money  could  be  had 
in  England  at  a  considerably  reduced  rate. 

32.  {By  the  Chairman^  To  make  these  debentures  palatable  to  the  public,  you  do  not  think 
it  necessary  that  there  should  be  any  stipulation,  with  reference  to  their  being  receivable  at 
the  Colonial  Treasury  in  payment  for  land,  or  other  purposes  ? — It  would  do  them  no  harm 
to  make  them  so,  but  I  do  not  think  it  would  increase  their  value  in  the  eyes  of  the  public. 
It  would  be  a  very  good  arrangement  to  have  them  so ;  there  might  be  individuals  who  might 
find  them  available  in  that  way. 

33.  {By  Mr,  Lamb,)  You  are  aware  that  at  present  a  sum  exceeding  a  million  is  depasited 
in  the  various  banks,  and  bearing  no  interest? — 1  believe  that  is  the  case. 

34.  Does  not  that  arise  in  a  great  measure  from  the  difiiculty  of  obtaining  safe  investments 
at  this  moment  ? — I  think  it  partly  does. 

35.  You  have  seen  the  despatch  of  Earl  Grey,  and  the  documents  accompanying  it,  with 
reference  to  the  substitution  of  wood  for  iron  on  the  American  railroads  ? — Yes. 

36.  Do  you  consider  the  scheme  which  has  been  adopted  in  America,  and  which  is  proposed 
to  be  adopted  in  Canada  and  New  Brunswick,  applicable  to  this  colony  ? — I  do,  particularly  so. 

37.  Do  you.  think  the  wood  of  this  colony  peculiarly  adapted,  from  its  durable  nature  and 
close  grain,  to  this  purpose  ?— -Yes,  certain  woods,  such  as  stringy-bark,  iron-bark,  and  some 
kinds  of  gum. 

38.  Consequently  the  expense  of  renewal  adverted  to  in  that  document  would  be  mudi  less 
here  than  with  them  ? — ^Yes. 

39.  Have  you  not  lately  been  travelling  a  considerable  distance  in  the  interior  ? — Yes,  in  the 
iiorth-west  country. 

40.  You  found  the  roads  in  that  direction  in  a  very  bad  state  ? — Yes. 

41.  The  wear  and  tear  upon  a  carriage  must  be  immense? — ^Yes,  and  upon  draught 
animals. 

42.  Do  you  not  think,  therefore,  that  a  railroad,  of  the  most  simple  construction,  even  if  only 
a  tramway,  would  be  desirable  ?— It  would  be  most  desirable;  even  a  tramway  would  facilitate 
greatly  the  transit  of  goods. 

43.  You  do  not  think  speed  a  matter  of  great  importance  in  this  colony? — Not  of  such  great 
importance  as  regularity  and  security. 

44.  {By  the  Chairman.)  Is  it  not  frequently  the  case  in  wet  or  very  dry  seasons,  that  the 
wages  of  men  during  the  long  period  consumed  in  bringing  produce  to  market,  and  the 
casualties  among  the  working  cattle,  form  a  very  serious  drawback  to  the  settler  ? — Certainly. 

45.  Do  you  think,  from  such  considerations  as  these,  coupled  with  other  reasons,  that  if  a 
scheme  were  once  devised,  with  any  reasonable  hope  of  success,  for  introducin^r  some  method 
of  conveying  the  produce  of  the  interior  to  the  metropolis,  the  public  would  be  induced  to  give 
it  support  ?^-I  do  think  so.  I  think  there  is  scarcely  a  stock  proprietor  or  person  connected 
with  the  interior,  having  the  means,  who  would  not  most  readily  assist  to  forward  such  an 
object. 

46.  {By  Mr.  Lamb.)  Considering  the  very  greatly  enhanced  value  of  the  Crown  lands 
through  which  the  line  of  railway,  as  planned  by  Mr.  Woore,  would  pass,  do  you  not  think 
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that  the  inoreafied  probability  of  the  sale  of  these  laods  would  justify  the  Government  in    Appendix  )fo.  78* 
contributing  towards  the  expense  ? — I  do. 

47.  {By  Mr.  Lord.)  You  have  said,  that  you  think  from  100,000/.  to  150,000/.  might  be 
obtained,  provided  the  Government  guaranteed  6  per  cent,  do  you  think,  irrespective  of 
Government  aid,  that  that  sum  might  be  raised? — I  have  not  seen,  nor  have  the  public  had 
before  them,  a  statement  of  what  they  might  expect  as  a  return  from  a  railroad.  I  think 
if  it  could  be  shown  satisfactorily  to  the  public,  tl>at  a  railroad  would  give  a  good  dividend, 
a  considerable  amoimt  might  be  raised  in  the  colony>  though  not  to  such  an  extent  as  yoa 
mention. 

48.  {By  the  Chairman.)  Do  you  think,  if  immigration  be  revived,  and  the  supply  of  labour 
next  year  be  more  plentiful,  there  is  a  probability  that  under  the  improved  state  of  affairs  a 
Railway  Coo^any  might  be  formed  to  take  up  a  line  to  the  southward  ? — I  fear  sufficient 
capital  could  not  be  obtained  in  the  colony  alone. 

49.  Not  to  commence  a  line  to  Penrith  on  the  one  side  and  Camden  on  the  other? — ^I 
think  those  lines  could  be  constructed  with  the  capital  in  the  colony,  if  the  American  system 
with  wooden  rails  and  piling  were  adopted,  and  the  expense  did  not  exceed  that  mentioned  in 
the  communication  transmitted  by  Earl  Grey  to  Sir  Charles  FitzRoy,  already  alluded  to  by 
me. 

50.  {By  Mr.  Lamb,)  If  Mr.  Woore  completes  his  northern  section,  40  miles  from  Sydney, 
at  the  expense  of  80,000/.,  do  you  think  there  would  be  a  probability  of  a  reasonable  dividend 
being  payable  upon  the  capital  expended? — Yes,  under  the  anticipated  improved  state  of  the 
colony  in  the  course  of  a  few,  say  two  or  three,  years ;  I  think,  at  the  same  time,  there 
should  be  a  branch  to  Penrith,  as  being  a  line  from  whence  so  large  an  amount  of  produce  is 
receivable. 

51.  {By  the  Chairman,)  Do  you  not  think  that  it  might  be  desirable  to  the  Bathurst  people 
to  have  the  branch  from  Rope's  Creek  to  Penrith  completed,  and  that  they  might,  through 
their  own  means  and  interest,  make  that  branch,  provided  the  main  trunk  to  Rope's  Creek 
was  made  for  them  ? — Supposing  that  the  main  trunk  line,  as  laid  down  by  Mr.  Woore,  is 
carried  out,  my  opinion  is,  that  the  western  proprietary  would  consult  their  own  interest  by 
making  a  branch  line  from  the  Punt  to  meet  it  at  the  nearest  point  of  Rope*s  Creek. 

52.  Have  you  any  further  suggestions  to  offer  to  the  Committee  with  reference  to  this  sub- 
ject?— I  would  suggest  that  the  Government  should,  in  the  first  place,  take  immediate  measures 
to  procure  an  accurate  survey  of  some  of  the  lines  of  railway  most  urgently  required  here,  and 
an  accurate  estimate  of  the  cost  of  constructing  them,  employing,  for  this  purpose,  a  competent 
engineer  who  has  been  engaged  in  similar  works  in  America.  The  establishment  of  railroads 
in  this  country  appears  to  me  ta  be  of  such  paramount  importance  to  the  welfare  and  advance- 
ment of  the  colony,  that  I  think  the  Government  should  employ  whatever  means  it  possesses 
to  procure  so  great  an  advantage  to  the  community.  I  am  also  of  opinion,  that  the  property 
in  railroads  should  remain  in  the  hands  of  Government  rather  than  be  in  those  of  a  company 
of  speculators ;  the  traffic  on  them  to  be  leased  to  a  company  or  companies,  as  is  done  in 
France. 


Friday,  May  5,  1848. 
The  Rev.  Ralph  Mansfield^  called  in  and  examined:-* 

1.  You  have  been  a  great  many  years  resident  in  this  colony  ? — I  am  now  in  my  28th  year 
of  residence  in  it. 

2.  Since  the  subject  of  railways  has  been  under  discussion,  have  you  given  the  question 
consideration,  as  to  the  expediency  of  their  being  introduced  into  the  colony  ? — I  have. 

3.  Is  your  opinion  in  favour  of  such  an  undertaking  ? — ^Very  strongly  in  favour  of  it. 

4.  Will  you  state  to  the  Committee  any  reasons  which  have  influenced  you  in  arriving  at 
that  opinion  ? — ^With  regard  to  the  expediency  of  railways,  my  conclusions  arc  arrived  at  from 
the  physical  character  of  the  country ;  the  absence  of  navigable  rivers  deprives  us  of  the 
natural  means  of  communication,  and  we  must  have  recourse  to  artificial  means,  either  by 
common  roads,  by  railways,  or  by  canals ;  and  there  can  be  no  doubt  that  of  these  three 
methods  of  artificial  tiaffic,  railways  are  the  best.  With  regard  to  the  practicability  of 
introducing  them,  I  can  only  speak  from  information  acquired  partly  by  reading  and  partly  in 
my  capacity  of  member  of  two  successive  Committees  appointed  by  public  meetings  to  inquire 
into  the  subject.  From  these  sources  I  have  derived  information,  which  proves,  to  my  own 
satisfaction,  that  railways  may  be  formed  here  at  a  very  moderate  rate  of  expense,  at  a  less 
expense  than  common  macadamized  roads;  and  from  my  inquiries  into  the  agricultural, 
pastoral^  and  commercial  resources  of  the  colony,  I  am  quite  satisfied,  that  on  certain  main 
trunks,  particularly  the  southern,  there  exists  already  an  amount  of  traffic  that  would  secure 
to  the  capital  invested  in  such  an  undertaking  a  very  fair  return  immediately,  and  a  very 
splendid  return  eventually. 

5.  Is  there  not  also  a  peculiarity  in  this  colony  as  to  the  periodical  droughts  with  which  it  is 
afflicted,  rendering  it,  at  times,  almost  impossible  to  obtain  transit  of  produce  from  the 
interior  by  ordinary  means  of  communication  ? — Yes ;  that  is  another  very  strong  fact,  showing 
the  expediency  of  railway  communication  in  this  country. 

6.  Can  you  state  to  the  Committee,  from  your  opportunities  of  communication  with  residents 
in  the  colony,  that  there  is  a  general  desire  on  the  part  of  the  stock-holders,  or  persons  in  the 
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Appendix  No.  78.  interior,  that  some  steps  should  be  taken  for  commencing  railways? — Yes;  from  all  my  inter- 
course with  my  fellow-colonists,  I  have  concluded  that  the  desire  of  having  them  is  very  strongr 
and  universal,  I  never  met  with  an  ejfception ;  I  have  heard  of  exceptions,  but  I  never  met  with 
one  myself.  I  never  met  with  a  gentleman  who  was  in  any  degree  opposed  to  the  introduction 
of  railways  here ;  on  the  contrary,  every  one  I  have  conversed  with  views  their  introduction  as 
the  greatest  of  all  desiderata  for  the  prosperity  of  the  colony  in  all  its  branches. 

7.  Do  you  think  there  is  a  probability  that,  if  a  company  were  formed,  sufficient  capital 
would  be  subscribed,  in  the  event  of  the  Government  affording  a  guarantee  for  a  dividend  at 
five  or  six  per  cent,  per  annum,  for  a  given  number  of  years  ? — I  think  there  is. 

8.  You  are  secretary  to  the  Gas  Company  ? — Yes. 

9.  When  that  Company  was  first  formed  the  probability  of  its  success  was  doubted  by  many 
persons,  I  believe? — It  was  doubted  in  the  first  instance  by  every  respectable  person  with  whom 
I  conversed,  excepting  Mr.  A.  B.  Spark;  not  only  doubted,  but  by  most  persons  positively 
denied.     They  would  have  it  that  such  a  concern  would  never  pay. 

10.  The  lighting  of  Sydney  with  gas  was  considered  quite  a  chimerical  idea,  when  there  was 
no  town  in  any  of  the  other  colonies  that  had  arrived  at  that  state  of  advancement  ? — It  was 
scouted  as  a  mere  flight  of  imagination.  I  believe  I  was  for  a  long  time  the  butt  of  general 
ridicule  for  having  started  such  a  wild-goose  concern,  and  that  impression  on  the  public  mind 
continued  for  about  three  years.  The  Company  commenced  in  the  middle  of  1836,  that  is  to 
say,  the  preUminary  operations  commenced ;  we  did  not  commence  lighting  until  the  24th  May, 
1841.  I  was  appointed  secretary  in  June,  1836,  and  all  my  efforts  were  directed  towards 
gradually  getting  persons  to  subscribe  for  shares  ;  but  the  process  was  so  very  tardy,  that  for 
two  years  we  did  scarcely  anything ;  and  it  was  then  agreed  by  the  few  who  had  ventured  to 
put  down  their  names  as  shareholders,  that  1,000  shares  should  be  sent  to  London  for 
sale.  The  colony  was  at  that  time  favourably  thought  of  as  a  place  for  the  investment  of 
British  capital,  and  these  1,000  shares  had  no  sooner  been  announced,  by  our  London  agents, 
as  being  for  sale,  than  they  were  purchased  with  avidity ;  and  at  a  subseqiient  time,  500  more ; 
and  even  in  the  colony,  when  it  became  known,  about  the  middle  of  1839,  that  the  engineer 
and  a  large  shipment  of  machinery  had  arrived  from  England,  such  was  the  sudden  re-action  of 
people's  minds  that  there  was  quite  a  rush  for  shares ;  and  in  a  few  days  the  applications  far 
exceeded  the  number  of  shares  remaining  for  allotment. 

11.  Your  Company  has,  I  believe,  continued  eminently  successful  up  to  this  time? — Very 
successful. 

12.  From  your  experience  in  that  i-espect,  and  judging  from  other  sources  of  information  at 
your  command,  do  you  think  it  at  all  likely  that  a  Railway  Company  will  succeed  equally 
well  ? — I  think  it  would  be  far  more  beneficial  to  the  public,  and  far  more  remunerative  to  the 
proprietors.  The  object  of  the  Gas  Company  has  always  been  to  keep  down  profits  and  not 
to  swell  them.  Having  a  virtual  monopoly,  we  have  feared  to  make  the  profits  too  great,  and 
our  dividends  have  therefore  not  exceeded  those  of  the  banks,  and  sometimes  have  not  come  up 
to  them.  With  railroads,  supposing  engineers  to  be  correct  in  their  estimates,  with  my  own 
knowledge  of  the  resources  of  the  colony,  I  feel  no  doubt  that  the  profits  would,  ere  long,  be 
some  15  or  20  per  cent. 

13.  You  stated  that  you  were  a  member  of  the  Committee  appointed  by  a  public  meeting  ? 
— ^Yes. 

14.  That  Committee  appointed  Sub-committees  to  inquire  into  the  prospect  of  the  forma- 
tion of  railroads  in  three  different  parts  of  the  colony — south,  west,  and  north  ? — It  did ;  it 
nominated  three  Sub-committees. 

15.  Do  you  know  why  the  Northern  and  Western  Sub-committees  never  reported? — It 
never  came  officially  before  the  General  Committee  why  they  did  not,  but  we  all  understood 
that  the  western  gentlemen  had  taken  the  niatter  into  their  own  hands,  not  seeing  the  necessity  for 
acting  as  Subs  under  our  Committee.  What  the  issue  of  their  inquiries  has  been  I  do  not 
know.  With  regard  to  the  gentlemen  in  the  northern  district,  all  I  heard  assigned  as  a 
reason  for  their  not  inquiring  was,  that  they  had  already  done  their  part.  Some  few  years 
ago  they  had  a  regular  survey  made,  by  a  civil  engineer,  between  Newcastle  and  Maitlana,end 
were  satisfied  that,  between  those  two  points,  at  any  rate,  a  railroad  could  be  constructed  at  a 
very  moderate  cost. 

i6.  In  the  present  circumstances  of  the  colony,  are  you  of  opinion  that  the  formation  of  a 
Railway  Company  would  be  easily  accomplished  ? — I  am  not. 

17.  Do  you  think  that  if  the  Government  were  to  guarantee  a  dividend  it  would  very  greatly 
faciHtate  the  formation  of  such  a  Company? — No  doubt. 

18.  Does  anything  occur  to  you  that  you  would  suggest  as  a  feasible  scheme  of  Government 
assistance? — From  all  the  European  publications  which  I  have  read,  both  official  and  scientific, 
and  irom  the  reflections  they  have  suggested,  my  own  opinion  is  that  the  formation  of  railways 
ought  to  be  undertaken  entirely  by  the  Government,  both  here  and  in  Europe ;  but  as  I 
believe  statesmen  themselves  have  not,  generally,  come  to  that  conclusion  as  yet,  avowedly  not 
in  this  colony,  it  would,  at  present,  be  useless  to  attenfpt  to  carry  out  any  such  principle  as 
that ;  but  I  think  Government  might,  and  ought  to  assist  by  contributing  a  portion  of  the 
required  capital,  whether  by  way  of  loan  or  as  joint  proprietors,  also  by  guaranteeing  a 
minimum  dividend  for  a  series  of  years. 

19.  {By  Captain  Dumaresq.)  Would  you  look  upon  their  giving  land  as  part  of  the 
capital  ? — No,  I  should  not  consider  that  as  part  of  the  capital ;  I  believe  that  is  already  deter- 
mined on  by  the  Home  Government. 

20.  (JB^  Mr,  Lamb.)  As  a  general  principle,  do  you  not  consider  that  works  of  all  kinds 
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are  carried  on  cheaper  under  the  management  of  individuals  than  under  that  of  the  Govern-    Appendix  No,  78. 
ment  ? — That  depends  upon  circumstances ;  I  do  not  see  that  it  should  necessarily  be  so.  . 

21.  Is  it  not  80  in  fact?— I  should  doubt  whether  it  is  always  so  in  fact.  ^^^'trali  *" 

22.  (By  the  Chairman.)  Do  you  not  think  that  the  enterprise  and  spirit  of  a  private  Com- 
pany, if  it  could  be  brought  to  bear,  with  the  advantage  of  Government  aid  in  pecuniary 
matters,  would  be  a  more  desirable  mode  of  carrying  out  the  object  in  view,  than  if  the  Govern- 
ment were  to  take  the  work  entirely  into  their  own  hands?— There  are,  no  doubt,  advantages 
arising  from  the  greater  enterprise  of  private  individuals  than  of  oflScial  functionaries ;  but, 
viewing  the  question  as  a  whole,  I  think  that  the  preponderance  of  good  lies  on  the  side  of  the 
Government  being  sole  proprietors  and  sole  managers.  I  do  not  see  why  the  State,  which  is  a 
joint- stock  company  on  a  larger  scale,  should  not  carry  on  its  operations  by  means  of  its 
officers  as  well  as  a  joint-stock  company  on  a  smaller  scale  by  its  officers. 

23.  I  believe  you  are  the  atithor  of  an  Analytical  View  of  the  Census  last  taken  by  the 
Government  of  this  colony  ? — I  am  ;  and  of  an  Analysis  of  the  previous  Census  also. 

24.  Will  you  oblige  the  Committee  by  stating,  with  a  view  of  showing  the  increase  of  popu- 
lation in  the  colony,  any  fact  which  will  prove  that  such  an  increase  is  taking  place  as,  if  conti- 
nued, will  afford  sufficient  traffic  for  the  railroads  ? — 'Upon  comparing  the  progressive  increase 
of  population  in  this  colony  with,  that  in  other  parts  of  the  world,  I  find  some  very  striking 
results;  for  instance,  the  population  of  France  is  computed  to  double  itself  in  about  8§ 
years;  that  of  the  United  Kingdom  in  about  48  years;  that  of  the  Unhed  States  of  America 
in  about  30  years;  that  of  the  Canadas  in  about  20  years;  while  that  of  New  South  Wales 
has,  on  the  average  of  the  last  25  years,  doubled  itself  every  8j  years.  During  the  last  25 
years  it  has  increased  six  and  one-tliird  fold.  I  find,  from  reference  to  my  Analytical  V  iew  of 
the  last  Census,  that  the  number  of  persons  born  in  the  cojony  had  increased  during  the  pre- 
vious 18  years  by  53,700  souls,  or  more  than  sixfold ;  and  during  the  previous  5  years,  from 
1841  to  1846,  by  33,000,  or  more  than  twofold.  Within  this  last  period,  the  increase  of  the 
native-born  population  had  exceeded  that  of  persons  born  elsewhere  by  5,200 ;  and  it  would 
appear  from  these  returns  that  the  children  of  the  colony,  like  its  sheep,  have  their  numbers 
doubled  in  five  years.  There  are  other  very  important  circumstances  connected  with  our  vital 
statistics,  namely,  the  proportion  of  births  to  marriages,  and  of  births  to  deaths ;  the  fecundity 
of  married  womeu,  and  the  low  rates  of  mortality.  With  regard  to  the  former,  I  find  that  the 
proportion  of  births  to  100  marriages  is,  in  England,  according  to  the  latest  return,  409,  while 
in  New  South  Wales  it  is  464 ;  and  that  the  proportion  of  marriages  to  the  whole  number  of 
persons  living,  is,  in  England,  according  to  the  mean  of  the  six  years,  1839-44,  77  to  10,000 ; 
and  in  this  country,  according  to  the  mean  of  the  five  years,  1841-45,  129  to  10,000.  And 
with  regard  to  the  rates  of  mortality,  I  find  they  are  about  as  follows : — 

In  Sweden  and  Denmark,  1  death  to  48  persons  living. 

In  England  ...  1 

In  Holland  and  Belgium  1 

In  France      .  •        .  •  1 

In  the  United  States        .  1 

In  Prussia     •  •  .1 

In  Wirtemburg       .  .  1 

And  in  New  South  Wales,!  i       ^        ok.  j 

iQ^R  'M        to       oD  do. 

m  1845     .  .  .J 

Comparing  the  deaths  of  children  with  the  births,  in  the  colony,  I  find  that  the  mean  of  the 
three  years  from  1843  to  1845,  was  13  deaths  of  children  to  every  100  births;  and  in  the  last 
two  of  those  years,  12  to  100;  whilst  in  England  it  is  nearly  treble,  i.e.,  35  deaths  of  children 
to  100  births.  From  these  three  causes,  the  greater  proportion  of  marriages  to  the  whole 
population,  the  larger  proportion  of  births  to  marriages,  and  the  smaller  proportion  of  deaths 
of  children  to  births,  it  will  be  found  that  in  New  South  Wales,  irrespective  of  immigration — 
irrespective,  too,  of  the  low  ratio  of  mortality  amongst  adults,  there  results  a  natural  increase  of 
population  exceeding  that  of  England,  almost  beyond  comparison.  The  operation  of  these 
facts  may  be  illustrated  in  some  such  way  as  the  following : — 

The  net  addition  given  to  the  population  by  the  proportion  of  births  to  each  10,000  persons, 
living  (5,000  males  and  5,000  females),  and  by  the  excess  of  births  over  the  proportionate 
number  of  deaths  of  both  children  and  adults,  in  one  year,  in  this  colony  and  in  England 
respectively,  was  as  under: — 

New  Sooth  Wales,  in  the  Year  1845. 

Births  to  each  10,000  persons  living  .  .  493 

Deaths  to  do.  do.  •  .118 

Net  addition  to  the  population        •  •  375 

England. — Mean  op  the  Six  Years,  1839-1844. 

Births  to  each  10,000  persons  living  .  .321 

Deaths  to  do.  do.  .  .  219 

Net  addition  to  the  population        •         •  102 

Difference  in  favour  of  New  South  Wales  273 
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AppMidix  No.  78.  I  have  taken»  for  New  South  Wales,  the  last  year  in  the  series,  rather  than  the  mean  of  the 
last  five^  because  I  find  that  throughout  those  five  the  ratio  of  births  had  steadily  incfeaied^ 
while  that  of  deaths  had  as  steadily  diminished ;  thus-*-- 


Raimjtsitt 
AHstraRn. 


To  10*000  persons  living 


Teu«. 

Birth*. 

DeatU. 

1841 

378 

198 

1842 

424 

168 

1843 

462 

137 

1844 

483 

120 

1845 

493 

118 

I  beg  to  hand  in  a  few  tables,  showing  the  actual  progress  of  the  population  in  the  locafities 
cOHQected  with  the  proposed  railway  between  Sydney  and  Goulburn.     \_See  Appendix.] 

25.  Supposing  that  a  good  stream  of  immigration,  as  at  present  contemplated^  be  kept  up  in 
future  years,  do  you  think  the  increase  of  the  population  of  the  colony  will  be  not  less  rapid 
than  it  has  been  during  the  years  you  have  mentioned  ? — In  reply  to  that  question  I  should 
remind  you,  that  the  great  increase  of  our  population  heretofore  has  been,  in  spite  of  the 
^peatest  of  all  obstacles  to  any  increase  at  all,  the  inequality  of  the  sexes;  and,  therefore,  if  the 
future  immigration  consist  of  a  fair  proportion  of  males  and  females,  the  future  increase  wiU  be 
immeasurably  greater  than  the  past. 

26.  Do  you  consider  that  in  the  more  settled  districts  of  the  colony,  within  the  county  of 
Cumberland,  for  instance,  the  amount  of  the  passenger-traffic,  as  affi>rding  rapid  means  ef 
communicating  with  the  metropolis,  would,  of  itself,  be  a  very  considerable  item  in  the  receipts 
of  a  Railway  Company,  exclusive  of  what  might  be  derived  from  produce,  which  woidd  be 
brought  down  from  the  far  distant  interior? — I  am  convinced  of  it,  and  I  may  mention  that 
travelling  in  this  country,  or  at  least  in  the  county  of  Cumberland,  is  performed  by  many 
classes  of  persons  for  purposes  of  pleasure  as  well  as  of  business.  I  have  every  reoaon  to 
believe  that  the  latter  is  on  the  increase,  that  there  is  a  growing  desire  on  the  part  of  the 
population  of  Sydney  and  its  suburbs  for  recreation  and  holiday  jaunts.  They  go  in  cabs, 
hij;ed  for  a  day,  or  a  couple  of  days  or  more,  from  Sydney  to  Camden>  &c.  Camden  seems 
to  be  becoming  to  the  people  of  Sydney  something  like  Richmond  to  the  Londoners.  I 
feel  satisfied  that  such  is  the  disposition  of  the  people  of  this  country,  in  the  more  populous 
districts,  and  especially  in  Sydney,  to  make  excursions  for  health  and  amusement,  that  a  br 
larger  proportion  of  persons  would  travel  by  railway  for  that  purpose  than  in  England.  The 
desire  for  pleasure  of  that  kind  is  greater  in  consequence  of  the  peculiar  blandness  of  the 
climate,  while  there  is  a  more  general  ability  to  afford  f  he  cost  of  its  indulgence. 

27.  You  have  attended  the  meetings  of  the  Committee  of  which  you  are  a  member  pretty 
frequently  ? — Very  frequently. 

28.  And  have  been  present  at  most  of  the  discussions  held  ? — I  have. 

29.  Is  the  result  of  these  discussions  upon  your  mind  such  as  to  bring  you  to  the  conclusion 
that  the  more  the  question  is  discussed  and  understood,  the  more  the  public  feeling  will  be  in 
favour  of  it,  or  otherwise  ? — I  am  convinced  from  all  I  have  seen  in  the  Committee,  that  the 
more  it  is  discussed  and  understood,  the  greater  will  be  the  feelings  of  interest  on  the  part  of 
the  public  in  the  prosperity  of  the  railway  scheme. 

30.  Is  it  your  opinion,  with  the  prospect  which  the  colony  has  of  a  regular  introduction 
of  labour,  and  the  absence  of  any  desirable  means  of  investing  money,  either  in  anything  like  a 
public  debt,  or  in  the  English  ^nds,  that,  provided  a  Company  were  formed  in  whidi  the 

Kublic  had  confidence,  the  undertaking,  if  once  commenced,  would  be  likely  to  succeed  ?-*--I 
ave  no  doubt  that  even  now  there  are  very  large  sums  of  money  in  the  hands  of  individuals 
hero  which  they  have  no  means  of  investing.  I  have  experienced  that  myself,  as  executor, 
having  had  in  my  hands  very  large  sums  of  money,  thousands  of  pounds,  which  I  did  not  know 
what  to  do  with,  and  they  have  lain  for  years  in  the  banks  without  yielding  one  farthing 
interest ;  and  I  have  no  doubt  that  as  the  colony  improves,  the  superabundance  of  money  wiU 
increase.  I  see  no  increasing  means  of  investing  savings,  although  the  colony  abounds  with 
means  of  investment  for  those  who  follow  up  the  pursuits  in  which  the  money  is  employed; 
^et  for  savings  I  do  not  see  any  investment.  The  Savings*  Bank  heretofore  has  given  an 
interest  scarcely  worth  receiving,  and  is  so  restricted  in  the  amounts  it  would  receive  upon 
d^osit,  that  it  does  not  come  within  the  scope  of  what  I  am  referring  to.  I  do  not  see  ai^ 
means  by  which  industrious  people  when  tliey  have  saved  a  few  scores  or  hundreds  of  pounds 
can  put  it  out  to  interest.  The  railway  undertaking  would  afford  such  means  of  investment, 
and,  as  soon  as  its  advantages  became  understood  by  the  people,  I  feel  satisfied  there  would  be 
no  lack  of  money,  or,  at  any  rate,  that  the  colony  would  be  able  to  contribute  its  own  fair 
proportion  of  capital  to  the  undertaking. 

31.  Would  you  feel  justified,  as  an  executor,  in  investing  funds  in  a  Railway  Company? — 
That  would  depend  upon  the  directions  of  the  testator;  if  he  had  left  me  a  discretion,  I 
should  have  no  hesitation  at  all  in  investing  money  in  such  a  Railway  Company  as  that  whidi  I 
contemplate  to  be  the  first  introduced  into  this  colony. 

32.  Is  it  your  own  opinion  that  it  would  be  a  safe  investment  for  trust  moneys,  provided  the 
law  permitted  a  person  to  invest  v^ithout  holding  the  trustee  liable  for  casualty  which  he  could 
not  foresee? — Yes. 

33^  Do  you  think,  from  your  knowledge  of  scientific  and  professional  men,  that  the  colony 
affords  the  materials  in  this  respect  for  carrying  out  such  an  undertaking  ? — I  think,  so  far  as 
complete  professional  education  and  competent  professional  ability  go«  the  colony  has  men  in 
abundance ;  but  I  have  reason  to  think,  that  most  of  these  gentlemen  happen  to  be  wholly  in- 
experienced in  railway  opertions.     A  number  of  them  were  brought  before  our  Committee  and 
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exitmined  at  some  length,  and  neariy  the  whole,  if  not  the  whole,  professed  themselves  to  be    Appendix  No.  it, 
quite  inexperienced  in  practical  railway  operations. 

34.  This  Committee  has  had  gentlemen  before  it  who  have  been  employed  on  railways  in 
Engtand;  but,  speaking  generally,  do  you  think,  as  to  engineers  and  persons  of  that  class,  if 
the  colony  does  not  afford  at  present  these  materials,  there  would  be  any  difficulty  in  obtaining 
them^  if  it  became  known  that  the  colony  afforded  a  desirable  field  for  their  employment  ? — I 
should  think  not.  I  do  not  know  how  the  proportion  between  supply  and  demand  in  ttiat 
particular  species  of  employment  holds  just  now  in  England,  therefore  I  am  incompetent  to 
^ay ;  but  it  is  very  certain  that  the  formation  of  railways  in  England  cannot  be  eternal ;  the 
tifloe  must  come  when  they  can  make  no  more,  wh^  they  will  be  stopped  by  the  bounds  of  that 
"  tight  little  island." 

Appendix  repbrred  to. 

Population  of  the  Police  Districts  which  would  supply  Traffic  to  the  proposed  Railway 
between  Sydney  and  Goulbum,  with  Branches  to  Penrith,  &c. 


POLICE  mSTRiCXS. 


Sydney  . 
Parramatta   • 
Liverpool 
Campbell  Town, 
Stoneqnarry. 
Picton    .     • 
Camden  and  Narellan 
lUawarra 
Berrima  •     * 
Goulbum     . 
Braidwood    • 
Broulee  . 
Queanbeyan • 
Yass  • 
Windsor. 
Penrith  .      . 
Hartley  •     . 
BathuTBt 
Carcoar  .      • 
Wellington  • 
Mudgee  •     . 

Total 


Population. 


1841. 


35,507 
10,052 


6,806 


4,044 
1,415 
3*770 
1,100 

1)686 

1,281 

6,465 

3,548 

798 

3,667 

1,018 

451 

710 


81,818 


1846. 


49,630 
9,400 


8,213 


4,210 
2,025 
5,134 
1,320 

2,360 

2,187 
7,721 
4,120 
1,365 
6,647 
2,057 
841 
955 


108,185 


Increase 
per  Cent. 

in  the 
Five  Tears. 


39-78 
DecrESBfee.  *^ 


30-24 


A\ 
43-11 
36-18 
20- 

39*98 

70-73 
19-43 
16-12 
71-05 
81-27 
102-06 
86-47 
34-51 

32-23 


Owing  to  the  breaking  up  of  the  female  faetory  and  other  connct  establishments,  and  consequent  withdraw«l  of 

4roofSv 

Population  of  the  City  of  Sydney  at  each  CJensus  during  the  18  years,  1828—1846. 


YSARS. 


1828 
1833 
1836 

1841 

1846 
Includingl 
suburbs    f 


Population. 


10,815 
16^232 
19,729 
29,973 
38,358 

45,190 


Increase  per  Cent,  since 
1888. 


50*89  in    5  years. 
82-42  „    8     „ 
177-14  „  13     „ 

317-85  „  18     „ 


The  population  of  the  city  has  about  doubled  itself  within  the  following  periods : — In  the  eight 
years  from  1828  to  1836;  in  the  eight  years  from  1833  to  1841 ;  and  in  the  ten  years  firom  1836  to 
1840. 

During  the  last  eighteen  years,  including  the  suburbs,  it  has  more  than  quadrupled  itself. 

The  present  population  of  the  city  (1848),  not  including  the  suburbs,  is  more  than  one-fifth  of  the 
whole  population  of  the  colony. 

Population  of  the  Town  of  Goulburn. 

The  first  census  at  which  Goulbum  appears  in  the  list  of  towns  is  that  of  1841. 

Population  in  1841      •     •      .       655 
,,  1846      .     .     .   1,171 

Increase  in  the  five  years    •  78*78  per  cent. 


Digitized  by 


Google 


Appendix  No.  78, 

RaOways  in 
Australia. 


27G        APPENDIX  to  REPORT  of  the  COMMISSIONERS  of  RAILWAYS. 

Office  of  Commissionjers  of  Railways,  Whitehally 
Sir,  January  18,  1849. 

I  HAVE  been  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of 
your  letter  of  the  11th  instant,  requesting  them  to  favour  Lord  Grey  with  their  opinion  upon 
the  mode  proposed  by  the  Leo^islative  Council  of  New  South  Wales  for  encouraging  and  facili- 
tating the  construction  of  railroads  in  that  colony,  and  forwarding  copies  of  the  documents 
connected  with  the  subject. 

The  Commisffloners  have  carefully  considered  the  several  recommendations  contained  in  the 
address  presented  to  the  Governor  of  the  colony  by  the  Legislative  Council  on  the  13th  of 
June  last,  viz. :  1st.  That  a  grant  of  Crown  lands  should  be  made  to  any  Company  incorpo- 
rated liy  an  Act  of  the  Council,  not  only  for  the  construction  of  the  line,  but  also  to  a  limited 
extent^  of  other  portions  to  be  selected  by  the  Company,  as  it  is  stated,  has  been  done  in  the 
American  colonies.  2ndly.  That  a  dividend  of  6  per  cent,  per  annum  should  be  guaranteed 
by  the  Legislature  on  the  first  100,0007.  subscribed  by  the  shareholders,  security  being  taken 
by  the  Governnient  upon  the  tolls  collected  by  the  Company ;  and  Srdly.  That  a  part  of  the 
saving*  bank  deposits,  not  exceeding  30,000/.,  should  be  invested  in  the  shares  of  the  Company. 
With  reference  to  the  first  of  these  recommendations,  the  Commissioners  are  of  opinion  that 
it  would  not  be  expedient  to  allow  a  railway  Company  to  possess  any  important  amount  of 
property  upon  their  line,  with  the  exception  of  that  which  may  be  necessary  for  the  perfect 
transaction  of  their  business  as  railway  proprietors.  So  long  as  their  property  is  limited  to 
the  railway,  their  interest  in  the  development  of  the  resources  of  each  part  of  the  district  which 
it  traverses  will  most  probably  be  the  same  with  that  of  the  public  generally,  and  free  from 
any  "tendency"  to  favour  particular  localities.  This  will  not  be  the  case  if  they  are  allowed 
to  be  extensive  owners  of  property  on  the  line.  If,  in  order  to  encourage  the  construction  of 
railways  in  the  colony,  it  be  necessary  to  hold  out  as  an  inducement  to  Companies  to  under- 
take them,  a  share  in  the  additional  value  given  to  the  Crown  lands  in  their  neighbourhood, 
this  should  be  done  without  making  the  Companies  proprietors  of  any  part  of  those  lauds 
beyond  that  required  for  their  respective  lines;  and  it  does  not  appear  to  the  Commissioners 
that  there  would  be  any  diflSculty  in  making  such  an  arrangement.  They  therefore  consider 
that  even  if  a  precedent  has  been  afforded  by  a  grant  of  land  in  the  manner  alluded  to,  in 
North  America,  this  course  should  not  be  adopted  in  Australia,  an  opinion  in  unison  with  that 
expressed  in  their  letter  of  the  3rd  of  June  last  on  a  similar  subject,  and  referred  to  in  your 
communication. 

With  respect  to  the  2nd  recommendation,  the  Commissioners  regret  that  they  find  some 
diflSculty  in  completely  understanding  its  intention.  They  do  not  perceive  how  an  effective 
guarantee  can  be  given  by  the  Government  to  a  Company,  and  at  the  same  time,  that  the 
Government  shall  be  secured  by  the  tolls  of  the  Company ;  and  as  the  expediency  or  inexpe- 
diency of  a  Government  guarantee  must  depend  almost  entirely  on  the  details  of  the  terms 
upon  which  it  is  given,  and  on  the  mode  by  which,  if  any,  payments  are  to  be  made  under  it^ 
the  money  for  such  payments  is  to  be  raised ;  they  are  unable  to  give  any  satisfactory  opinion 
upon  this  suggestion,  but  they  consider  that  the  terms  of  a  guarantee  should  not  be  such  as  can 
tend  in  any  way,  or  under  any  circumstances,  to  diminish  the  interest  of  the  Company  in 
completing  the  whole  of  their  original  scheme,  or  in  properly  working  the  line  aderwards. 

With  reference  to  the  3rd  recommendation,  the  Commissioners  are  unacquainted  with  the 
peculiar  circumstances  of  the  saving's  bank  alluded  to,  but  it  appears  to  them  that  shares  in  a 
newly  formed  railway  Company  are  not  likely  to  prove  a  proper  investment  for  the  deposits  in 
a  savings*  bank. 

1  am  instructed  to  add  that  the  Commissioners  have  perused  the  printed  Report  of  the  Select 
Committee  on  Railways,  forwarded  with  your  letter,  and  that  it  does  not  appear  to  them  to 
contain  sufficient  information  to  enable  any  one  in  this  country  to  judge  of  the  expediency  of 
employing  capital  in  the  construction  of  railways  in  New  South  Wales ;  and  that  they  believe 
the  mode  in  which  the  Home  Government  could  at  present  render  most  assistance  to  the 
colony  on  this  subject^  would  be  by  directing  some  competent  person  who  could  not  be  biassed 
by  his  interests  in  making  a  report,  to  report  what  line  or  lines  of  railway  it  would  be  most 
advisable  to  construct  first,  to  form  estimates  of  their  probable  cost  and  of  the  amount  of  trafiSc 
likely  to  fall  upon  them,  and  to  trace,  to  the  best  of  his  judgment,  their  probable  effect  upon  the 
colony  generally. 

I  have,  &c.. 


H.  Merivale^  Esq., 

5^.      ^c. 


H.  D.  Harness,^ 

Capt.  Royal  Engineers. 


Digitized  by 


Google 


APPENDIX  to  REPORT  of  the  COMMISSIONERS  of  RAILWAYS.        277 


REPORTS  RELATING  TO  COLONIAL  RAILWAYS. 


Appendix  No.  79. 


QUEBEC  AND  HALIFAX  RAILWAY. 

Sir,  Colonial' Office,  May  15,  1849. 

I  AM  directed  by  Earl  Grey  to  transmit  to  you,  for  the  consideration  of  the  Commis- 
sioners of  Railways  in  this  kingdom,  the  accompanying  copy  of  a  Despatch  from  the 
Lieut-Governor  of  Nova  Scotia,  inclosing  an  Act  passed  by  the  Legislature  of  that  province, 
entitled,  *' An  Act  to  enable  the  Conunissioners  for  Erecting  and  Building  the  Trunk  Line  of 
Railway  from  Halifax  to  Quebec,  to  construct  the  same  within  this  Province,*'  together  witli 
Addresses  from  the  Legislative  Bodies  on  the  same  subject ;  and  I  am  to  signify  Lord  Gre}  *s 
wish  to  be  favoured  with  the  opinion  of  the  Commissioners  of  Railways  on  this  Act. 

I  have,  &c.. 


Appendix  No.  79« 

Quebec  and  Halifax 
Railway. 


Capt*  Harness,  B,E., 


Herman  Merivalb. 


Sir,  May  23,  1849. 

I  AM  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of  your 
letter  of  the  15th  instant,  in  which  you  transmit,  for  the  consideration  of  the  Commissioners  of 
Railways,  a  copy  of  an  Act  recently  passed  by  the  Legislature  of  Nova  Scotia,  entitled^  **  An 
Act  to  enable  the  Commissioners  for  Erecting  and  Building  the  Trunk  Line  of  Railway  from 
Halifax  to  Quebec,  to  construct  the  same  within  the  limits  of  this  Province.'*  And  I  am  to 
acquaint  you  in  reply  that,  agreeably  to  the  request  of  Earl  Grey,  expressed  in  your  letter^ 
the  Commissioners  have  proceeded  to  consider  this  Act,  but  that  they  have  not  any  observation 
to  offer  on  its  provisions,  which  appear  to  them  well  adapted  for  effecting  the  acquisition  of  the 
land  withing  the  province  of  Nova  Scotia,  that  may  be  required  for  making  the  proposed 
railway  from  Halifax  to  Quebec,  in  the  event  of  that  design  being  carried  into  execution. 

I  have,  &c., 


H.  Merivale,  Esq., 


H.  D.  Harness, 

Capt.  Royal  Engineers, 


NEW  BRUNSWICK  RAILWAY. 

Sir,  Dotming-street,  June  13,  1849. 

I  AM  directed  by  Earl  Grey  to  transmit  to  you,  for  the  consideration  of  the  Com- 
missioners of  Railways  in  this  country,  two  Acts  passed  by  the  Legislature  of  New  Brunswick, 
entitled,  No.  1,877,  "An  Act  further  to  facilitate  the  making  of  a  Railroad  from  St.  Andrew's 
to  Woodstock,  with  a  Branch  to  St.  Stephen,*'  and.  No.  l,o79,  *' An  Act  to  Incorporate  the 
St.  John  and  Shediac  Railway  Company ;"  and  I  am  to  signify  Lord  Grey's  wish  to  be 
favoured  with  the  opinion  of  the  Commissioners  on  these  Acts. 

1  also  enclose  extracts  from  the  Lieut.-Govemor's  Despatch  on  the  subject  of  these  laws, 
from  which  you  will  perceive  that  it  is  of  importance  to  the  parties  interested  that  Her 
Majesty's  decision  should  be  made  known  in  the  province  with  as  little  ( 


Capt.  Harness,  R,E., 


delay  as  possible. 
I  am,  &c., 

Herman  Merivalb. 


Extracts  from  a  Despatch  from  Sir  Edmund  Head  to  Earl  Grey, 
dated  May  14,  1849. 

"  The  Act  No.  1,879  is  an  Act  to  incorporate  the  St  John  and  Shediac  Railway  Company. 
Next  to  the  great  trunk  line  this  railway  would  be  the  inpst  important  in  the  province.  It 
would  connect  the  waters  of  the  Gulf  of  St  Lawrence  with  the  city  of  St.  John ;  and  it 
would  traverse  a  tract  of  country  of  great  fertility,  and  for  the  most  part  well  cultivated. 

*•  In  the  event  of  the  great  trunk  line  being  constructed,  it  would  form  a  branch  uniting  the  line 
with  the  city  of  St.  John. 

'*  The  Act  No.  1,877  is  intended  for  the  encouragement  of  the  St.  Andrew's  and  Quebec 
Railway  Company.  I  believe  that  its  provisions  are  such  [as  to  promote  the  construction 
of  the  railway,  and  the  bo7i&  fide  settlement  under  proper  securities  of  the  lands  in  its 
▼icimbr.  I  will  only  add  that  the  Company  are  anxious  that  Her  Most  Gracious  Majesty 
should  be  advised  to  consent  to  the  Act  with  as  little  delay  as  possible,  in  order  that  they  may 
know  the  footing  on  which  they  stand  during  the  present. 


New  Brunswick 
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Sir,  June  30, 1849. 

I  AM  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of  your 
letter  of  the  13th  instant,  in  which  you  transmit,  for  the  consideration  of  the  Commissioners, 
two  Acts  passed  by  the  Legislature  of  New  Brunswick,  entitled.  No.  1,877,  *'  An  Act  further 
to  facilitate  the  making  of  a  Railroad  from  St.  Andrew's  to  Woodstock,  with  a  Branch  to  St» 
Stephen,'*  and,  No.  1,879,  "  An  Act  to  Incorporate  the  St  John  and  Shediac  Railway  Com- 
pany;" and  I  am  to  acquaint  you,  for  the  information  of  Earl  Grey,  that,  in  conformity  with 
his  Lordship's  request  conveyed  in  your  letter,  the  Commissioners  have  proceeded  to  consider 
these  Acts,  and  have  made  the  following  observations  on  their  provisions. 

The  object  of  the  Act  No.  1,877  is  to  authorise  the  grant  to  the  Company  of  all  Crown 
lands  within  five  miles  on  each  side  of  the  railway,  free  of  all  charge  except  the  expense  of  the 
survey;  siich  land  to  be  granted  in  portions  of  10,000  acres  for  every  10,000/.  paid  up  and 
expended  in  the  construction  of  the  railway. 

This  grant  will  be  in  addition  to  the  grants  of  land  for  the  line  of  the  railway  and  the  site  of 
stations,  and  of  20,000  acres  in  lots  of  100  acres,  at  regular  distances  along  the  line  of  the 
railway,  which  are  authorized  by  the  former  Act  for  facilitating  the  making  of  the  railway. 
[See  Printed  Correspondence  on  the  Construction  of  Colonial  Railways,  H.L.,  1847,  p.  142.J 

It  appears  to  the  Commissioner^!,  that  there  may  be  some  objection  to  conferring  on  the 
Railway  Company  the  power  of  holding  land  to  so  great  an  extent  as  is  now  proposed. 
According  to  the  rule  laid  down  by  the  Houses  of  Parliament,  the  grant  to  a  Railway  Company 
of  powers  for  purposes  distinct  from  their  railway  undertaking  is  in  general  prohibited^  and  is 
not  allowed  without  a  particular  inquiry  into  the  circumstances  of  the  case,  and  unless  special 
grounds  are  shown  for  admitting  the  exception.  The  effect  of  the  Act  now  under  considera- 
tion would  be,  to  add  to  the  proper  business  of  the  Railway  Company  that  of  a  Company  for  ibd 
sale  of  land  and  the  settlement  of  the  country  contiguous  to  the  railway.  It  is  a  question 
entirely  for  the  consideration  of  Lord  Grey,  whether  powers  of  this  kind  can  be  intrusted 
to  the  Company,  coasistently  with  the  principles  acted  upon  by  the  Colonial  Department 
in  reference  to  these  matters.  At  the  same  time  the  Commissioners  would  suggest,  that 
in  those  parts  of  the  district  traversed  by  the  railway  where  the  whole  or  the  greater  part  of 
the  land  is  still  in  the  hands  of  the  Crown,  the  proposed  grant,  by  enabling  the  Company  ta 
obtain  the  exclusive  possession  of  so  large  a  tract  of  land,  including  the  sites  of  the  towns  and 
villages  near  the  railway,  might  tend  to  establish  a  monopoly  prejudicial  to  the  interests  of  the 
colony.  It  would  also  have  the  effect  of  making  over  to  the  Company  the  advantage  of  any 
additional  value  given  to  the  land  by  the  construction  of  the  railway,  and  might  thus  prove  to 
be  a  surrender  to  the  Company  of  the  principal  pecuniary  benefit  the  colonial  revenue  can 
derive  from  the  railway. 

With  reference  to  the  other  Act,  No.  1,879,  the  Commissioners  have  the  following  observa- 
tions to  offer : — 

In  the  1st  section  provision  is  made  for  submitting  the  Company's  bye-laws  to  the  Governor 
of  the  province  for  his  approval ;  but  no  power  is  reserved  (as  in  the  Imperial  Act  for  the 
Regulation  of  Railways,  3  and  4  Vict.,  c.  97,  s.  9)  of  disallowing  the  bye-laws  at  any  future 
time  after  they  fthall  have  come  into  operation.  And  this  power  appears  to  be  necessary  for 
the  completeness  of  the  control  over  the  Company's  bye-laws  intended  to  be  vested  in  the 
Governor,  who  would  otherwise  have  no  power  of  suspending  the  operation  of  a  bye-law  thai 
was  found  to  be  objectionable. 

By  section  5  the  Directors  are  authorized,  until  the  railway  is  cooqpleted,  to  pay  interest 
to  the  shareholders  on  the  amount  of  the  calls  paid  up  by  them.  In  a  former  Rqpert  on  a 
New  Brunswick  Railway  Ac^,  containing  a  similar  provision,  the  Commissioners  took  ocoasien 
to  observe,  that  provisions  of  this  kind  were  at  one  time  frequently  inserted  in  English  Ilailway 
Acts;  but  in  the  session  of  1847  a  resolution  was  passed  by  both  Houses  Si  PariiaoMBt 
(which  has  since  been  adopted  as  a  Standing  Order)  requiriag  the  insertion  in  every  Railway 
Bill  of  a  clause  prohibiting  the  payment  of  interest  out  of  capital;  and  it  might,  therefore,  be 
worthy  of  consideration*  whether  the  reasons  that  led  to  that  resolution  were  equally  appli* 
cable  to  the  colony. 

Section  32,  after  providing  for.  the  level  crossing  of  roads  by  the  railway,  authorizes  the 
Company,  'Mn  case  it  shall  be  more  conducive  to  the  public  safety,**  to  substitute  abridge 
over  or  under  the  railway  for  the  level  crossing.  It  appears  to  the  Commissioners  that  it 
would  be  advisable  that  a  matter  of  so  much  importance  to  the  public  should  not  be  left 
entirely  to  the  discretion  of  the  Company,  but  that  power  should  be  reserved  to  the  Governor 
of  the  province,  or  some  other  responsible  public  ofElcer,  of  requiring  the  Company  to  make 
the  alteration  which  the  increase  of  traffic  on  the  roads  arising  from  that  on  the  railway  maj 
hereafter  render  necessary,  although  at  present  a  level  crossing  may  be  allowed  withiNit 
danger. 

The  Commissioners  have  also  to  observe,  that  this  Act  does  not  contain  any  scale  of  maxi* 
mum  charges  to  be  made  by  the  Company  for  the  conveyance  of  passengers  and  goods  on  the 
railway.  And  this  defect  does  not  appear  to  be  remedied  by  the  power  of  revising  the  tolls 
and  the  option  of  purchasing  the  railway  reserved  to  the  Government  by  the  40tb  and  4l8t 
sections.  The  exercise  of  those  powers  is  made  dependent  upon  the  event  of  the  Company's 
profits  exceeding  a  certain  rate  per  cent,  on  their  capital.  In  previous  communicatieils 
addressed  to  the  Colonial  Office,  the  Commissioners  have  stated  that,  although  such  provisioas 
nmy  have  been  introduced  into  Colonial  Railway  Acts  for  the  purpose  of  thus  intimatoig  the 
possibility  of  future  revision  and  purchase,  yet,  in  their  opinion,  it  may  be  questionable  whether 
they  can  have  any  other  practical  ^^fTert. 
^  In  the  absence  of  any  general  legislation  on  the  subject  of  railways  in  this  colony,  it  is 
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necessary  that  every  New  Brunswick  Railway  Act  should  contain  within  itself  the  whole  of  the    Appendix  No.  79. 

provisions  that  are  considered  to  be  requisite  for  the  due  prbtection  of  the  public  interests.     In 

me  present  Act  there  are  enactments  providing  for  the  conveyance  of  the  mails  and  troops^  and 

for  laying  down  an  electrical  telegraph  on  the  line  of  the  railway.     But  of  the  other  matters 

which  in  this  country  have  been  made  the  subject  of  general  regulation  with  a  view  to  the 

public  safety  and  convenience^  the  Commissioners  would  particularly  observe,  that  the  Act 

now  under  consideration  does  not  contain  any  provisions  similar  to  those  of  the  imperial  Acts 

relating  to  cheap  trains,  the  appointment  of  inspectors,  tlie  opening  of  railways  after  notice  and 

inspection,  and  returns  of  traffic  and  accidents. 

I  have,  &c.. 


H*  Merivale,  JSsq^ 


H.D. 


Harness, 
Capt.  Royal  Engineers. 


TORONTO.  SIMCOE,  AND  LAKE  HURON  UNION  RAILWAY. 

Sir,  Downinff'Street,  July  14,  1849. 

I  AM  directed  by  Earl  Grey  to  transmit  to  you,  for  the  consideration  of  the  Com- 
missioners of  Railways  in  this  country,  an  Act  passed  by  the  Legislature  of  Canada, 
entitled,  No.  ,  ''An  Act  to  Incorporate  the  Toronto,  Simcoe,  and  Lake  Huron  Union 
Railroad  Company,^ 

And  I  am  to  signify  Lord  Grey's  wish  to  be  favoured  with  the  opinion  of  the  Commis- 
sioners on  this  Act  at  as  early  a  date  as  may  be  practicable. 

I  am  also  to  transmit,  for  the  information  of  the  Commissioners,  a  copy  of  the  Report  drawn 
up  by  the  local  Attorn^- General,  upon  the  subject  of  this  Act. 

I  have^  &c., 

Cbpe.  Harness,  B.E.,  Herman  Mbritale. 

«v.        §-c. 


Sir,  Jufy  24,  1849. 

I  AM  directed  by  the  Commissioners  of  Railways  to  acknowledge  the  receipt  of  your 
letter  of  the  14th  instant,  in  which  you  transmitted,  for  the  con»deration  of  the  Commissioiiersy 
a  copy  of  an  Act  rseently  passed  by  the  Legislature  of  Canada,  entitled,  **  An  Act  to  Incor- 
porate the  Toronto,  Simcoe,  and  Lake  Huron  Union  Railroad  Company  ;*•  and  I  am  to 
mibrm  you,  in  reply,  that  the  Comnaissioners  observe  that,  by  the  52nd  clause  of  file  Act,  its 
TOOvisions  are  subject  to  those  of  the  Greneral  Act  relating;  to  Railways,  which,  it  is  stated  in  the 
Ueport  of  the  Attoraey-Qeneral  of  the  province,  has  been  passed  in  the  present  session.  It 
appears  to  the  Commissuniers,  that  an  inspection  of  the  contents  of  this  General  Act,  which  are 
only  briefly  referred  to  in  the  Attorney-General's  Report,  is  necessary  for  the  due  connderation 
of  the  Act  for  making  this  railway.  But  understanding  that  a  copy  of  the  general  Act 
caimot  at  present  be  obtiuned,  and  that  the  papers  transmitted  in  your  letter  are  now  required 
at  the  Colonial  0£Bce,  the  Commissioners  direct  me  to  return  them  to  you,  and  at  the  same 
time  to  express  their  readiness  to  consider  this  Railway  Act,  when  the  copy  of  the  General  Act 
shall  be  received. 

I  have,  &c.. 


H.  Merivak,  Esq., 


H.  D.  Harness, 

Ccqrt.  Royal  Engineers. 


Appendix  No.  80. 
References  of  Disputes  between  Companies  having  connecting  Lines. 
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East  Lancashire  Railway  Ad:,  1849,  12  and  13  Vict.,  c.  74,  s.  23. 

[Difputet  M  to  the  nalure  and  UDomit  of  iSbe  teeurity  to  be  given  by  the  East  Lancashire  Railway 
Company  to  the  Pkoprietora  of  the  North  Union  Railway,  for  the  payment  of  the  ezpensee  of  the 
station  at  Preston,  referred  to  the  decision  of  the  Commissioners.] 

And  whereas  it  is  by  the  East  Lancashire  Railway  Act,  1847,  (Preston  Extension,)  enacted,  Ai'to  dlsbuiieiiients 
that  the  expenses  attending  the  general  management,  regulation,  and  control  of  the  said  station  of  ezpenees  of^ 
(the  same  havipg  in  the  first  instance  been  disbursed  by  the  proprietors  of  the  North  Union  ""•'»*«"«  Station. 
Bailway)  shall  be  apportioned  between  the  said  proprietors  and  the  East  Lancashire  Railway 
Company,  and  be  paid  and  allowed  by,  to,  or  between  them  respectively,  according  and  in 
proportion  as  arbitratorsf  appointed  as  in  the  said  Act  mentioned  may  decide,  if  the  same  par- 
ties do  not  otherwise  agree :  Be  it  enacted.  That  the  committee  of  management  hereinbefore 
appointed  shall  disburse  the  same  expenses  in  the  stead  of  the  said  proprietors,  subject  to  the 
same  means  as  a^e  in  the  said  Act  mentioned  for  determining  the  proportions  of  expense  to  be 
borne  by  the  said  parties  respectively  touching  the  said  general  management,  regulation,  and 
control  of  the  said  station ;  and  that  the  Lancashire  and  Yorkshire,  the  London  and  North 
Western,  and  the  East  Lancashire  Railway  Companies  shall  from  time  to  time,  upon  demand 
hereof  by  the  said  committee  of  management,  pay  to  the  said  committee  the  amount  due  ' 
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Appendix  No.  80.    from  each  of  the  same  parties ;  and  the  proportion  so  due  may  be  recovered  from  either  of  the 
—  said  Companies,  if  unpaid  for  fourteen  days  after  demand  thereof  in  writing,  either  by  action 

of  debt  or  by  distress  of  any  goods  in  the  said  station  belonging  to  such  Company :  Provided 
always,  that  nothing  herein  contained  shall  interfere  with  or  repeal  the  provisions  in  the  said 
Act  contained  as  to  the  ascertaining,  apportionment^  and  payment  of  the  costs  and  expenses 
relating  to  the  construction  of  the  said  station,  and  that  if  the  East  Lancashire  Railway 
Company  shall  not,  in  pursuance  of  the  provisions  of  the  said  Act,  pay  the  sum  of  money  foundl 
due  from  them  with  respect  to  the  expenses  of  constructing  the  said  station,  they  shall  cease 
to  have  any  share  in  the  said  committee  of  management  until  after  the  payment  of  such  sum ; 
provided  also,  that  within  six  months  after  the  passing  of  this  Act  the  East  Lancashire  Rail- 
way Company  shall  tender  to  the  said  proprietors  security  for  the  payment  of  any  sum  which 
the  said  arbitrators  or  umpire  may  find  due  from  them;  and  if  the  said  proprietors  shall  not 
be  satisfied  with  the  nature  or  amount  of  the  said  security,  the  matter  shall  be  forthwith 
referred  to  the  decision  of  the  Railway  Commissioners;  and  until  the  East  Lancashire 
Railway  Company  shall  have  given  such  security  as  shall  be  approved  either  by  the  said  pro- 
prietors or  the  said  Commissioners,  they  shall  not  have  or  exercise  any  of  the  powers  or  privi- 
leges^ with  reference  to  the  said  station  conferred  on  them  by  this  Act,  or  tne  said  recited 
Act,  save  only  as  to  the  railways  by  this  Act  authorized. 

Manchester,  Sheffield^  and  Lincolnshire  Railway  Act,  1849,  12  and  13  Vict.,  c.  81,  s,  163. 

[Differences  as  io  the  sufBciency  of  the  accommodation  to  be  atTorded  for  the  tiafRc  between  the 
Manchester,  Sheffield,  and  Lincohuhire  Railway,  and  the  Great  Northern  Railway  at  tiie  point  of 
Junction  of  the  Newark  Branch  of  the  former  Biailway  with  the  latter  at  Sutton,  are  to  be  detei^ 
mined  by  the  Commissioners,  or  an  Engineer  appointed  by  them.] 

And  with  respect  to  the  said  Newark  branch,  be  it  enacted,  That  the  Great  Northern  Rail- 
way Company  shall  erect  at  the  point  of  junction  of  the  said  Newark  branch  and  Great 
Northern  Railway  in  or  near  the  parish  of  Sutton-upon-Trent  a  good  and  sufficient  station  for 
the  booking  and  accommodation  of  passengers  and  goods  and  the  stoppincr  of  trains,  and  shall 
^ve  every  reasonable  facility  to  the  traffic  between  the  Manchester,  Sheffield,  and  Lincolnshire 
Railway  and  the  Great  Northern  Railway,  subject,  in  case  of  difference  between  the  said 
Companies  with  regard  to  the  matters  aforesaid,  to  the  award  of  the  Commissioners  of  Rail- 
ways, or  of  any  engineer  to  be  appointed  by  them  for  that  purpose. 

Lancaster  and  Preston  Junction  Railway  Amendment  Act,  1849,  12  and  13  Vict.,  c.  87>  s.  39. 

[Regulations  with  regard  to  the  crossing  of  the  Lancaster  and  Preston'  Junctioo  Railway  by  the  Fleet- 
wood, Preston,  and  West  Riding  Junction  Railway,  to  be  made  by  the  Commissioners,] 

Provided  always,  and  be  it  enacted.  That  if  and  so  long  as  the  Fleetwood,  Preston,  and  West 
Riding  Junction  Railway  Company  shall,  for  the  greater  convenience  and  security  of  the 
public  using  the  said  Lancaster  and  Preston  Junction  Railway,  erect  and  maintain  either  a 
station  or  a  lodge  at  the  point  where  the  said  Fleetwood,  Preston,  and  West  Riding  Junction 
Railway  will  cross  the  said  last- mentioned  railway  on  the  level,  and  shall  abide  by  all  such 
rules  and  regulations  with  regard  to  the  crossing  of  such  road  on  the  level,  and  with  regard  to 
the  speed  at  which  trains  shall  pass  such  Lancaster  and  Preston  Junction  Railway,  as  may 
from  time  to  time  be  made  by  the  Commissioners  of  Railways,  and  shall  also  employ  by  day 
and  by  night  a  proper  person  or  proper  persons  to  watch  or  superintend  the  crossing  at  such 
point  or  station,  who  shall  observe  and  abide  by  any  such  rule  or  regulation  as  aforesaid,  it 
shall  not  be  lawful  for  the  said  Lancaster  and  Carlisle  Railway  Company  to  demand  any 
greater  toll  than  as  for  two  miles  in  respect  of  the  passage  of  any  passengers,  animals,  minerals^ 
goods,  wares,  or  merchandize  which  may  pass  on  the  said  Lancaster  and  Preston  Junction 
Kaihvay  for  a  less  distance  than  two  miles  in  going  to  or  coming  from  the  said  Fleetwood, 
Preston,  and  West  Riding  Junction  Railway. 


As  to  the  toll  to  be 
taken  from  the  Fleet- 
wood, &c^  Railway 
Company  for  passing 
orer  portion  of 
Railway. 


Power  to  the  Great 
Northern  Railway 
Company  to  use 
certain  portions  of  the 
Railway  from  Sheffield 
to  Gainsborough. 


power  to  Midland 
Railway  Company 
to  use  yui  of  tbt 
•ud  Line. 


References  as  to  the  use  of  the  Railway  by  another  Company. 
Manchester y  Sheffiield,  and  Lincolnshire  Railway  Act,  1849,  12  and  13  Ficrf.,  c.  81,  *.  82. 

[Differences  as  to  the  terms  and  conditions  for  the  use  of  part  of  the  Railway  by  diA  Great  Northern 
Railway  Company  to  be  referred  to  an  Engineer  to  be  appointed  by  the  Commissioners.] 

And  with  respect  to  the  said  main  line  from  Sheffield  to  Gainsborough,  be  it  enacted.  That 
it  shall  be  lawful  for  the  Great  Northeru  Railway  Company  to  use  the  said  main  line  from 
Sheffield  to  Gainsborough,  and  the  stations,  reservoirs,  and  other  conveniences  thereto  belong- 
ing, with  their  engines  and  carriages,  for  the  purpose  of  conveying  passengers,  animals,  goo(^ 
and  minerals  between  Sheffield  and  other  places  situate  on  the  said  last-mentioned  main  line, 
and  all  places  situate  on  the  said  Great  Northern  Railway  at  distances  exceeding  three  miles 
from  Retford  and  Gainsborough  respectively,  upon  such  terms  and  conditions  as  in  the  event  of 
difference  between  the  two  Companies  shall  be  settled  by  the  engineers  of  the  respective  Com- 
panies, and,  in  case  of  difference,  by  some  engineer  to  be  appointed  by  the  Commissioners  of 
Railways. 

Same  Act,  s.  S3. 
[Similar  proTision  with  respect  to  the  use  of  part  of  the  line  by  the  Midland  Railway  Company.]  1 

And  with  respect  to  the  said  main  line  from  Sheffield  to  Gainsborough,  be  it  enacted,  That  it 
shall  be  lawful  for  the  Midland  Railway  Company  to  make  use  of  that  part  of  the  said  main 
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line  from  Sheffield  to  Gainsborough  which  lies  between  the  point  of  junction  thereof  with  the 
said  Staveley  branch  near  Worksop  and  the  terminus  near  Gainsborough,  and  of  the  stations 
and  works  on  such  part  of  the  same  main  line,  with  their  engiues,  carriages,  and  waggons,  in 
such  manner  and  upon  such  terms  and  conditions  as  shall  be  agreed  upon  between  the  engineers 
of  the  respective  Companies,  or^  in  case  of  difference,  by  some  engineer  to  be  appointed  by  the 
Commissioners  of  Railways. 

Same  Act,  ss.  139, 140,  and  141. 

[Ditputet  as  to  regulatioiif  to  be  obterved  by  the  South  Yorkshire,  Doncaster,  and  Goole  Railway 
Company  in  using  certain  parts  of  the  line  of  the  Manchester,  Sheffield,  and  Lincolnshire  Railway, 
and  as  to  the  accommodation  to  be  provided  for  that  Company's  traffic,  referred  to  the  Com* 
missionen  of  Railways.] 

And  whereas  with  respect  to  the  said  Barnsley  junction  and  branches,  the  South  Yorkshire, 
Doncaster,  and  Goole  Railway  Cofnpany  have  powers  to  construct  railways  in  the  immediate 
neighbourhood  of  the  said  Barnsley  junction  and  branches^  and  in  some  places  forming  junc- 
tions therewith :  Be  it  enacted.  That  'it  shall  be  lawful  for  the  same  Company  to  use,  with 
engines  and  carriages,  the  said  "Barnsley  Junction,"  *'the  CD.  Branch,"  *'the  Silkstone 
Branch,'*  and  "  the  Moor  End  Branch,*'  on  such  conditions  as,  failing  any  agreement  between 
the  Companies,  may  be  settled  by  the  principal  engineers  thereof,  or,  in  case  of  their  difference, 
by  some  pei-son  to  be  appointed  by  them:  Provided  always,  that  in  so  using  or  traversing  the 
said  railways  the  South  Yorkshire,  Doncaster,  and  Goole  Railway  Company  shall  observe  the 
bye  laws  and  regulations  of  the  Company  hereby  incorporated  applicable  to  them. 

And  with  respect  to  the  said  Barnsley  junction  and  branches,  be  it  enacted.  That  all  reason- 
able accommodation  and  facility  shall  be  afforded  by  the  Company  hereby  incorporated,  at  their 
several  stations  on  the  said  Barnsley  junction,  C.  D.  branch,  Silkstone  branch,  and  Moor  End 
branch,  for  the  booking  of  passengers  who  maybe  desirous  of  being  conveyed,  and  of  all  goods 
conveyed  or  directed  to  be  conveyed,  by  any  of  the  trains  of  the  South  Yorkshire,  Doncaster, 
and  Goole  Railway  Company  which  under  the  powers  hereinbefore  contained  may  start  from 
or  arrive  at  any  such  stations;  and  the  additional  expense  which  the  Company  hereby  incor- 
porated may  incur  in  providing  such  accommodation  (whether  in  the  employment  of  officers 
or  otherwise)  to  the  South  Yorkshire,  Doncaster,  and  Goole  Railway  Company  shall  be  borne 
by  the  last-named  Company,  the  amount  of  such  expense  to  be  from  time  to  time  settled  and 
determined  by  agreement  between  the  said  Companies,  or  if  the  parties  shall  differ,  then  in  the 
manner  hereinbefore  provided  for  the  settlement  of  matters  in  difference  or  dispute  between  the 
said  Companies. 

And  with  respect  to  the  said  Barnsley  junction  and  branches,  be  it  enacted,  lliat  in  case  there 
shall  bo  any  dispute  between  the  said  Companies  respecting  any  such  regulations  or  bye  laws, 
or  respecting  the  mode  in  which  the  South  Yorkshire,  Doncaster,  and  Goole  Railway  Com- 
pany shall  exercise  any  of  the  powers  or  privileges  hereinbefore  given  to  them,  or  respecting 
the  regulations  to  be  adopted  by  the  said  Companies  for  the  convenience  and  accommodation 
of  each  other,  or  for  the  protection  of  or  relating  to  their  own  traffic  respectively,  or  respecting 
any  other  matter  or  thing  arising  out  of  the  provisions  of  this  Act  or  in  relation  thereto,  for  the 
settlement  of  which  express  provision  has  not  been  hereinbefore  already  made,  the  same  shall 
be  decided  and  determmed  in  the  manner  hereinbefore  provided :  Provided  always,  that  neither 
such  regulations  and  bye  laws  as  aforesaid,  nor  the  award  thereon  of  the  said  engineers  or  their 
umpire,  shall  have  any  force  or  virtue  unless  and  until  the  same  shall  have  been  approved  of  and 
confirmed  by  the  Commissioners  of  Railways. 


Appendix  No.  80. 


Power  to  South  Vork- 
shirf,  Doncaster,  and 
Gtjole  Railway  Com- 
pany to  use  certain 
liarts  of  Railway. 


Accommodation  to  he 
provided  for  booking 
passengers  and  goods. 


Differences  to  be 
settled  by  arbitration. 


Same  Act,  s.  148. 

[Differences  respecting  the  terms  or  conditions  for  the  use  of  the  Staveley  Branch  by  the  Midland  Railway 
Company,  to  be  referred  to  an  Engineer  appointed  by  the  Commissioners.] 

And  with  respect  to  the  said  Staveley  branch,  be  it  enacted.  That  it  shall  be  lawful  for  the  Power  to  the  Midland. 
Midland  Railway  Company  to  make  use  of  the  line  of  the  same  branch,  and  of  the  stations  and  Railway  Company  to^ 
works  thereof,  with  engines,  carriages,  and  waggons,  in  such  manner  and  upon  such  terms  and  ^^    ® 
conditions  as  shall  be  agreed  upon  between  the  engineers  of  the  Company  hereby  incorporated 
and  of  the  said  Midland  Railway  Company^  and  in  case  of  diflerence  between  them  by  some 
engineer  to  be  appointed  by  the  Commissioners  of  Railways. 


References  as  to  the  Construction  of  Works. 
Dowlais  Railway  Act,  1849,  12  and  13  Vict.,  c.  61,  s.  19. 

[The  manner  of  constructing,  maintaining,  and  working  the  crossing  of  the  Pen-y-darran  Mineral 
Railway,  to  be  referred  to  the  decision  of  the  Commissioners.] 

And  be  it  enacted.  That,  notwithstanding  anything  in  this  Act,  or  in  the  said  Railway  Clauses  Dowlais  Iron  Com-' 
Consolidation  Act,  1845,  contained,  it  shall  not  be  lawful  for  the  said  Dowlais  Iron  Company,  pany  not  to  interfere 
without  the  consent  in  writing  of  the  proprietors  thereof  for  the  time  being,  to  take,  use,  divert,  ^^^^'^^^^^^ 
or  in  any  manner  interfere  with  or  obstruct  the  mineral  railway  of  the  said  proprietors  of  the 
said  Pen-y-Darran  Iron  Works  further  or  otherwise  than  shall  be  found  necessary  for  con- 
structing and  from  time  to  time  maintaining  and  working  the  railway  by  this  Act  authorized  to 
be  made  upon  and  across  the  present  level  of  the  rails  of  the  same  mineral  railway,  so  never- 
theless that  such  construction,  maintenance,  and  working  of  the  railway  by  this  Act  authorized 
shall  be  done  and  carried  on  with  as  little  inconvenience  as  possible  to  the  said  Pen-y-Darran 
Iron  Company ;  and  in  case  the  said  last-mentioned  Company  shall  be  of  opinion  that  such 
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'  ADDendix  No  80     co^^traction,  maintenance,  and  working  of  the  railway  by  this  Act  authorized  is  not  done  or 

*    carried  on  iiath  as  little  inconvenience  as  possible  to  the  said  Pen-y-Darran  Iron  Company,  it 

shall  be  lawful  for  the  Commissioners  of  Railways,  on  application  to  them  by  the  said  Pen-y- 
Darran  Iron  Company,  to  direct  in  what  manner  such  construction,  maintenance,  and  working 
shall  be  done  and  carried  on,  and  the  decision  of  the  said  Commissioners  shall  be  binding  upoa 
both  the  said  parties,  and  the  said  railway  by  this  Act  authorized  shall  thenceforth  be  con- 
structed, maintained  and  worked  in  accordance  with  the  decision  of  the  said  Commissioners, 
and  the  expense  of  such  alteration  in  the  rails  and  works  of  the  said  mineral  railway,  or  in  the 
rails  and  works  of  the  railway  by  this  Act  authorized,  as  shall  be  necessary  for  the  purposes 
aforesaid,  shall  be  from  time  to  time  borne  and  paid  by  the  said  Dowlais  Iron  Company,  and 
the  same  alterations  shall  be  made  and  maintained  to  the  satisfaction  of  a  competent  engineer 
to  be  nominated  by  the  said  proprietors  of  the  said  mineral  railway. 


Difpuiei  between  Man- 
chester, Sheffield,  and 
lincolnshire  Railway 
Companj  and  Barni- 
ley  Canal  Compan  j, 
M  to  oommiinioationi 
t»  be  lefiBRed  to  dad- 
•ion  ol*  Railway  Com- 
nuMioneia. 


•ion  of  Railway  Com- 
miaiioneia. 


Manchester^  Sheffield,  and  Lincolnshire  Railway  Actj  1849,  12  and  13  Vict,,  c.  81,  s,  133. 

[Disputes  between  the  Manchester,  Shefteld,  and  Lincolnshire  Railway  Company  and  the  Bamsley 
Canal  Company,  as  to  the  manner  of  constructing  communications  by  tramways  under,  through,  or 
over  the  Batnsley  Junction  Railway,  to  be  referred  to  the  decision  of  the  Commiasioneis.] 

And  with  respect  to  the  said  Barnsley  junction  and  branches,  be  it  enacted.  That  if  any  dif- 
ference or  dispute  shall  arise  between  the  Company  hereby  incorporated  and  the  said  Bamsley 
Canal  Company,  or  any  such  person  or  persons  so  entitled  to  make  such  communications  as 
aforesaid,  or  between  the  respective  engmeers  of  such  Companies  or  persons,  as  the  case  may 
be,  with  respect  to  the  mode  or  manner  of  constructing  any  such  communications  by  tram- 
ways under,  through,  or  over  the  said  Barnsley  junction  and  branches,  or  any  of  them,  or  any 
embankment  thereof,  or  as  to  the  plans  and  sections  according  to  which  the  same  ought  to  be 
constructed,  the  matter  in  dispute  shall  be  referred  to  the  decision  of  the  Commissioners  of 
Railways,  whose  decision  shall  be  binding  and  conclusive  upon  all  parties  concerned ;  and 
the  said  Commissioners  shall  have  power  to  make  such  rules  and  regulations  with  reference  to 
the  construction  of  the  works  necessary  for  forming  such  communications,  and  the  period 
within  which  the  same  shall  be  completed,  and  for  preventing  unnecessary  interruption  or 
inconvenience  to  the  passage  of  the  traflBc  upon  the  said  Bamsley  junction  and  branches,  from 
damage  or  injury  arising  from  the  construction  of  the  said  works,  as  they  shall  from  time  to 
time  think  fit ;  and  if  any  of  the  said  parties,  or  any  person  acting  under  their  authority,  shall 
neglect  or  infringe  any  of  such  mlesor  regulations,  he  shall  forfeit  for  every  such  ofience  a  sum 
not  exceeding  20/. 

Same  Act,  s.  134. 

[Dispntea  botween  tiie  same  Companiea  as  to  the  direruoo  of  tramwaya  belonging  to  the  Canal  Com- 
pany,  or  the  trafiio  pa«ing  along  the  same,  to  be  referred  to  the  decision  of  &e  Commiasioneis.] 

Difputet  between  these  And  with  respect  to  the  said  Bamsley  junction  and  branches,  be  it  enacted,  That  in  case  any 
Companies  as  to  direr-  diflference  or  dispute  shall  arise  between  the  Company  hereby  incorporated  and  the  said 
Sberef^^^ed^"  Bamsley  Canal  Company,  in  reference  to  the  execution  of  the  diversions  of  the  tramways 
'    belonging  to  the  said  Canal  Company,  or  to  the  traffic  passing  along  the  same,  any  such  difi*er- 

ence  or  mspute  shall  be  referred  to  the  Commissioners  of  Kailways^  whose  decision  shall  be 

final  and  conclusive  on  all  parties. 

Same  Act,  s.  136. 

[Manner  of  making  the  junctions  with  the  Sheffield,  Rotherham,  Bamsley,  'Wakefield,  Huddersfidd, 
and  Ooole  Railway,  to  be  referred,  in  oase  of  difference,  to  the  Comnii»ionsn  of  Railways.] 

And  with  respect  to  the  said  Bamsley  junction  and  branches^  be  it  enacted.  That  the  junc- 
tions of  the  same  with  the  Sheffield,  Rotherham,  Barnsley,  Wakefield,  Huddersfield,  and 
Goole  Railway,  and  all  such  openings  in  the  ledges  or  flanches  of  the  last-mentioned  ndlway 
as  may  be  necessary  or  convenient  for  efiecting  such  junctions,  shall  be  made  by  and  at  tte 
expense  of  the  Company  hereby  incorporated,  under  the  direction  and  superintendence  and  to 
the  satisfaction  of  the  engineer  for  the  time  being  of  the  said  Sheffield,  Rotherham,  Bamsley, 
Wakefield,  Huddersfield,  and  Goole  Railway  Company :  Provided  nevertheless,  that  if  such 
engineer  of  the  said  last-mentioned  Company  should  prescribe  a  mode  for  effecting  the  said 
junctions  which  the  engineer  for  the  time  being  of  the  Company  hereby  incorporated  cannot 
or  shall  not  approve,  then  such  junctions  shall  be  eflTected  in  such  manner  as  shall  be  approved 
of  and  directed  by  the  Commissioners  of  Railways  and  not  otherwise  :  Provided  also,  that  if 
within  one  calendar  month  after  request  in  writing  made  to  the  engineer  or  secretary  of  the 
Sheffield,  Rotherham,  Bamsley,  Wakefield,  Huddersfield,  and  Goole  Railway  Company  for 
that  purpose,  such  eno[ineer  shall  neglect  or  refuse  to  prescribe  a  proper  mode  of  effecting  such 
junctions,  then  it  shall  be  lawful  for  the  engineer  of  the  said  Company  hereby  incorporated  to 
effect  the  same  in  such  manner  as  shall  be  prescribed  and  approved  by  the  said  Commissioners 
of  Railways. 

Same  Act,  s,  138. 

[Disputes  between  the  Manchester,  She£SeId,  and  LiDcoInsbire  Railway  Company  and  the  Sheffield, 
Rotherham,  Bamsley,  Wakefield,  Huddersfield,  and  Goole  Railway  Company,  reapecting  the  landa 
tn  be  taken  by  each  Company  near  the  point  of  junction,  to  be  refened  to  die  ConuniisioDecf .] 

Difpntet  between  the  And  with  respect  to  the  said  Bamsley  junction  and  branches,  be  it  enacted.  That  in  case 
Manchester,  ^^^^^  any  difference  or  dispute  shall  arise  between  the  Company  hereby  incorporated  and  the  She& 
S^Sheffleid,  Rother-  ^^^^9  Rotherham,  Barnsley,  Wakefield,  Huddersfield,  and  Goole  Railway  Company  in  refer- 
ham,  Bamsley,  Wake-  ence  to  any  lands,  grounds,  or  buildings  which  may  be  required  by  either  of  the  said  Com* 


Junction  with  the 
Sheffield,  Rotherham, 
Bamsley,  Wakefield, 
Huddeiafleld,  and 
Goole  Railway,  to  be 
constracted  under  the 
direction  of  the  Engi- 
neer of  the  Company. 
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panies,  and  which  they  have  mutually  power  to  purchase  (except  such  lands^  grounds,  or    Anpendix  No.  S(b 

buildings  as  may  have  been  purchased  or  contracted  to  be  purchased  by  the  said  Sheffield,  

Rotherham^  Barnsley,  Wake6eld,  Huddersfield,  and  Goole  Railway  Company  prior  to  the  fi«ld.Hudder8field,and 
first  day  of  June,  One  thousand  eight  hundred  and  forty-seven,)  or  as  to  the  mode  in  which  paniw  to*be  refarod" 
such  junction  shall  be  effected,  any  such  difference  or  dispute  shall  be  referred  to  the  Commis-  to  the  Railway  Com- 
missioners of  Railways,  whose  award  and  determination  shall  be  binding  and  conclusive  on  '»i«»>on«w« 
both  the  said  Companies. 

Same  Act,  s.  151- 

[Differences  as  to  the  mode  of  effecting  the  junction  between  the  Saxelby  Branch  of  the  Manchester, 
Sheffield,  and  Lincolnshire  Railway  and  the  Nottingham  and  Lincoln  Line  of  the  Midland  Railway, 
to  be  referred  to  the  decision  of  the  Commissioners.] 

And  with  respect  to  the  Saxelby  branch,  be  it  enacted.  That  it  shall  be  lawful  for  the  Com-  Communication  with 
pany  to  connect  the  line  of  the  said  branch  with  the  Nottingham  and  Lincoln  line  of  the  the  Nottingham  and 
Midland   Railway  Company  in  the  parish  of  St.  Mark'  in  the  city  of  Lincoln :  Provided  J^^d^^J^^^JJ^^,^ 
always,  that  all  such  openings  in  the  ledges  and  flanches  of  the  said  Nottingham  and  Lincoln  Hon  oftiie^En^eCTof 
Railway  as  may  be  necessary  or  convenient  for  effecting  such  junction  shall  be  made  and  the  Midland  Railway 
effected  under  the  direction  and  superintendence  of  the  engineer  for  the  time  being  of  the  Company. 
Midland  Railway  Company ;  and  in  case  of  any  difference  of  opinion  as  to  the  mode  of  effect- 
ing such  junction,  then  such  difference  shall  be  referred  to  the  decision  of  the  Commissioners 
of  Railways. 

StirKngand  Ihmferwline  Railway  {Deviation,  Extension  of  Time,  and  Amendment)  Ad, 

1849,  12  and  13  Vict.,  c.  86,  $.  25. 

[Differences  as  to  the  nature  and  necessity  of  the  works  at  the  junction  of  the  Railway  widi  the 
Scottish  Junction  Railway,  to  be  referred  to  arbitration,  or  to  the  decision  of  the  Commissioners, 
at  the  option  of  the  Scottish  Central  Railway  Company.] 

And  be  it  enacted^  That,  saving  in  so  far  as  hereinbefore  expressly  provided,  it  shall  not  be  I-andt  and  Woiks  of 
lawful  to  the  Stirling  and  Dunfermline  Railway  Company,  or  any  other  Company  or  party,  to  R^|^Q,^2ynit 
enter  upon,  purchase,  or  take  any  lands  belonging  to  the  Scottish  Central  Railway  Company,  to  be  intsrfciJhiritii 
without  the  previous  consent  of  such  Company  first  had  and  obtained,  nor  to  alter  or  vary  the  without 
line  or  levels  of  the  said  Scottish  Central  Railway  without  such  consent  as  aforesaid,  nor  shall 
it  be  in  the  power  of  tlie  said  Stirling  and  Dunfermline  Railway  Company  to  interfere  with  the 
said  railway  except  for  the  purpose  of  making  and  maintaimng  the  junction  before-mentioned, 
in  the  manner  herein  provided,  or  in  any  way  to  interrupt  or  interfere  with  the  traffic  passing 
on  the  said  last-mentioned  railway,  anything  in  the  said  recited  Acts  to  the  contrary  notwith- 
standing ;  and  the  said  Stirling  and  Dunfermline  Railway  Company  shall  bear  all  the  expeuaev 
of  effecting  such  junction  as  aforesaid,  and  of  maintaining,  watching,  and  working  the  same, 
and  of  the  necessary  works  for  preventing  danger,  inconvenience,  or  mterruption  therefrom  to 
the  traffic  on  the  said  Scottish  Central  Railway,  and  shall  also,  at  their  own  sole  costs  and 
charges,  construct  and  for  ever  after  maintain  such  and  so  many  switches,  turntables,  sidings, 
and  other  works  and  conveniences  as  may  be  necessary  or  convenient  in  connexion  with  the 
said  junction,  and  for  preventing  any  such  danger,  interruption,  or  inconvenience  to  the  traffic 
of  the  said  Seotti^  Central  Railway :  Provided  always,  that  if  any  difference  shall  arise 
between  the  said  two  Companies  as  to  the  nature  or  necessity  of  any  such  works  as  aforesaid, 
the  same  shall  be  determined  by  arbitration  in  manner  aforesaid,  or  by  the  decision  of  the 
Conunissioners  of  Railways,  at  the  option  of  the  said  Scottish  Central  Railway  Company. 


Level  CsossiNes. 


Reading,  Guildford,  and  Reigate  Railtoay  (Connexion  with  London  and  South  Western 
Railway)  Act,  1849,  12  and  13  VzcL,  e.  8,8.17. 

[The  Comminionen  may  require  a  facidge  to  be  substituted  for  the  level  crossing.] 

Provided  always,  and  be  it  enacted,  That  it  shall  be  lawful  for  the  Commissioners  of  Rail-  Commissicmers  of 
ways,  if  it  shall  appear  to  them  to  be  necessary  for  the  public  safety,  at  amy  time,  either  bel^re  f^^d*^tob^«nSed 
or  after  the  railway  hereby  authorized  to  be  carried  across  the  said  roads  on  the  level  shall  hi  lieu  of  level  cross- 
have  been  completed  and  opened  for  public  traffic,  to  require  the  Company  within  such  time  u>g* 
as  the  said  Commissioners  shall  diceet,  and  at  the  expense  of  the  Company,  to  carry  any  or 
either  of  the  hereinbefore  mentioned  roads  either  under  or  over  the  ndlway  by  means  of  a 
bridge  or  arch  in  lieu  of  crossing  the  same  on  the  level,  or  to  execute  such  other  works  as  under 
the  circumstances  of  the  case  shall  appear  to  the  said  Commissioners  best  adapted  for  removing 
or  diminishing  the  danger  arising  from  any  sucli  level  crossing. 

Netocastle-upon-Tyne  and  Carlisle  {Alston  BrancK)  Railway  Act,  1849, 
12  and  13  Vict,,  c.  43,  s.  14. 

[Same  clause.] 

Stockton  and  Darlington  Railway  {Consolidation  of  Acts,  Increase  of  Capital,  and  Purchase  of 
tlie  Middlesborough  Dock)  Act,  1849,  12  and  13  Vict.,  c.  54,  s.  22. 

[Same  dause.] 


Digitized  by 


Google 


Appendix  No.  80* 


Companj  to  erect  a 
Station  or  Lodge  at 
tiie  points  of  croeting, 
and  to  abide  by  the 
regulations  of  the 
C^missionen  of 
Railways. 
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Yiyrky  Newcaale,  and  Berwick  Railway  Act,  1849,  12  and  13  Vict.,  c.  58,  s.  20. 

.  [Same  dause.] 

York  and  North  Midland  Railway  Act,  1849,  12  and  13  Vid.,  c.  60,  s.  7. 

\  [Same  clause.] 

Eoit  Lancashire  Railway  Act,  1849,  12  and  13  Vict.,  c.  71,  s.  8. 

[Same  clause.] 

Manchester,  Sheffield,  and  Lincolnshire  Railway  Act,  1849,  12  and  13  Vict.,  c.  81,  *.  250. 

[Same  clause.] 

Great  Northern  Railway  Acts"  Amendment  Acts,  1849,  12  onrf  13  Vict,,  c.  84,  s.  13. 

[[Same  clause.] 

Stirling  and  Dunfermline  Railway  (Deviation,  Extension  of  Time,  and  Amendment)  Act,  1849, 

12  and  13  Vict.^'^c.  86,  s.  12. 

,  [Same  clause.] 

^Reading,  Guildford,  and  Reigate  Railway  (Connexion  with  London  and  South  Western 
Railway)  Act,  1849,  12  and  13  Vict.,  c.  28,  s.  16. 

[Regulations  with  regard  to  the  crossing  roads  on  the  lerel,  and  with  regard  to  the  speed  of  trains  at 
lerel  crossings  may  be  made  by  the  Commissioners.] 

And  be  it  enacted.  That  for  the  greater  convenience  and  security  of  the  public  the  Company 

* "  Rail- 


shall  erect  and  permanently  maintain  either  a  station  or  lodge  at  the  points  where  the  said 
way  crosses  the  before-mentioned  roads  on  the  level,  and  the  said  Company  shall  be  subjc 
and  shall  abide  by  all  such  rules  and  regulations  with  regard  to  the  crossing  of  such  roads  on 


way  crosses  the  before-mentioned  roads  on  the  level,  and  the  said  Company  shall  be  subject  to 

ad  shall  abide  by  all  such  rules  and  regulations  with  rega 
the  level,  or  with  regard  to  the  speed  at  which  trains  shall  pass  such  roads,  as  may  from  time 


to  time  be  made  by  the  Commissioners  of  Railways ;  and  if  the  said  Company  shall  fail  to  erect 
or  at  all  times  maintain  any  such  station  or  lodge,  or  appoint  a  proper  person  to  watch  or 
superintend  the  crossing  at  any  such  point  or  station,  or  to  observe  or  abide  by  any  such  rule 
or  regulation  as  aforesaid,  they  shall  for  every  such  offence  be  liable  to  a  penalty  of  twenty 


pounds,  and  also  to  a  daily  penalty  of  ten  pounds  for  every  day  such  offence  shall  continue 
after  such  penalty  of  twenty  pounds  shall  have  been  incurred. 

Newcastle-upon-Tyne  and  Carlisle  (Alston  Branch)  Railway  Act,  1849, 

12  and  13  Vict.,  c.  43,  s.  13. 

[Same  clause.] 

Stockton  and  Darlington  Railway  (Consolidation  of  Acts,  Increase  of  Capital,  and  Purchase  of 
the  Middlesborough  Dock)  Act,  1849,  12  and  13  Vict.,  c.  54,  s.  21. 

[Same  clause.] 

York,  Newcastle,  and  Berwick  Railway  Act,  1849, 12  and  13  Vict.,  c.  58,  s.  19. 

[Same  clause.] 

York  and  North  Midland  Railway  Act,  1849,  12  and  1 3  Vict.,  c.  60,  s.  6. 

[Same  clause.] 

East  Lancashire  Railway  Act,  1849,  12  and  13  Vict.,  c.  71,  s.  7. 

[Same  clause.] 

Manchester,  Sheffield,  and  Lincolnshire  Railway  Act,  1849,  12  anrf  13  Vict.,  c.  81,  s.  68. 

[Same  clause.] 

Great  Northern  Railway  Acts  Amendment  Act,  1849, 12  and  13  Vict.,  c.  84,  s.  12. 

[Same  clause.]  . 

Stirling  and  Dunfermline  Railway  (Deviation^  Extension  of  Time,  and  Amendment)  Act, 

1849,  12  and  13  Vict.,  c.  86,  5.  1 1. 

[Same  clause.] 
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U0E  OF  I^GOMOTITB  ENOIKBa*  Appendix  No.  60. 

Londm  andBtackwall  Baihoay  {Ammdmmdand  Eefenswn  of  Tiine)  At^  184^,  12  oiut  18 

F&e.  c.  73,  s.  8. 

[TiM.CominimQMi  ait  Diapowired'  to  ctrtify  that.  locomotiTe  engines  can  be  used  with  sa^Hy  on  the  Rulway, 

and  to  regulate  their  use  tiiereon.] 

And  be  it  enacted;  That  it  shall  not  be  lawiul  for  the>  Company  to  use  locomotive  enfj^ines  Locomotive  engines 
on  the  said  London  and  Blackwall  Railway  unless  it  shall  have  been  certified  by  the  Com-  J^fnJ^^i^'^^'* 
nussioners  of  Railways  that  locomotive  engines  can^  in  their  opinion,  be  used  with  safety  on  the  Railways  certify  that 
said  railway ;  and  in  case  locomotive  engines  shall  at  any  time  hereafter  be  used  on  the  said  they  can  be  with 
railway^  it  shall  be  lawful  for  the  said  Commissioners  from  time  to  time  to  require  the  Com-  *^**y' 
pany  to  adc^t  such  means  of  security,  either  ia  the  locomotive  engines  to  be  used  on  the  said 
railway,  or  in  the  construction  of  the  works  of  the  said  railway,  as  shall  be  necessary  to  pre- 
vent the  danger  of  fire  from  locomotive  engines  being  used  on  the  said  railway ;  and  the 
Company  shall  be  suligect  ta  and  shall  abide  by  all  sudi  reasonable  rules  And  regulations  with 
reganl  to  the  use  of  locomotive  •engines  on  the  said  railway  aa  may  from  time  to  time  be  made  Pinuaty  on  using 
bjr  the  said  Commissions^,  for  the  purpose  of  preveating  such  danger  of.fipej  and  if  the  J^SSJul^m^T 
donnpanysbaH  us»  any  looomotive  engine  on  the  said  railway  without:  such  certificate  of  the^^^Qg  been  obuined. 
saeid  Cdmmissioners  having  been*  first  obtained,  or  shall  fail  to  adopt  aiqr  of  the  means  of 
seetHity  which  may, be  rehired  to  be  adopted  as  aforesaid,  or  shall  fail  to  observe  or  abide  by 
aaysudi  rules  or  regulations  as  aforesaid,  the  Company  shall  for*  every  suoh  offmoe  be  liable 
to  a  penaky  not  exceeding  fifly  pounds,  and  alm>  to.  a  daily  penalty   not^eseeedingi  ten 
pounds  for  every  day  such  offence^  shall  be  continued  afti»  «itdi  penalty  of  fifty  pounds  shall 
ha¥»  bbe»  incurrrd :  Provided  always,  that  nolhing  in  tbi& ' Act  jcootained  sh*U  jbe^iconatr^ed  tf^^ 
re)ie¥e*the  Compasy  froM  •  any  reaponsihilityifag*dowage  by^'fiie  orotherynise  to.  wluch  thiey. 
wiDirid 'be- subject  by^eoflMmwlam 


PitlVATB  BkANCH  RAILWAYS. 

Lamc^OmtvimlYoMm^^^  50,^.10^ 

[Powet  to  lay  down,  with  the  consent  of  the  OAnmissidnen,  private  branch  inul#ayf^  to  coomranieikto 
wilbtha  RaUway  •  on  wk  induMA  plai^] 

And  be  it  enacted^  That  it  shall  be  lawful .  for  the  said  devisees  in  trust  and  Eistrl '  of  Communications  may 
BUesaiere  respectively,  and  their  respective  heir»  and  assigns,  or  other  the  owners,  lessees,  or  ^^*  ^"  mclmed 
oocupierS'for  tne  time  being  of 'the  said  lands  and  mines  respectively,  to  make,  construct,  and 
lay  down,  with  the  consent  of  the  Railway  Commissioners,  and  for  ever  thereafter  to  maintain, 
caUatearal  branch  railways,  to  communicate,  with  the  said  extension  and  branch  railways  hereby 
autlM>rized.  ta.be.made  or  either  of  them,  ia  manner  and  subject  to  the  restrictions  and  condi- 
tions |>|30vided  by  the  Railway  Clauses  Consolidation  Act,  1845,  with  respect  to  collateral  branch 
railiMiys,  to  coimounicate.wiili.the  railway^  exoept  and  notwithstanding  that  such  collateral 
brandi .railways  xoay.  communicate. with,  the  said  lines  of  railway  on  an  inclined  plane,  and 
such  communication  shall  be  made  so  as  not  to  interfere  with  the  safety  of  the  public,  or  to  in- 
jure the  main  line  of  railway. 


Y^tK  NetQca$tk»  and  Sirwick  Baihbay  Ady  \M9;  12  and  13^  Vtd.,  c.  59;  s.  35. 

[tt»  OftawisrinMW  ara^sMpopewA  to  ea|gid  tht  psaad  foMha  iai»»l  fpidhiowtjamij 

And  whereas  by  the  said  firtt-recited  Aet  the  said  Company  mece  required  to  sell  such  Extending  time  for  the 
sui|erfluoua  lands  as.thfey  might  not' want  wtMn  10  years  from  the  passing  of  that  Act,  and  J^JJi^'^P*'^"**'"- 
a  similar  provision^  is  contained  in  several  of  tho'  Acts  hereinbef<^  mentioned  V>r  referred  to,^ 
and!  to  which  the  said  Company  are  now  made  subject ':  And  whereas  the  said  Cooftpany 
have,  under  the  provisions  of  some  of  the  said  recited  Acts,  become  amalganmted  with  or 
lessees  under  other  RkUway  Companies,  and  have  also  become  the  owners  of  other  linesof 
railway  in  the  At^ts  relating,  to  whidi  or  some  of  thlem  a  similar  provision  was  contained :  A'nd 
whereas  by  reasoa  of  the  great  extension  of  the  railways  beldnging  to  the  said  Company,  and 
of  the  increa3ed'traffi<^  thereon,  various  portions  of  land  which  might  atone  time  have  been 
considered  superfluous  are  now  used  foir  additional  station  accommodation,  cottages  and 
^dens  for  labourers  on  the  said  railway^  and  for  other  purposes  connected  therewith ;  and 
It  is  apprehended  that  the  remainder  of  such  lands  may  in  due  time  b^  required  for  the  like  or 
fdr  other  purposes  connected  with  the.  said  railway,  owing  to  the  still  increasing  traffic  on  the 
same,  and  the  want  of  further  accommodation  for  the  public :  Be  it  therefore  enacted,'  That 
the  period  allowed  by  the  said  recited  Acts,  or  the  Acts  therein  recited  or  referred  to,  or  any 
of  them,  for  the  sale  of  any  superfluous  lands,  shall  be  and  the  same  is  hereby  extended  to 
the  further  period  of  five  years  from  the  passing  of  this  Act,  and  from  thenceforward,  after  the 
expiration  of  such  five  years,  until  the  person  or  persons  claiming  any  such  lands  or  entitled 
thereto  shall  eive  notice  in  writing  to  the  said  Company  of  such  his  or  their  claim  or  title, 
and  twelve  csiiendar  months  shall  have  elapsed  from  the  service  of  such  notice  on  the  said 
Company  :  Provided  always,  that  in  case  before  the  expiration  of  the  said  period  of  twelve 
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Appendix  No.  80.    months  the  said  Company  shall  have  reasonable  grounds  to  apprehend  that  the  lands  ta 

which  any  such  notice  shall  relate,  or  any  part  thereof,  may  be  thereafter  reqmred  by  them 

for  the  purposes  of  their  said  railways,  and  shall  obtain  the  certificate  of  the  Commissioners  of 
Railways  extending  the  said  period  for  such  further  term  as  thev  may  think  fit,  and  so  from 
time  to  time  as  often  as  such  Commissioners  shall  deem  reasonable  (which  certificate  the  said 
Commissioners  are  hereby  authorized  to  grant),  or  if  the  said  Company  shall,  before  the 
expiration  of  the  said  twelve  months,  use  or  apply  any  such  lands  for  anv  purpose  connected 
with  their  said  railway,  then^  and  in  every  such  case  such  claim  or  title  shall,  as  regards  the 
lands  so  likely  to  be  required  or  which  may  be  used,  as  the  case  may  be,  be  postponed  untiL 
the  expiration  of  such  extended  period  or  periods,  or  altogether  cease,  as  the  case  may  be. 


EzteDding  the  time  for 
the  uile  of  foperflooue 


York  and  North  Midland  Railtoay  Act,  1849,  12  and  13  Vict,y  c.  60,  s.  26. 

[Same  prat  idoD.] 

And  whereas  by  the  said  first-recited  Act  the  said  Company  were  required  to  sell  such: 
superfluous  lands  as  they  mi^ht  not  want  within  10  years  from  the  passing  of  that  Act,  and  a 
similar  provision  is  contained  in  several  of  the  Acts  hereinbefore  mentioned  or  referred  to,  and. 
to  which  the  said  Cbmpany  are  now  made  subject:  And  whereas  the  said  Company  have 
under  the  provisions  of  some  of  the  said  recited  Acts  become  the  lessees  and  owners  of  other 
lines  of  railway,  in  the  Acts  relating  to  which,  or  «ome  of  them,  similar  provisions  are  con- 
tained :  And  whereas,  by  reason  of  the  great  extension  of  the  railways  belonging  to  the  said 
Company,  and  of  the  increased  traffic  thereon,  various  portions  of  land  which  were  atone  time 
considered  superfluous,  are  now  used  for  additional  station  accommodation,  cottages  and 
gardens  for  labourers  on  the  said  railways,  and  for  other  purposes  connected  therewith,  and  it 
is  apprehended  that  the  remainder  of  such  lands  may  in  due  time  be  required  for  the  like  or 
for  other  purposes  connected  with  the  said  railways,  owing  to  the  still  increasing  traffic  on  the 
same,  and  the  want  of  further  accommodation  for  the  public :  Be  it  therefore  enacted.  That 
the  period  allowed  by  the  said  recited  Acts  or  the  Acts  tnerein  recited  or  referred  to,  or  any  of 
them,  for  the  sale  of  any  superfluous  lands,  shall  be  and  the  same  is  hereby  extended  to  the 
further  period  of  five  years  from  the  passing  of  this  Act,  and  from  thenceforward,  after  the 
expiration  of  such  five  years,  until  the  person  or  persons  claiming  any  such  lands  or  entitled 
thereto  shall  give  notice  in  writing  to  the  said  Company  of  such  his  or  their  claim  or  title,  and 
twelve  calendar  months  shall  have  elapsed  from  the  service  of  such  notice  on  the  said^ 
Company :  Provided  always,  that  in  case,  before  the  expiration  of  the  said  period  of  twelve^ 
months,  the  said  Company  shalrhave  reasonable  grounds  to  apprehend  that  the  lands  to 
which  any  such  notice  shall  relate,  or  any  part  thereof,  may  be  thereafter  required  by  them  for 
the  purposes  of  their  said  railways,  and  shall  obtain  the  certificate  of  the  Commissioners  of 
Railways,  extending  the  said  period  for  such  further  term  as  they  may  think  fit,|ind  so  from 
time  to  time  as  often  as  such  Commissioners  shall  deem  reasonable,  (which  certificate  the  said 
Commissioners  are  hereby  authorized  to  grant,)  or  if  the  said  Company  shall  before  the 
expiration  of  the  said  twelve  months  use  or  apply  any  such  lands  for  any  purpose  connected 
with  their  said  railways,  then  and  in  every  such  case  such  claim  or  title  shall,  as  regards  the 
lands  so  likely  to  be  required  or  which  may  be  used,  as  the  case  may  be,  be  postponed  until 
the  expiration  of  such  extended  period  or  periods,  or  altogether  cease,  as  the  case  may  be. 


rommiMioners  of 
Railways  may  require 
incfinveniences  and 
cviU  (0  be  remedied. 


Amalgamations. 

Lancashire  and  Yorkshire  and  London  and  North  Western  Railways  {Preston  and  Wyre  Rail-- 
toay  Harbour  and  Dock  vesting)  Act,  1849,  12  and  13  Vict.,  c.  74,  s.  43. 

[The  Commiasiouers  may  require  iDconveniencet,  arising  from  tbe  trantier  of  the  Preston  and  Wyre 
Railway,  Harbour,  and  Dock,  to  be  remiedied  by  the  Lancashire  and  Yorkshire  and  London  iad 
North  Western  Railway  Companies.] 

And  be  it  enacted.  That  if  at  any  time  after  the  passing  of  this  Act  it  shall  appear  to  the 
Commissioners  of  Railways  to  be  necessary  for  the  interests  of  the  public,  it  shall  be  lawful 
for  the  said  Commissioners  to  require  the  said  Lancashire  and  Yorkshire  and  London  and 
North  Western  Railway  Companies,  or  either  of  them,  to  proceed  forthwith  to  the  correction 
or  prevention  of  any  inconvemences  or  evils  by  the  Commissioners  specified,  and  which  may 
appear  to  the  said  Commissioners  to  have  arisen  or  to  be  likely  to  arise,  directly  or  indirectly, 
from  the  said  Preston  and  Wyre  Railway,  Harbour,  and  Dock  having  been  transferred  to  the 
said  Lancashire  and  Yorkshire  and  London  and  North  Western  Railway  Companies,  so  as 
injuriously  to  affect  the  use  thereof  by  the  public ;  and  upon  the  failure  or  inability  of  the  said 
Companies,  or  either  of  them,  to  whom  the  same  shall  be  made  or  apply,  to  comply  with  the 
requisition  of  the  said  Commissioners  in  the  particulars  aforesaid,  within  the  period  of  six 
months  from  the  date  of  such  requisition,  it  shsdl  be  lawful  for  the  said  Commissioners  to  serve 
the  said  Lancashire  and  Yorkshire  and  London  and  North  Western  Railway  Companies 
respectively  with  notice  to  introduce  into  Parliament  in  the  then  existing  session,  if  Parliament 
should  be  then  sitting,  and,  if  not,  in  the  next  ensuing  session,  a  Bill  or  Bills  for  amending  this 
Act  in  such  particulars  as  aforesaid,  and  thereupon  the  said  Lancashire  and  Yorkshire  and 
London  and  North  Western  Railway  Companies  shall  and  they  are  hereby  required  to  intro- 
duce such  Bill  or  Bills  accordingly,  and  duly  to  prosecute  the  same,  in  default  whereof  it  shall 
be  lawful  for  the  said  Commissioners  to  introduce  or  prosecute  (as  the  case  may  be)  such  Bill 
or  Bills,  at  the  expense  of  the  said  Lancashire  and  Yorkshire  and  London  and  North  Western 
Railway  Cotnpanies.  ; 
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Mmclieiter,  Sheffield,  and  Lincolnshire  Railway  Act^  1849,  12  and  13  Vict.,  c.  81,  s.  275.       i^ppeodix  No.  8o. 

[The  CommiwioDert  maj  rcquira  the  Company  to  remedy  any  iocoDTeniencet  specified  by  tiie  CommiaiioneTf.]  "^^ 

And  be  it  enacted,  That  if  at  any  time  after  the  passing  of  this  Act  it  shall  appear  to  the  Comminiooen  of 
Commissioners  of  Railways  to  be  necessary  for  the  interests  of  the  public,  it  shall  be  lawful  for  -^J^J^'J^^  S™ 
the  said  Commissioners  to  require  the  Company  hereby  incorporated  to  proceed  forthwith  to  evili  to  be  remedied, 
the  correction  or  prevention  of  any  inconveniences  or  evils  by  the  Commissioners  specified ;  and 
upon  the  failure  or  inability  of  such  Company  to  comply  with  the  requisitions  of  the  said  Com- 
missioners, within  the  period  of  six  months  from  the  date  of  such  requisition,  in  the  particulars 
^foresaid,  it  shall  be  lawful  for  the  said  Commissioners  to  serve  the  said  Company  with  notice 
to  introduce  into  Parliament  in  the  then  existing  session,  if  Parliament  should  be  then  sitting, 
and  if  not  in  the  then  next  ensuing  session,  a  Bill  or  Bills  for  amending  this  Act  in  such  par- 
ticulars as  aforesaid,  and  thereupon  the  said  Company  shall  and  is  hereby  required  to  introduce 
such  Bill  or  Bills  accordingly,  and  duly  to  prosecute  the  same,  in  default  whereof  it  shall  be 
lawful  for  the  said  Commissioners  to  introduce  or  prosecute  (as  the  case  may  be)  such  Bill  or 
Bills,  at  the  expense  of  the  said  Company. 


Appointment  of  Auditor. 


Eastern  Union  Railtoay  Amendment  Act,  1849,  12  and  13  Vict,,  c.  92,  s.  16. 

[The  CommiMioners,  witbin  12  months  af>er  the  passing  of  the  Act,  are  to  appoint  an  Auditor,  who  shall 
annually  report  to  them  on  the  finances  of  the  Company  ;  no  such  Auditor  to  be  appointed  after  the 
3l8t  of  July,  1854.]. 

And  be  it  enacted.  That  the  Company  shall,  within  nine  months  after  the  passing  of  this  Coinmission«rs  of 
Act,  make  application  in  writing  under  their  common  seal  to  the  Commissioners  of  Hallways  Railvrayi^on  applica- 
to  appoint  an  auditor  to  examine  and  report  to  them  on  the  financial  affairs  of  the  Conapany,  ^^^^^^  an^A^dfi^ 
and  the  said  Commissioners  are  hereby  required,  within  twelve  months  after  the  passing  of  who  shall  report  to ' 
this  Act,  to  appoint  such  auditor,  and  from  time  to  time  to  remove  and  replace  such  auditor;  *^®^^5?*"*^ 
and  all  the  powers  granted  by  the  "Companies  Clauses  Consolidation  Act,  1845/' to  the  *®""**  theCompany 
auditors  to  be  appointed  by  Companies  touching  the  demanding  and  examining  of  books  and 
accounts  are  hereby  also  conferred  on  the  auditor  so  from  time  to  time  to  be  appointed  by  the 
Commissioners ;  and  such  auditors  shall  annually  report  to  the  (ilommissioners  concerning  the 
finances  of  the  Company,  and  the  amount  and  application  of  their  income,  and  the  said  Com-  Commissioners  may 
missioners  may,  if  they  think  fit,  order  such  report  to  be  printed  at  the  expense  of  the  Com-  order  Report  to  be 
pany,  and  the  expenses  and  remuneration  of  such  auditors  shall  be  settled  by  the  Commis-  ^^  cJLpany?*'^* 
sionersandbe  defrayed  by  the  Company :  Provided  always,  that  no  such  auditor  shall  be 
appointed  after  the  Thirty-first  day  of  July  One  thousand  eight  hundred  and  fifty-four,  and 
on  that  day  all  the  powers  of  any  auditor  who  may  have  been  appointed  under  the  power  for 
that  purpose  hereinbefore  contained,  md  who  shall  then  be  in  office,  shall  cease  and  absolutely 
determine. 


Supervision  of  Canals. 


Edinburgh  and  Glasgow  Railway  and  Edinburgh  and  Glasgow  Union  Canal  Amalgamation 
Act,  1849,  12  and  13  Vict.,  c.  39,  s.  26. 

[The  Commiaioners  may  require  the  Company  to  remedy  inconvenienoei  arising  from  the  tramfer  of  the  Cana].]  ]  J 

And  be  it  enacted.  That  if  at  any  time,  after  the  vesting  of  the  canal  in  the  Railway  Company,  Commis^oners  of 
it  shall  appear  to  the  said  Commissioners  that  any  evil  or  inconvenience  has  arisen  or  is  likely  Railways  may  remedy 
to  arise  to  the  public,  directly  or  indirectly,  from  the  transference  of  the  canal  to  the  Railway  >'^^»^«"«"«*- 
Company,  whereby  the  use  of  the  canal  by  the  public  has  been  or  may  be  injuriously  affected, 
it  shall  be  lawful  for  the  said  Commissioners  to  require  the  Railway  Company  forthwith  to 
adopt  all  measures  necessary  for  the  effectual  prevention  or  correction  of  such  evil  or  inconve- 
nience ;  and  upon  the  failure  or  inability  of  the  Railway  Company  to  comply  with  such  requi- 
sition within  a  period  of  six  months  from  the  date  thereof,  it  shall  be  lawful  for  the  said  Com- 
missioners to  serve  the  Railway  Company  with  notice  to  introduce  into  Parliament  in  the  then 
existing  session  of  Parliament,  if  Parliament  be  then  sitting,  and  if  not,  in  the  next  ensuing 
session,  a  Bill  for  amending  this  Act  in  such,  particulars  as  shall  be  specified  by  the  said  Com- 
missioners^ and  thereupon  the  Railway  Company  shall  and  they  are  hereby  required  to  intro- 
duce such  Bill  accordingly,  and  duly  to  prosecute  the  same,  in  default  whereof  it  shall  be 
lawful  for  the  said  Commissioners  to  introduce  or  prosecute,  as  the  case  may  be,  such  Bill  at 
the  expense  of  the  Railway  Company. 

Manchester,  Sheffield,  and  Lincolnshire  Railway  Act,  1849,  12  and  13  Vict.,  c.  81,  s.  263. 

[The  Commissioners  may,  upon  complaint  made  to  them,  require  the  Company  to  put  the  Chesterfield 
and  Gainsborough  Canal  into  proper  repair.] 

And  with  respect  to  the  said  Chesterfield  and  Gainsborough  Canal,  be  it  enacted.  That  the  The  Railway  Company 
Company  hereby  incorporated  shall  not  at  any  time  hereafter  sell  or  dispose  of,  to  any  person  *®  j[?P  *]K^*^  ^^^ 
or  persons  whomsoever,  any  part  of  the  said  canal,  or  the  works  thereto  belonging ;  and  that  J^^  J^t^totcUMrae. 
the  said  Company  hereby  incorporated  shall  and  they  are  hereby  expressly  directed  and 
required,  from  time  to  time  and  at  all  times  hereafter,  to  keep  and  maintain  the  said  canal, 
and  the  works  thereto  belonging,  and  every  pari  thereof  respectively,  in  good  working  order 
and  condition,  and  preserve  the  supplies  of  water  to  the  same,  so  that  the  same  canal  and  every 
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Appendix  N6. 8<^.    part  thereof  may  be  at  all  times-kept  open  and  navigable  for  the  use  of  all  persons^  dcsirom  to 

use  and  navigate  the  same,  and  thai  without  any  unnecessary  hindrance,  inlemiptkn,  or 

delay;  and  .that  in  case  the  said  Company  shall  not  at  all  times  hereaft^  repair,  .maiokatn^ 
and  support  the  same  canals  and  the  several  reservoirs,  tunnels,  towing  paths^  lands,  buildings, 
and  wodca  belonging,  thereto,  in  such  good  working  order  and  condition,  and  preserve  the  sup- 
pUesof  water  as  aforesaid^  then  and  in  every  sucn  case  it  shall  any  may  be  lawfid  for  the 
Lords  Conunissioners  of  her  Majesty's  Treasury,  or  for  the  Commissioners  of  Railways,  if  they 
think  fit,  upon  the  complaint  and  at  the  cost  of  any  person  or  persons  usincr  or  desirous  of  itstng 
the  said  canal,  and  after  giving  fourteen  days*  notice  in  writing  to  the  said  Company,  to  caus& 
an  inquiry  to  be  made  as  to  the  state  and  condition  of  the  said  canal,  and  the  several  reservoirs, 
tunnels,  towing  paths,  lands,  buildings,  and  works  belonging  thereto ;  and  if  upon  such  inquiry 
and  examination  the  same  shall  not  be  found  to  be  in  such  good  working  order  and  condition  as 
aiovesaid,  it  shall  be  lawful  for  the  said  Lords  Commissioners^,  or  for  the  Commissioners  of 
Railways,  to  cause  a  notice  to  be  given  to  the  said  Company  to  put  the  same  and  every  part 
thereof  in  such  good  working  order  and  condition  as  aforesaid ;  and  in  default  of  their.putting. 
the  same  into  such  repair  as  aforesaid  within  twenty-one  days  from  the  delivery  or  leaving  of 
suc)i  notice  as  aforesaid,  it  shall  be  lawful  for  the  said  Lords  Commissioners,  or  Comoiis- 
sioners  of  Railways,  to  cause  the  same  to  be  put  into  such  order  and  condition  as  aforesaid; 
and  that  the  costs,  charges,  and  expenses  of  nukkiog  suek  inquiry  and  repairs  as  aforesaid  shall 
be  borne  and  paid  by  such  party  and  in  such  manner  as  the  said  Lords  Commissioners,  or 
Commissioners  of  Railways,  shall  order  and  direct ;  and  if  not  so  paid,  the  party  entitled  to 
receive  the  same  shall  and  may  recover  the  same  by  action  'at  law  in  any  of  her  Majesty's 
Courts  of  law  at  Westminster  against  the  party  or  parties  cnrdered  to  pay  the  same. 


For  regttktiti;  by». 
Uwf  and  tolh  upon 


[Tte 


Saime  Act,  s.  267« 

o«  ooMplaiDt  iMdft  te  tiH^a»  to  i«gakl»«ks  lij»4swt  Mi^  tolls  o^ 


And.  with  respect  to  the  said.  Chesterfield  and  Gainsborough  Ctoal,  be  it  enacted,  Tliat  if  at 
any  thne  complaint  shall  be  made  to  the  Lords  Commissioners  of  her  Majesty's  Treasury,  or 
to,  the  Commissioners  of  Railways,  by  any  person  whomsoever;  that  the  bye-laws  now  or  at 
amr  time  hereafter  made  or  to  be  made  by  the  Company  in  respect  of  the  said  canal  are  im*> 
po^c  oruiuust^  or  operate  to  the  prejudice  or  disadvantage  of  persons  usinff  t>r  desirous  of 
using  or  trading  upon  the  said  canal,  or  that  the  amount  of  the  tolls,  rates,  or  duties  receivable 
or  cbimable  by  the  said  Company  by  virtue  of  this  Act  operate  prejudicially  to  the  persons 
using  or  intending  to  use  the  said  canal,  it  shall  be  lawful  for  the  siiid  Lords  Commissioni^rs 
or  other  officers,  and  they  are  hereby  required,  from  time  to  time  when  and  as  such  com- 
plaints shall  be  made,  and  after  giving  fourteen  days'  notice  in  writing  to  the  Company  of 
thttr.  intention  to  examine  and  inquire,  or,  at  their  discretion,  to  appoint  some  competent  per* 
sou.tOjBxamine  and  inquire,  into  such  complaints,  and  the  grounds  thereof,  and  after  such  ex- 
amination had  to  make  such  regulations  from  time  to  time  ^  the  said  Lords  Commissioners  shall 
think  fit  with  respect  to  the  saia  bye-laws,  and  to  the  amount  of  all  or  any  of  the  tolls,  rates, 
and  duties  which  shall  be  received  or  claimable  by  the  said  Company  by  virtue  of  thb  Att, 
and  by  such  regulations  to  impose  such  conditions  and  restrictions  with  regard  to  the  said  bye- 
laws,  and  the  amount  of  all  or  any  part  of  such  tolls,  rates,  and  duties,  as  3ie  said  Lords  Com- 
missioners shall  think  fit ;  and  every  such  regulation,  on  being  published  in  the  London 
Gazette,  shall  be  binding  upon  the  said  Cctapany;  andr^such  tolb,  rates,  and  duties  onlr  as 
may  be  fixed  thereby  shall  be  recoverable  by  them,  until  suoh  regulation  be  revoked  or 
altered  by  the  said  I^rds  Commtsaioners. 
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Appendix  No.  8L 

STATEMENT  of  the  Number  and  Nature  of  the  Accidents  and  the  Injuries  to  Life  and  Limb  which  have  occurred 
on  the  Railways  in  Great  Britain  and  Irdand,  for  die  Hialf-years  ending  30th  June,  and  3l8t  December  1849> 
'  together  with  the  Number  of  Passengers  conveyed  during  those  Periods. 

(HALF-YEAR  ENDING  80th  JUNE  1849.) 


Date 

of 

Accident* 


NAME  OF  RAILWAY. 


Nmnberof 
Pwrtont 


KiUed. 


iDJared. 


Number 

of  Pastengert 

cmrried  during 

the  Half-year 

ending  30th  June, 

1849. 


Nature  and  Caune  of  Accident* 

taken  fiom  the 

Reports  made  to  the  Commisaoners  of  Railwaye 

by  the  Railway  Companies* 


1849. 


1  Jan. 
10  Jan. 

20  Jan. 
IFeh. 

I  Feb. 

10  Feb. 
5  Mar. 


23  April 
G  June 


IFeb. 

26  Feb. 

26  April 
9  Jan. 

9Jane 

14  Jan. 
18  Mar. 


Aberdeen   •     •     •     •     • 

Ardrossan 

Belfast  and  Ballymena  • 
Belfast  and  County  Down. 
Birkenhead,      Lancashire, 

and  Cheshire  Junction. 
Bodmin  and  Wadebridge  • 
Bolton,  Blackburn,  Clithe- 

roe,  and  West  Yorkshire. 
Bristol  and  Exeter      ,     , 


Caledonian       •     •     • 
Ditto    »     »     •     . 


Ditto 
Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 


123,843 
40,166 

189«236 
81,441 

203,778 

1,670 
92,339 

105,328 

353,444 


Chester  and  Holyhead .     • 
Cockermouth    and  Work- 

Dublin  and  Drogheda  ,     • 
Dublin  and  Kingstown     • 


Nil 


Nil 


119,911 
27,037 

191,621 
2,112,433 


Ditto 


Ditto 


Dundee.  Perth,  and  Aber- 
deen Railway  Junction. 

East  Anglian   •     •     .     . 

Eastern  Counties  (includ- 
ing traffic  on  the  Norfolk 
and  Newmarket  lines). 
Ditto    •     «     .     •     • 


263,736 

112,566 
1,472,883 


DiUo 


8 


From  Ist  May  only.    The  previous  traffic  is  included 

in  Great  Western. 
Trespasser  run  over  at  night 

John  Larobie,  servant  of  Company,  incautiously  pass- 
ing between  an  engine-tender  and  some  waggons 
which  were  being  shunted,  was  crushed  between  the 
buffers. 

JohA  Johnstone,,  boy,  n^n  over  while  trespassing  on 
the  line. 

Robert  Jackson,  breaksman,  of  goods  train,  run  over 
y?hile  incautiously  stapdii\g  behind  his  train,  which 
was  being  backed  into  a  siding. 

William  Gsotlner,  fireman,  while  standing  on  the  front 
part  of  his  engine  sanding  the  rails  on  an  incline, 
was  struck  by  some  trucks  which  had  broken  loose 
from  a  mineral  train  in  advance,  and  were  running 
down  the  incline. 

Five  passengers  killed  and  one  severely  injured  in 
consequence  of  a  second-class  carriage  and  the  fol- 
lowing portion  of  a  mail  train  getting  off*  the  rails 
and  running  over  an  embankment. 

James  Bell,  passenger,  incautiously  standing  on  a 
waggon  4t  a  station,  was  thrown  off",  and  run  over^ 
in  consequence  of  other  waggons,  which  were  to  be 
attached,  .buffing  against  the  one  on  which  he  was 
Standing. . 

Callin  Gallacher,  in  service  of  contractor,  struck  by  a 
train  before  which  he  bad  incautiously  stepped. 

John  Walters,  blacksmith,  in  employ  of  contractor, 
run  over  by  an  engine  while  he  was  incautiously 
walUng  on  the  line. 


Train  ran  sgainst.a  wjlH  at  the  Westland  Row  station, 
in  consequeuce  of  the  breaks  not  acting  effectively, 
the  rails  being  slippery  at  the  time ;  engine  and 
two  coaches  damaged ;  no  personal  injury. 

Edward  M'Cleary,  a  boy,  son  of  the  station-master  at 
Salt  Hill,  playing  in  front  of  the  station-house,  ran 
afier  his  toy,  which  had  rolled  on  the  railway,  and 
was  run  over  by  a  passing  train. 

John  Taafe,.  passenger,  jumping  from  a  train  in  mo« 
tion,  dislocated  his  knee. 

Duncan  MUoe,  porter,  had  his  leg  injured  by  a  wag- 
gon passing  over  it. 

Thomas  Cox,  gatekeeper,  incautiously  walking  along 

the  line,  was  strucK  by  a  goods  train;  shoulder 

broken  and  head  bruised. 
John  Lynch,  contractor's  servant,  run  over  by  a  mail 

train  while  incautiously  walking  on  the  line. 
A  Woolwich  train  overtook  and  ran  into  another  train 

at  the  Mile  End  station,  causing  slight  {injuries  to 

eight  passengers. 

2Q 


Digitized  by 


Google 


290 


APPENDIX  to  REPORT  ff  tiW  COMMI8SIONEBS  ^SAILWATS. 


Date 

of 

Accident. 


NAMK  or  RAILWAY. 


1849. 
17  April 


21  April 

S&May 

8  June 

12  June 


16  June 
16  June 

22  Jan. 


20  Feb. 
20  Feb. 


28  April 

2  May 

28  May 


6  April 
25  June 


2FeV. 

20  Mar. 

9  Jan. 
12  May 


Bastem  Counties  (indud* 
inff  traffiq  on  tbe  Norfolk 
and  Newmarket  lines) — 
continued. 

Dkto 


Ditto 
Ditto 
Ditto 


Ditto    .     . 

Ditto  .  . 
Eastern  Union 
East  Lancashire 


Ditto 
Ditto 


Ditto 


Ditto    •     , 
Ditto    •     . 


East  Liiieohi4drt  •     *     • 
East  and  W««t  Totksitfra 
Junction. 

Eklinburgh  and  CHasfwr  • 
Edinburgh  and  Northern  • 

Ditto    «     •     »     •     . 


Fleetwood,  Preston,  and 
West  Riding  Junction 
(Preston  and  Longridge 
line). 

Fnmcss     •     •     «     •     , 


Gla^^w,  Barrhead,  and 
Neilston  Direct  (ittclud* 
Glasgow  Southern  Temi- 
nal). 

Glas^Wyi  DumMeSy  ami 
Carlisle.. 

Glasgow, .  Pajaky,  mA 
Greenock. 

Glaagow.  Fairiey,  KilONnr^ 
nock  and  Ayr. 

Great  Northern      •     •     • 


Great  Southern  and  Weat- 
em  (Iretond). 

Ditto 


Number  of 
Penoos 


Killed. 


1 
N« 


lujuifd. 


Nil 


of  PMicagert 

c«cried4nnag 

the  fielf-yeer 

endiag^OUiJiuis, 


132>812 
728,723 


108|983 
25,118 

439,587 
595,876 


U,ttO 

7,778 
105,385 

•  • 

37,836 

864,850 

4«7,0t6 

118,842 

221,807 


Nature  and  Cauie  of  Accident, 
taken  iMflLth* 
Reports  laade  t«  the  CeaMniiaioiieia  of  Raikraia 
bj  the  Railway  C6n 


Mary  Fletcher,  passenger,  attenipting  to  jump  fVom  a 
tnM  bcA^re  it  had  stopped,  fell,  and  waa  crushed 
between  the  platform  and  the  carriages. 

ThoMSB  Cuming,  carriage-deaner,  endeaTOdriag  to 
get  upon  a  train  in  motion,  fell  and  was  run  orer, 

WiUiani  Gant,  gnatri,  tcH  from  a  train,  and  was  nm 
over  by  a  passing  engine. 

Edward  MarjorHn*  •porter,  •  cmahed  between  buffers 
while  shunting  waggons. 

WiUiaa  Dlwidsoa,  a  avMir  •f  the  79dk  rqpment,  pas- 
aengtr,  having-  Ml«a  aaiaip,  aweica  voSdenly,  and, 
opening  the  doer  of  the  carriage,  fell  otit 

Thomas  Overall,  treapaaaei,  nm  erer. 

John  Twiner,  trespaaaof)  ran  ofer. 

Matthias  Clayton^  bredesman  of  a  ballast  train,  and 
William  Metcalfei  labourer  in  the  service  of  the 
Company,  severely  injured  in  consequence  of  the 
tiaiu  comiuic  in  contact  with  a  gate ;  accident  oc* 
curred  partly  through  neglect  of  engine-driver* 

Richard  Birtwistle,  trespasser,  ran  oftr. 

Passenger  train  ran  into  a  goods  train  at  the  Hasling- 
den  station ;.  accident  occurred  in  consequence  of 
the  goods  train  being  shunted  at  an  improper  time* 

John  Hayes,  servant  of  tbe  Oompany,  crushed  be* 
tween  a  carriage  step  and  the  platform,  at  the  Ac* 
enugtoo  station,  whiie*he  was  uneospling  carriagea*- 

Thomas  Healy,  breaksman,  crashed  between  bi^Rsrs 
while  shunting  waggons. 

A  special  excunion  train,  having  oone  to  a  stand  for 
want  of  water,  was  run  into  by  an  ordinary  passen- 
ger train,  which  damaged  an  engine  in  thie  rear  of 
the  special  train,  and  another  excursion  train  com- 
ing np  shortly  aflerwards,  came  into  collision  with 
them,  b«t  without  <doi«g  anydamagv^  Some  of  the 
passengers  in  the  first  excursion  train  jumping  out, 
were  slightly  hurt,  one  having  his  shoulder  dislo- 
cated 


W.  Cook,  fireman,  fell  while  passing  from  the  engine 
along  the  train*;  foot  had  Ho  be  amputated. 

William  Lowery,  a  boy  in  service  of  carriers  on  the 
iailway,  while  carrying  a  box  into  a  goods  shed,  was 
jammed  between  waggons  which  were  about  benig 
attached  to  a  goods  train. 


William  Johnstone,  trespasser,  run  over  at  night. 


William  Raid,  guard/  while  looking  oat  of  the  window 
of  the  ceup^  c^  a  carriage  in  which  he  was  ridhig, 
contrary  to  regidations,  came  in  contact  with  a  water- 
tank,  and  was  instantly  killed. 

Daniel  Listen,  tvespasser,  run* over  while  wdUng 
along  the  line. 

Patrick  Hiekey,  servant  of  tbe  Companyi  attempting  to  • 
get  upon  a  waggon  in  motion,  fell  and  was  ran 
over  ^  both  legs  £id  to  be  amputated. 


Digitized  by 


Google 


APPENDIX  to  REPORT  qf  Ae  COMMISSIONERS  tf  RAILWAYS, 


291 


Date 

of 
Accident. 


NAME  OF  AAILWAY. 


Nomber  of 
Penons 


KUled. 


iDJurtd. 


Mvnber 
elPMMBfen 

•ndiagaiMiJuM, 


Natore  and  Cause  of  Accident, 

takep  from  t]ie 

Reports  made  to  the  Commitsionen  of  Raihrayt 

by  the  Railway  Companies. 


1849. 
4F«b. 


20  April 
28  May 


Great  W«ftem  {mehitfing 
Wlte,  SMBerwC,  and  Wey- 
raon^y  and  Britlol  md 
£9eter).« 

Ditto 


1,2U,572 


Ditto 


6  Jan. 

5  Jan. 
10  Jan. 
10  Jan» 

18  Jan. 

23  Jan. 


»  Jan. 


l»lfar. 

20  Mar. 
15  April 

21  April 
91  April 


Iridi  Sovth  Eastern 
KeMbl  and  Windenneve  • 
Lancaster  and  Carlisle.     . 
Laacasler     and     Preston 
Junction. 

aad  YorksUfe  • 


Ditto  • 

Ditto  % 

Ditto  . 

Dilfta  . 

Ditto  • 


Ditto 


Ditto 


26  Jan. 

Ditto 

6  Feb. 

Ditto 

7  Feb. 

Ditto 

13  Feb. 

Ditto 

M  Feb. 

Ditto 

1  Har. 

Diit* 

17  Mar. 

Ditto 

Ditto 


Ditto  .  • 

Ditto  •  » 

Ditto  •  * 
Ditto 


•     •     • 


1 


« 


1 


1 


2 


.  ia,035 

57,261 

122,988 

.  59i«249 

2,47a,289 


Benrf  Baasant,  watKbiiaas  in  sehrfoe  of  contractor. 
It  is  supposed  he  was  run  o?er  while  asleep  on  the 
lint. 

Stephen  Anstell,  contractor's  seryant*  run  over  by  a 
4rain  an  theWiks,  Somerset,  and  Weymouth  Rail- 
way, while  he  was  imprudently  walking^  on  the  line. 

Thomas  Dolman,  in  employ  of  contractor,  run  over  In 
a  tunnel,  while  iacautiously^ontinuiug  to  woric  as  a 
train  was  approaching. 


James  Ferguson,  fuasd,  while  incautiously  moving 
from  his  carriage  while  the  train  was  in  motion,  fell 
off  and  was  run  over. 

Robert  Pennington,  porter,  while  uncoupling  wag- 
gons, fell  and  was  run  over. 

John  Naylor,  boy,  trespassing,  was  struck  by  an  en- 
gine; head  bruised. 

—  Gillies,  luggage  guard,  had  his  shoulder  crushed 
while  shunting  wagrgons. 

Samuel  Naylor,  portec,  had  his  foot  crushed  while 
turning  a  waggon  on  a  turn-table. 

John  Dawson,  labourer,  in  Company's  service,  putting 
out  his*  foot  in  order  Uv  stop  a  lorry  on  which  he 
was  riding,  had  it  caught  by  the  rail,  and  was 
thrown  off.     .  - 

Mr.  Norwood  and  John  Stanley,  attempting  to  cross 
the  lint  in  a  gig  before  daybreak  at  a  level  crossing, 
were  struck  by  a  goods  engine,  and  severely  in- 
jured; the  gate-keeper  Jiauins  left  the  gates  to 
attend  to  the  signal  ppst,  whicn  was  distant  about 
20  yards  fram  the  gates. 

Labourers  in  service  of  <contractor.  Waggon  in  which 
they  were  riding  ran  into  a  siding,  owing  to  the 
points  being   left  wrong,  and  upsetting,  crushed 
•  them  uaderneath.. 

John  Stephenson,  signal-man,  knocked  down  by  an 
up-traia  while  he  was  imprudently  standing  on  the 
line  signalling  a  down-train. 

James  Musgreave,  guard,  fell  from  a  train  in  motion, 
and  severely  br fitted.  Foot  slipped  while  fostenuig 
a  sheet  on  the  top  of  a  carriage. 

David  Moore,  passenger,  attempting  to  alight  before 
ihe  train  had  stoppad,  fell,,  and  liad  his  hip  dis« 
locf^d. 

James  Brooks,  guard,  assisting  to  replace  a  waggon 
which  kad  got  off  the  rails,  was  crushed  between 
its  buffers  and  the  engine. 

Samuel  Mellor,  porter,  had  his  arm  crushed  between 
buffers  while  uncoupling  waggons. 

Gregory  Kitchen,  servant  of  Company,  injured  between 
waggons  which  he  was  uncoupling. 

W.  Howard,  ballast-man,  killed, and  J.Shaw, engine- 
driver,  injured  hf  a  eolMsion  between  two  e^ines 
at  the  Blue  Pits  junction.  Weather  fo^y  at  the 
time. 

Jahn  Croasley,  engine-driver,  having  got  off  his  engine 
to  open  points,  was  re-mounting,  when  he  was 
struck  by  the  connecting  rod  of  the  engine,  and 
^injured  so  seriously  that  he  died  soon  after. 

W.  Whiltaker,  porter,  fell  from  foo#)oard  of  a  carriage 
in  motion,  and  slightly  injured. 

James  Blevin,  luggage-guaid,  injured  between  buffers 
while  coupling  waggons. 

John  Gild,  breaksman,  fell  from  waggon,  and  had  his 
•head  injured. .      .      •      .      . 

James  Singleton,  breaksman,  attempting  to  get  on  a 
waggon  in  motion,  slipped,  and  had  his  foot  crushed 
by  the  wheels. 
*  Bristol  and  Exeter  traffic  for  four  monthf  inchided  in  Great  Weftem  return. 
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Bate 

of 

Accident. 


1849. 
30  April 

5  May 
5  Hay 

5  May 

8  May 

17  May 
22  May 


NAME  OF  RAILWAY. 


Lancashire  and  Yoi:k8hire 
— continued* 


Number  of 
Penont 


KiUed. 


Ditto 

Ditto    «     •     •     •     • 

Ditto    •     »     «     •     « 
Ditto    •     .     .     .     . 

1 

•  • 

Ditto    •     •     •     •     • 

Ditto 

2 

Injoied. 


Nomber 

of  PMeengert 

carried  during 

theHilf-yeer 

endiDirSOthJuiie^ 

18" 


3  June 


4  June 

Ditto 

18  June 

Ditto 

19  June 

Ditto 

25  June 

Ditto 

26  June 

27  Feb, 

26  Feb. 
31  May 

4  Jan* 

29  Mar. 

16  Jan. 

6  Mar. 

23  Mar. 

27  Mar. 

14  May 


Ditto     • 


Ditto    • 


Leeds  and  Thirsk 


Liverpool,  Crosby,  and 
Southport. 

Llanelly  Dock  and  Railwiliy 


Ditto    .     •     «     •     • 


London  and  Blackwall 


Ditto 


LcHddon,  Brigbton,  and  South 
CoaaU 


Ditto 

Ditto 
Ditto 

Ditto 


SS,668 
42^124 

2,504 


995,137 


1,133,498 


Natvre  and  Catue  of  Aceidenty 

taken  from  the 

Repoits  made  to  the  Commissionen  of  Railwajt 

by  the  Railway  Companiea. 


Philip  M^Maim,  in  service  of  contractor,  had  his  foot 
injured  by  a  goods  train  running  into  a  ballast 
train  which  had  stopped  to  discharge. 

James  Hertford,  servant  of  Company,  crushed  between 
buffers  while  moving  waggons. 

George  Scholes,  contractor's  servant,  crushed  between 
btuSers  while  incautiously  passing  between  car- 
riages. 

Jonathan  Michlethwaite,  contractor,  fell  from  a  wag* 
gon,  and  broke  his  leg. 

Michael  Riley,  excavator,  attempting  to  get  on  a 
ballast  waggon,  had  bis  shoulder  crushed  be- 
tween buffers. 

Joshua  Naylor,  watchman,  injured  between  buffers 
while  coupling  waggons. 

Levi  Scholes,  firemao,  and  William  Baldwin,  engine- 
driver  of  a  coal  train,  killed,  and  John  Ryan,  a 
trespasser,  riding  on  the  engine,  injured,  by  a  coke 
train  running  iQto  the  coal  train.  Collision  oc- 
curred in  consequence  of  Ellis  Elvert,  a  stranger, 
who  was  standing  at  the .  signal-post,  taking  off  the 
proper  signal,  in  compliance  with  what  he  con- 
ceived tQ  be  a  sign  from  .one  of  the  servants  of  the 
Company. 

John  M^Gee,  ])orter;  head  seriously  injured  by 
coming  in  contact  with  a  bridge  while  he  was  walk- 
ing on  the  top  of  a  train,  in  potion. 

John  Cranny,  assistant  breaksman,  incautiously  placing 
his  hand  between  buffers,  had  it  severely  crushed. 

William  Shackleton,  servant  of  Company,  fell  while 
uncoupling  waggons,  and  was  run  over. 

Daniel  M'Coy,  servant  of  contractor,  run  over  while 
incautiously  walking  on  the  line. 

Ralph  Boardman,  Company's  servant,  attempting  to 
get  upon  a  waggon  in  motion,  fell,  and  was  run 
over. 

John  Moss,  carriage-washer, .  struck  by  a  carriage 
while  incautiously  standing  too  close  to  the  rails, 
and  had  his  hip  fractured  by  the  blow. 

John  Gilbertson,  goods  guard,  fell  from  the  tender 
while  shunting  waggons,,  anf  was  run  over. 


John  Morris,  servant  of  Company,  while  applying 
break  to  a  waggon,  a  wheel  gave  way,  and  broke 
his  leg. 

John  Davis,  boy  five  years  old,  trespassing,  crushed 
between  two  waggons,  between  which  he  had  got 
unperceived. 

Giovanni  Peneris,  passenger  (a  Greek  sailor),  while 
leaning  arrainst  the  door  of  a  carriage,  forced  it 
open,  and  falling  out,  was  run  over  by  a  portion  of 
the  train. 

Henry  Parry,  labourer  on  the  line,  fell  from  a  ballast- 
waggon,  on  the  edge  of  which  he  had  been  riding, 
and  was  run  over ;  leg  hi^d  to  be  amputated. 

Trespasser  (name  unknown),  run  over  in  a  tunneL 


Jonathan  Surtees,  engii^e-diriver,  came  in  contact  with 
a  bridge  while  he  was  imprudently  passing  along  . 
the  top  of  a  train  in  motion. 

George  Ranson,  plate-layer,  run  over  at  night :  sup- 
posed to  have  been  lying  on  ^he  rails. 

Mr.  William  Walker,  store-keeper  in  Company's  ser- 
vice, while  attempting  tQ  get  into  a  carriage  when 
the  train  was  starting,  slipped,  and  coming  in  con- 
tact wi^h  the  ^tep,  fra/ctui:ed  ]ns  leg. 

John  Hield,  temporary  guard,  supposed  to  have  left 
his  box.  while  th^  tri^n  ^ras  in  motion,  and  to  have 
fallen  in  the  act  of  opening  the  door  of  a  second- 
class  carriage. 
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Date 

of 
Aeddent. 


NAME  OF  BAILWAT. 


Nomber  of 

P«ItODt 


Killed. 


Injoied. 


Number 
ofPmcngcri 
cirried  darine 
the  Half.jear 
-■'-•— ^  30th  Jane, 
1849. 


Nature  and  Cause  of  Accident, 

taken  from  the 

Bepoiit  made  to  the  Gommiiiionen  of  Railways 

by  the  Bailway  Companies. 


1849. 
^  May 


2  Jan. 
13  Jan, 

29  Jan. 

11  Feb. 

12  Feb. 

16  Feb. 

17  Mar. 

19  Mar. 
aOApr. 

26  May 
15  June 


28  Feb. 

2  Mar. 
4  Mar. 

19  Mar. 

6  Apr. 
iMay 

11  Jan. 

23  Jan. 

30  Jan. 

20  Feb. 
26  Feb. 

13  Mar. 

24  Mar. 


London,  Brighton,  and  South 
Coaat — conHnued. 


Londonderry  and  Ennis* 
kiUen. 
London  and  North  Western 


Ditto 

Ditto 
Ditto 
Ditto 


Ditto    • 
Ditto    « 


Ditto 
Ditto 

Ditto 


London  and  South  Western 
(including  Windsor,  Staines 
and  South  Western). 

Manchester,  Bnzton,  Mat- 
lock, and  Midlands  June- 
tion. 

Manchester,  Sheffield,  and 
Lincolnshire. 


1 
1 
1 

1 

•  • 

1 
1 

1 
1 


.  54,826 
2,750,541 


Ditto 
Ditto 
Ditto 

Ditto 
Ditto 


Manchester  and  Southport 

Maryport  and  Carlisle.     . 

Midland  (includkig  Bristol 

and  Birmingham  traffic). 

Ditto 


Ditto 

Ditto 
Ditto 

Ditto 


Ditto 


1 

1 

1 


1,128,528 

9,986 
842,840 


63,889 
2,252,984 


As  a  special  train  from  Epsom  races  was  leaving  the 
West  Croydon  station,  a  coupling-chain  broke,  and  a 
portion  of  the  train  ran  back  50  or  60  yards  down 
the  incline,  apd  another  special  train  from  Epsom 
arriving  at  the  time,  came  slightly  into  collision 
.  with  the  last  carriage,  causing  three  passengers  to 
be  slightly  injured. 


The  tire  of  one  of  the  leading  wheels  of  the  engine  of 
an  express  train  from  Liverpool  flew  off;  no  per- 
sonal injury  sustained. 

William  Simpson,  servant  of  Company,  slipped  in 
front  of  a  waggon  which  was  being  drawn  out  of  a 
siding,  and  was  run  over. 

James  Giles,  servant  of  Compafiy,  run  over  while  im- 
prudently walking  on  the  line. 

William  Gillings,  servant  of  Company,  run  over  while 
.  imprudently  crossing  the  railway. 

Alexander  Kirkpatrick,  servant  of  Company,  run  over 
while  imprudently  crossing  the  line  during  a  fog. 

John  Maddoz,  trespasser,  run  over. 

Three  passengers  (one. had  his  leg  broken)  injured  in 
consequence  of  a.wh^el-Ure  of  a  (irst-class  carriage 
breaking,  causing  it  and  four  second-class  carriages 
to  be  thrown  qiS  the  line. 

James  Ireland,,  guiird,  run  over  while  crossing  the 
line  during  a  thick  fog. 

William  Nealcv  breaki^man,  run  over  by  his  train, 
which  was  being  backed  in  accordance  with  his  own 
arrangement  yr'ii\^  th^  driver. 

E.  Trueman,  milk-boy,  endeavouring  to  get  on  the 
step  of  a  carriage  in  motion,  fell,  and  was  run  over. 

William  Marlow,  driver  of  a  horse  and  cart,  struck  by 
a  train  while  he  was  in  the  act  of  crossing  the  line 
at  a  level  crossing.  Had  been  warned  that  the  train 
was  approaching^ 


Thomas  Potts,  servant  of  Company,  fell  from  a  train 
in  motion,  and  h^  his  leg  severely  crushed  by  the 
wheels  of  the  tender  passing  over  it. 

R;ichard  Ck>pley,  porter,  crushed  between  buffers  while 
coupling  carriages. 

John  Hai^inge,  Juggage  guard,  feet  bruised  by  wheels 
of  waggons  which  he  was  attaching  to  an  engine. 

G.  Smith,  servant  of  Company,  injured  internally  by 
being  crushed  between  buffers  while  attaching 
.cattle  trucks  to  a  train. 

W.  Cleaver,  policeman,  run  over  while  walking  on  the 
line. 

Thomas  Hinchliffe,  plate-layer,  run  over  while  incau- 
tiously crossing  to  his  work  in  front  of  an  approach- 
ing train. 

See  Lancashire  and  Yorkshire,  for  traffic. 

Thomas  Reynoldson,  fireman,  accidentally  fell  from  a 

train  in  motion,  and  was  killed  (cause  unknown). 
P^qsenger  train  ran  into  some  ballast  waggons  which 

had  been  blown  outt>f  a  siding  at  Appleby-bridge, 

on  the  Leeds  and  Bradford  line,  in  consequence  of 

the  neglect  of  pointsmen. 
John  Smith,  breaksman,  crushed  between    buffenr 

while  incautiously  unhooking  waggons. 
John  Parkins,  trespasser,  run  oyer  at  night. 
George  Smith,  plate-layer,  run  over  while  incautiously 

talking  on  the  line. 
James  Whiting,  goods  guard,  fell  while  coupling 

waggons,  and  engine  passing  over  him,  broke  his 

t)iigh  and  cut  off  three  fingers. 
William  Organ,  contractor's  servant,  attempting  to 

get  upon  a  goods  train  in  motion,  fell,  and  was  run 

over. 
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Date 

of 

Accident. 


SAMS  or  EAILWAT. 


Nomber  of 
Pertoni 


Killed. 


Injur 


ireAfaiM 

1( 


•49. 


Nature  and  Cause  of  Accident^ 

taken  firom  the 

Repcrtf  made  4^  the  C—mieiioneii  of  Railwaye 

by  the  Railway  Companies. 


1849. 
MMar. 


12  Apr. 
14  Apr. 

3  May 

«M«y 

4  Jan. 
7  May 


10  Apr. 

SlJanw 
16  Feb. 

Feb.  I 
8  Feb. 

24  May 


99  Ja&. 

8  Mar. 

27  June 

26  Feb. 

90  Jan. 

27  Mar. 

21  Apr. 
18  May 

2  Feb. 

22  June 


Midland  (iMMtnig  Biiatoi 
and  Binnin^Mm  Irafie) 

Ditto    •  »     •     k 

Ditto 

Ditto 

Ditto 


Midland    Greait    Westom 

(Ireland). 
Monkland  •     •     •     «     • 


Nil 

1 
1 
1 


Nil 


Newcaetle  and  Carliele 

Newmarket      » 

Newry,   vranreBperat}  md 

Rostrevor. 
Norfolk      .... 
North  Britbh  •     .     • 


North  SUfftH^dshire 
Ditto  •  .  . 
Ditto    •     «     • 

North  Unioo   •     • 


Ditto 


North  Western 


Scottish  Central     .     • 
Scottish  MtdlMMi  JnnettOQ 
Shrewsbury  «iid  Birminf 
ham. 
Shrewsbury  and  Chatter 


Ditto 


Shropshire  Union  Railway 
and  Canal  Company  • 
South  Devon  •     .     • 


South  Eastern  (induding 
Greenwich  line). 
South  Staffordshire     •     . 
St.  Helen's  Canal  and  Bail- 


way. 

Nekton    and   Darlinf^^ 
(indnding^  Middles^ro' 
and  Redcar,  Wear  Val- 
ley, Bishop  Auddaitd 
and  Weardale). 


Ditto 


Stockton    and  Hartlepool, 
(including  Clarence). 

Taff  Vale  (inchiding  Aber- 
dare). 


2 

1 


102,591 

55,700 
• 
243,124 

*  14,016 


417,429 
673^615 


14^596 

143,381 
69,751 
11(439 

170,961 


14|508 
249,683 

1,975,319 

4»,585 
59,775 

170^438 


46,130 
119,207 


Leadia3g«Kle  of  dn  #Bfiiie  of  m  paHenftr  traha  broke 
whQe  going  over  thepcnia  at  tke  Mansfield  Jobc- 
tion,  causing  the  engrine  to  leave  the  rails. 

Robert  Goodacre,  gate-keeper,  run  over  at  night  by  a 
train  which  was  passinnr  Wyverly-gate. 

Margaret  Dynier,  a  hawker,  run  over  while  trespassiiig 
on  the  line, 

Trespassev  committed  suickk  by  dirowiqff  himself 
across  the  rails  in  front  of  an  appvaaching  train. 

•  Veidioi*at  iaqaeat,  **  Tcaspniaty  lasaaity/^ 
Russell   Gokkborough  and  Thomas  Clough,   plate- 
layers, knocked  down  and  mn  over  in  a  siding  by  a 

•  lime  waggon^  wkiclk  was  throws  off  the  n^  by 
another  waggon  being  shunted. 

Collision ;  passenger  train  ran  into  an  engine  which 

•  was  standing.at  the  cokorovene. 

David  Sharp,   breaksman,  crushed  between  mineral 

•  waggons,  while  leaping  iron  a  traWi  in  laotmu 

Sm  Eastern  Counties,  for  trafEc. 


See  E!asteMi  Counties,  for  trafl&c. 

Peter  Freeland,  labourer  on  the  line,  having  remained 

too  long  at  work,  as  a  train  was  approadiing,  was 

run  over  by  it 
lliomas  FoT^,  .porter,,  run  over  while  incaotiaaaly 

crcleing  in  ^ont  of  an  approaching  engine. 
John  Copestick,  plate«laycr,  run  oirer  while  teaiH 

tiously  walking  on  the  line. 
Edward  Phillips,  servant  of  contractor,  attempting  to 
'  get  on -an  eiigine.in  motion,. feU,  aad  waa  ran  aver. 
Henry  Augur,  fireman  in  East  Lancashire  Railway 

Company's  service,  over-readied  himself  while  at* 

tempting  to  attadi  a  waggoa  to.  Ma  tender,  and, 

falling  off,  was  run  oviar. 
Charles    Haselden,  foreman   of   plate-layers;    head 

eame  in*  contaet  wi^  a  bridgo  as  he  waa  standing 

on  the  top  ef  a  canriage  in  i 


William  Farry,  passenger,  nm  over  %Uile  impradently 

crossing  the  line  at  a  station. 
—  Jones,- servant  of  contractor,  raa  over  while  walk<* 

ing  across  the  line  in  front  of  an  approaching  train. 


•  Evans,  stoker,  killed,  and  guard  and  engine-driver 
injured  by  the  bursting  of  the  beUcr  of  an  aagiae 
attached  to  a  goods  train. 
Arthur  Barham,  trespasser,  run  over. 


William  Towers,  trfipaswr,  mm  ofer ;  bad  been 
warned  off  the  provioua  dhqF« 

Hannah  Beaston,  attempting  to  croea  the  railway  at 
a  level  crosvng,  though  warned  not  to  do  so,  as  a 
train  was  approaching,  was  run  over,  and  died  on 
the  following  day. 

John  Qowman,  plate-layer,  attempting  to  get  upon  a 
train  of  waggons  In  motion,  fell,  and  was  run  over. 

Matthew  Robinson,  •  residing  close  to  the  railway,  tub 
4>ver  while  incautiously  crossing  the  line. 

Richard  Holmes,  engineman,  and  John  Holmes,  fire- 
man, killed  in^coneequenee  of  the  ti^in  running  off 
the  line. 

James  Griffiths,  engine-driver,  came  in  contact  with  a 
•bridge  while  he  was  incautiously  screwing  up  the 
feed-pipe  of  his  engine,  which  was  in  motion  at  the 
time. 
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Number  of 

lfMk» 

Persons 

tiPmtmmfHtm 

Nature  aiid  Cauie  of  Accident, 

Date 

rarriaJ  ihiTMv 

taken  from  the 
Keporta  made  to  the  Cemmigaionet*  «f  Itailwaya 

of 

KAMS  OF  KAILWAY. 

tk»  ■>»;«« 

Accident. 

Killed. 

lojured. 

MiiiigSOtUaNk 

by  the  Railway  Companies. 

1849. 

22  June 

Ubter 

*  • 

•  * 

243,182 

,  , 

Waterford  wid  Kilkeiniy  . 

» • 

•  • 

17,373 

20Jtn. 

Watcrford  and  lamerick  . 

I 

•  • 

4iS,0B3 

prudently  gat  out  on  the  footboard  of  the  carriage 
while  the  train  was  in  rapid  motion,  fell  off. 

ttctI  CtflVWml.       «       •      V 

•  • 

» •  • 

n,714 

•  •        «      .      •     .      • 

WhhtiKaTeii  Jtinetioii  • 

#  • 

•  • 

83,435 

Wilsontown,  Mornngaidtf) 

•  « 

•  • 

•          • 

No  passenger  traffic  during  the  half-year. 

and  Coltoess. 

[ 

.... 

Wilts,  Somerset,  and,  Wey- 

• • 

•  • 

•         • 

Traffic  included  in  Great  Western. 

mouth. 

•          , 

•  •          . . 

Windsor,  Staine8,and  South 

•  • 

•  • 

•          • 

Traffic  included  in  Lmhjui  aid  Soudi  Western. 

Wertcm. 

•  •                    .      »     . 

Wishaw  aftd  Cottnen  .     . 

« • 

•  • 

«         « 

Traffic  included  ip  Caledonian. 

3  Mar. 

York,  Newcastle,  and  Ber- 
wick. 

2 

•  k 

1,516,876 

Engine-driver  and  fireman  killed  in  consequence  of 
the  dowtt*expKaa  tsahi  wiwiing  off  the  rails  between 
Darlington  and  Ferry-hilL 

16  Jmc 

9itl9    •     «     •     •     • 

•^ 

M 

•         • 

Pilot-engine  ran  into  a  passenger  train,  whkh  was 

standing  at  the  Spiiii|Mi  station,  cansing  VB^wf 
to  14  passengers. 

14  Feb. 

York  and  North  Midland  . 

I 

•  • 

&n^9o 

Tvespassei,  of  week  iatsiiisit»  rts  oter. 

12  Mar. 

Ditto 

1 

•  • 

<•      % 

Robert  Snarr,  a  second  <tai  pttswugui,  attempting  to 
get  ffom  one  compartment  of  the  carriage  to  another, 
came  in  contact  wiA  a  ttbpaph  post,  and  was 
killed. 

15  JuOf 

Ditto 

1 

William  Thachiwy,  fbmmmK  Arotrn  firom  a  waggon 
while  shunting  train,  and  had  his  foot  crashed  by 

Total  for  Half^Year    . 

the  wheels  of  the  lender. 

96 

75 

•     •     •      . 

(HALF-YEAR  BlfDINQ  3tet  DECEMBEB,  1646.) 


Dm 

NABIE  OF  RAILWAY. 

ltaa%M«C 

Pewoua 

itomSw 

ofPuMDgen 

canMdtmog 

the  Hair-yeu 

endiiif  31^  Dec, 

184». 

Nbitnre  and  Caoae  of  Acdden^ 
taken  frwn  the 

of 

KIM. 

Ufmi. 

Siporti  made  to  the  Commissioners  of  Railways 
bj  the  Railway  Compaaiea. 

1M9. 

AbaiJaw 

m,i55 

62^*8^ 

188,511 
114,368 
209,756 

1,698 
181,579 

315,429 

•  • 

513,676 

•  • 

•  • 

•  • 

Sm  **  Taff  Vale." 

▲btidatft   ...     •     •     » 
Arbroath  and  Fodkr  •     • 

«» 

•  • 

•      .      *      • 
See  "  Ahetitei." 

Bodford     ..... 

S^  "  London  aiid  North  Wfstern." 

BeUaat  and  Ballynna .     «. 
Belfast  and  Coanty  Domu. 
BMcnlKad,      Luicashm, 

and  Cheshire  Junction. 
Bodmin  and  Wadebridge  . 
BokomBlaakbuni,Clitfae- 

roe»  and  West  Yorkshira. 
Bristol  and  Exeter. 

•• 

•  • 

•  • 

•• 

•  • 

•  •> 

•   •                                     .«..• 

16  Aug. 
28Aiig. 

29  Aug. 
8  Nov. 

Canterbury  and  Whitstable 
Caledonian 

Ditto 

Ditto    •     •     .     •     • 

1 
1 

•  • 

•  • 

1 

1 
1 

See  «« South  Eastern.*' 

Mitfthew  M'Morran,'breldcsthan,  incautiously  standmg 

on  his  van,  Vas  thrown  off  by  the  train  starting. 

« •                    .     .     •      •     • 

William  Graham,  goods  breaksman,  standing  on  top  of 
train,  coWlrary  to  f  egiflatiOns,'  came  in  contact  with 
abridge. 

George  Tiffin,  breaksman,  fell  while  uncoupling  wag^ 
gons,  and  train'  passed  over  his  arm. 

W.  Mitchell,  passenger,  stepping  from  a  train  before 
it  had  stopped,  feU,  and  broke  his  leg. 

John  McNeill,  passenger,  struck  by  a  train  aa  he  was 
imprudently  crossing  in  front  of  it,  at  the  Coatbridge 
station,  and  severely  injured.                   ^ 

§Dea 

Ditto    «     •     .     «     • 

•  • 
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of 
Acddent 


NAME  OF  RAILWAY. 


Ntmber  of 
Penoof 


KUIed. 


Injured, 


NmnlMr 

of  Pincogflii 

carried  dimiig 

the  Helf-jear 

endinrSletDee., 

1849. 


NaAme  and  Cause  of  Aecideiit, 

taken  Iroiii  the 

Keports  made  to  the  Commieiionari  of  Bailwajo 

by  the  Railway  Companies. 


1849. 
7  Dec. 

5  Not. 


9  Sept 


14  Sept. 

24  Nov. 
5  Aug. 

20  Nov. 


7  July 

12  Oct 

27  Nov. 

8  Dec 
16  Dec. 

28  Dec. 

13  Dec. 
3  July 

11  July 
11  July 

25  Aug. 
•25  Aug. 

2S(pt 

26  Nov. 


15  Oct 


Caledonian — eontinued     » 
Chester  and  Holyhead.     • 


Clarence 


Cockermouth  and  Working- 
ton. 

Colchester,  Stour  Valley, 
Sudbury,  and  Halatead. 

Cork  and  Bandon  •     •     . 

Drumpeller      •     •     •     • 


Dublin  and  Belfast  Junction 
Dublin  and  Drogbeda  •     • 

Dublin  and  Kingstown  •     • 

Dundalk  and  Enniskillen  • 
Dundee  and  Arbroath  •     . 


Dundee  and  Newtyle  .     • 
Dundee    and    Perth    and 

Aberdeen  Railway  June- 

tion. 


East  Anglian    . 
Eastern  Counties 


Ditto 
Ditto 
Ditto 
Ditto 
Ditto 


Eastern  Union.     •     ,     • 
East  Lancashire    •     •     • 


Ditto 

Ditto 

Ditto 
Ditto  • 

Ditto 

Ditto 


East  Lincolnshire  •     •     . 
East  and  West  Yorkshire 
Junction. 

Edinburgh  and  Bathgate  . 
Edinburgh  and  Glasgow    . 


Nil 
I 

1 


1 

Nil 


185,912 


13,494 


29,382 


22,234 

•     • 

49,539 
217,428 

1,323,043 

85,585 


831,401 


132,730 
1,767,353 


193,163 
861,091 


94,695 
26,178 

•4,514 
521,953 


Samuel  M'Hutcbeon,  mineral  breaksman,  jerked  off  m 

mineral  train  on  which  he  was  carelessly  riding. 
John  Thomas,  an  old  man,  very  deaf  and  nearly  blind, 

run  over  while   crossing  the  line  at  a  footpadi 

crossing. 
J*  M^MiUan,  pfssenger,  jumping  from  a  train  in 

motion,  fell,  and  the  wheels  passii^  over,  broke  his 

arm  and  otherwise  injured  him. 


&«•*  Eastern  Union.'' 

Ellen  Lynch,  trespasser,  run  over. 
Paaeengers  were  pot  conveyed  upon  this  line  during 
the  half-year. 

John  Ellison,  station-master,  run  over  while  incaa* 
tiously  crossing  in  front  of  an  approaching  train. 

Miss  James,  a  passenger ;  leg  fractured  while  attempting 
to  get  into  a  train  which  was  being  placed. 

&f  .**  Dundee  and  Perth  and  Aberdeen  Railway  June* 
tion." 
Ditto. 

John  Craig  killed,  and  Charles  Balfour  severely  in- 
jured ;  both  in  service  of  the  Company.  While 
attaclung  a  waggon  to  a  goods  train,  a  passenger 
train  came  up  and  threw  the  waggon  off  the  line, 
killing  Craig  and  injuring  Balfour. 

Tebbitt,  a  trespasser,  run  over  while  crossing  in  front 

of  an  approaching  train. 
Humphry  O'Leary,  signal-man,  run  over  while  crossing 

in  front  of  an  approaching  train. 
Crowe,  an  intended  passenger,  incautioudy  crossing 

the  line  at  a  station,  was  run  over  and  killed. 
Henry  Goby,  guard,  accidentally  fell  from  a  train  in 

motion. 
William  North,  guard,  attempting  to  get  upon  a  train 

in  motion,  fell,  and  was  run  over. 
J.  Harman,  engine-driver,  injured  on  the  knee,  in  con* 

sequence  of  his  engine  falling  over  when  passing  a 

culvert,  which  had  been  damaged  by  a  high  tide. 
Passenger  train  rail  into  a  ballast  truck  which  had  been 

improperly  left  on  the  line.  ■  Engine,  tender,  and 

br^  van  thrown  off  the  rails. 
James  Birch,  fireman,  killed,  and  Jcmathan  Cheesman, 

driver,  injured,  in  consequence  of  a  luggage  train 

running  into  some  waggons  which  had  broken  away 

from  another  luggage  train. 
John  Fielding,  servant  of  Company,  incautioudy  taking 

luggage  from  a  train  in  motion,  fell,  and  was  run 

over. 
Archer  Martin,  station-master,  and  acting  guard  at  the 

time,  while  standing  up  on  guard's  box,  came  in 

contact  with  a  bridge. 
J.  Quintaro,  trespasser,  run  over. 
F.  Duckworth,  bank-rider  at  Accrington,  fell  firom  the 

edge  of  a  waggon  and  -was  run  over. 

ling,  fireman,  supposed  to  have  been  run  over 

while  attempting  to  get  upon  a  train  in  motion. 
A  Lancashire  and  Yorkshire  train  of  coal-wi^ggons ' 

overtook  and  ran  into  an  East  Lancashire  passenger 

train  in  the  tunnel  near  the  Bootle  statk>n,  causing 

injury  to  six  passengers. 


John  Bucklem,  guard,  in  service  of  Scottish  Central 
Company,  came  in  contact  with  a  bridge  while  he 
was  imprudently  slanding-on  the  top  of  a  carriage 
adjusting  luggage. 
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DAte 

of 

Accident. 


NAME  OF  RAILWAY. 


Number  of 
Persons 


KiUed. 


Injured. 


Number 

of  Passeni^ers 

carried  durinj; 

the  Half-year 

ending  SlstDec, 

1819. 


Nature  aud  Cause  of  Accident, 
taken  from  the 
Reports  made  to  the  ComndssioDers  of  Raihrayt 
by  the  Railway  Compa  * 


1849. 
30  Oct 

13  No?. 


18  Oct. 

9  Not. 
11  July 


22  Sept. 
19  Oct 

10  Dec. 

14  Dec. 
27  Dec. 


23  Aug. 

iSept. 

3  Sept 
16  Oct 
28  Nov. 
28  Nov. 

7  July 

n  Nov. 

3  Dec. 


7  July 


Edinburgh  and  Glasgow — 
continued. 

EdinburghyPerth,  andDun- 
dee. 

Furneis 

General  Terminus  and  Glas- 
gow Harbour. 

Glasgow,    BarrKead,    and 
Neilston  Direct 

Gla^Wy    Dumfries^    and 
Carlisle. 

Glasgow,  Kilmarnocki  and 
Ar£t)Bsan. 

Glasgow,      Paisley,      and 
Greenock. 

Glasgow,  Paisley,  Kilmar- 
nock, and  Ayr. 

Ditto 

Glasgow  and  Paisley  Joint 
Railway.* 

Great  Northern      .     •     • 


Ditto 

Ditto 

Ditto 

Ditto 


Great  North  of  England  • 
Great  North  of  England, 

Clarence  apd   HarUepool 

Junction. 
Great  Southern  and  Western 


Ditto 
Ditto 

Ditto 
Ditto 
Ditto 


Great  Western  (including 
Wilts,  Somerset,  and  Wey- 
mouth)      

Ditto 


Ditto 


Hartlepool  Dock  &  Railway 
Hull  and  Selby      •     •     . 
Irish  South  Eastern     .     . 
Kendal  and  Windermere  . 
Kilmarnock  and  Troon      • 
Lancaster  aud  Carlisle 
Lancaster  and  Preston  Junc- 
tion. 
Lancashire  and  Yorkshire 


Nil 


13 


Nil 


758,360 

13,144 

•     . 

130,679 
54,721 

•  • 

443,686 
514,807 


223,165 


227,195 


1,220,507^^ 


19,354 
68,592 

223,164 


2,793,764 


James  Scringer,  pwter,  run  over  while  imprudently 
crossing  in  front  of  an  approaching  goods  train. 

W.  Mochrie,  tinsmith,  in  service  of  Company,  fell 
from  a  truck  in  motion,  and  was  slightly  injured. 

Passengers  were  not  conveyed  upon  this  line  during  the 
half-year. 


No  passengers  conveyed  during  the  half-year. 


Thomas  Irvin,  stoker,  fell  from  train,  and  was  run 

over. 

Trespasser,  run  over  at  night. 
The  tire  of  a  wheel  of  a  third-class  carriage  breaking, 

threw  the  following  second-class  carriage  off  the  line, 

causing  injury  to  its  occupants. 
Thomas  Neville,  plate-layer,  run  over  in  a  cutting 

while  incautiously  standing  on  the  line. 
Wright,  plate-layer,  killed,  and  Johnson  and  Marriott, 

also  plate-layers,  injured,  by  being  struck  by  a  train 

while  they  were  endeavouring  to  avoid  an  engine 

coming  from  the  opposite  direction. 
Collision  at  the  Boston  station,  between  a  passenger 

train  coming  from  Lincoln  and  a  goods  train  starting 

for  Lincoln. 
William  Jackson,  plate-layer,  nm  over  while  shuntingp 

waggons. 
Mr.  William  Davey,  clerk,  in  charge  of  Legboume 

station,  crushed  while  imprudenUy  attempting  to 

pass  between  a  goods  train  and  a  waggon  which 

about  being  atttiched  to  the  train. 
Sjee  *•  York,  Newcastle,  and  Berwick." 
Ditto. 


James  Saul,  labourer  on  the  line,  crushed  between  a 
.  lorry  and  a  gate. 

J.  Maher,  porter,  leg  crushed  by  wheel  while  coupling 
tender  to  the  engine. 

W.  Mark,  in  service  of  Company,  incautiotisly  de- 
scending from  an  engine  in  motion. 

Christopher  Hickey,  porter,  fell,. and  was  run  over, 
while  endeavouring  to  stop  a  waggon  in  motion. 

James  O'Connor,  porter,  fell  from  a  train  which  he 
was  loading. 

John  Crosbie,  labourer,  in  service  of  Irish  South 
Eastern  Bailway  Company,  run  over  while  incau- 
tiously crossing  the  line. 

Thomas  Kent,  policeman,  run  over  by  a  Bristol  and 
Birmingham  train  while  incautiously  crossing  the 
line. 

—  Watts,  an  old  man,  run  over  while  attempting 
to  cross  the  line  between  Wantage  and  Farringdon- 
road  stations. 

Joseph  Williams,  struck  by  a  mail  train  while  he  was 
incautiously  crossing  the  line  at  a  level  crossing. 

See  "  York,  Newcastle,  and  Berwick." 

See  "  Yo^k  and  North  Midland.**, 


See  "  Glasgow,  Paisley,  Kilmarnock,  and  Ayr." 

See  *'  Lapcaster  and  Carlisle." 

Thomas  Scott,  guard ;  supposed  to  have  come  in  con- 
tact wi^h  a  bridge  while  he  was  imprudently  stapding 
on  the  top  of  a  carriage. 


*  The  Glae^ow  and  Paisley  Joint  Riulway  it  the  property  of,  and  it  worked  by,  the  ^  Glatgoir,  Paisley  and  Greenock,**  and  the  <<  Glasgow,  P^itby, 
Kilmarnock  and  Ayr"  Railway  Company. 
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Date 

of 
Aoodent. 


1849. 
30  July 

28  July 


31  July 

4  Aug. 
9  Aug. 

18  Aug. 

19  Aug. 

20  Aug. 
2  Sept. 

6  Sept 


»Oct 

23  Oct. 

26  Oct. 
26  Oct. 

2  Not. 

SNoT. 


NAME  OP  RAILWAY. 


Lancashire  and  YoibhiTe 
— oofih'ntiAf. 

Ditto 


IHtto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 
Ditto 

Ditto 


19  Sept. 

Ditto 

90  Sept 

Ditto 

30  Sept. 

Ditto 

26  Sept. 

Ditto 

11  Oct. 

Ditto 

12  Oct 

Ditto 

14  Oct 

Ditto 

11  Oct. 

Ditto 

18  Oct. 

Ditto 

asoct 

Ditto 

£K€tO    «      •      •     •      « 


Ditto    .    •    •    «     • 


Ditto    •     « 
Ditto    ^     • 


Ditto 
Dhlo 


Number  of 
Persons 


Killed. 


1     I 
1 

Nil 


Injured. 


'  Nmroer 

•fPoMBgrn 

earned  during 

tbt  Half-year 

endiac  31ft  Dee., 

1849. 


Ni; 


Nature  and  Caote  of  Accident, 
taken  from  the 
Reports  made  to  the  Conmissionen  of  Railways 
by  the  Railway  Companies. 


Adam  Lord,  plate4ayer,  ran  over  while  impradently 

crossing  die  line. 
Alexander  Brinmng,  guard,  paisbg  from  one  carriage 

to  another  to  put  on  a  break,  fell,  and  received  some 

contusions  on  the  head. 
John  Dockerty,  coatractor't  labourer,  struck  by  an 

engine  while  he  was  incantiously  standing  on  the 

line. 
John  Stirrett,  labourer  in  service  of  Company,  jumping 

from  aballast*>vraggon  in  motion^  fell,  «nd  was  run 

over. 

«^  Waddingham,  a  pointsman,  in  service  of  East 

Lancashire  Company,  attempting  to  get  upon  a  train 

in  motion,  feU,  andwheds  passed  over  his  ankle. 
James  Yates,  ticket  collector,  in  service  of  East  Lan- 
cashire Company,  nm  over  while  incautiously  cross* 

ing  the  railway  at  the  Boode  station. 
An  excursion  train  running  into  a  passenger  train  at 

the  Rsohdale  station;  one  passenger  had  his  1^ 

broken,  another  his  spine  injured. 
Henry  Draycott,  porter,  attempting  to  get  out  of  a  train 

in  motion,  came  in  contact  widi  a  bridge. 
Henry  Park,  guard,  coming  in  contact  with  a  bridge 

while  he  was  imprudently  standing  on  the  top  of  a 

train  in  motion. 
William  Mort,  servant  of  Liverpool  Corporation;  arm 

crushed  between  buffers  of  waggons,  owing  to  his 

inattention  to  signals. 
Michael  Drury,  breaksman,  run  over  while  shuntmg 

waggons. 
H^  Whittaker,  passenger  in  charge  of  cattle,  while 

riding,  contrary  to  regulations,  on  the  top  of  a  cattle 

truck,  came  in  contact  with  a  bridge. 
Collision  between  a  special  train  from  Lythan  and  a 

train  of  empty  carriages  goii^  to  Lythan  (being  a 

sinde  line  or  rails) ;  no  person  injured. 
John  Kedfum,  workman  in  service  of  Company,  got  on 

line  from  some  cause  unknown,  and  was  run  over  by 

an  express  train. 
George  Mallinson,  luggage*guazd ;    arm  crushed  by 

crank  of  engine  white  he  was  sanding  the  rsib. 
James  Charlesworth,  stonemason  in  employ  of  con« 

tractor,  imprudently  standing  on  line,  was  run  over. 
C.  Laws,  engine-driver,  while  sanding  rails,  which  were 

slippery,  had  his  arm  bruised  by  the  connecting  rod 

of  the  engine. 
D«Biinr, engine-cleaner;  leg  fractunsd  by  an  engine^ 

mhkii  he  was  uncoupling,  passing  over  it. 
James  Woirthington*  servant  of  Company,  crushed  be- 
tween buffers  while  carelessly  couoling  waggons. 
M.  Howarth,  a  female  passenger  by  a  Loudon  and 

Northwestern  train,  knocked  down  by  a  goods  train 

while  impradently  crossing  the  line  at  the  Park  sta- 
tion; head  severely  iijuied. 
Joseph  Richardson^  passenger,  run  over,  and  killed. 

It  is  supposed  that  he  jumped  from  the  train  while 

it  was  in  motion,  as  the  train  had  passed  the  elation 

for  which  he  had  taken  his  ticket. 
Thomas  Garth,  a  carter,  crossing  with  a  horse  and  cart 

at  a  level  crossing,  waa  struck  Ijy  his  cart,  whkh 

had  come  in  contact  with  a  passing  engine;  cheat 

injured.  • 
James  Singleton,  coal-tsain  gwd,  accidentally  fisU  from 

a  train,  and  injured  Ida  Md. 
Philip  Blackmore,  pasMngKr  guasd,  while  leaning 

over,  oame  ia  conlaot  witn  a  mse-boz  at  a  siding  ; 

head  iajured.- 
William  Bibby,  fiveasan  in  employ  of  coal  merchants, 

whfle  shunting  his  engine,  was  knoAed  down,  and 

ii^jured  by  it. 
Four  passengers  iigured  in  consequence  of  Retrain  by 

wmch  they  were  travelling  runmng  into  a  goods  train 

at  the  Healon  Lodge  junction.  . 
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Number  of 

Number 

Persons 

of  PasseDgers 

Nature  and  Cause  of  Accident, 

Date 

NAME  OF  RAILWAY. 

carried  during 
the  Half-year 

taken  from  the 

of 

* 

Reports  made  to  the  Commissioners  of  Railways 

Accident. 

Killed. 

Injured. 

endioe31ttDec, 
1849. 

by  the  Railway  Companies. 

1849. 

12  Nov. 

Lancashire  and  Yorkshire 
— continued. 

. . 

•      . 

Thomas  Weaver,  passenger,  came  in  contact  with  a 
bridge  while  incautiously  leaning  out  of  a  carriage 
window,  pointing  his  gun  in  sport  at  some  person. 

16  Nov. 

Ditto 

r 

•• 

.      . 

John  LawtoD,  servant  at  Clarence  Hotel,  Wigan,  run 
over  while  crossing  the  line.     (Trespasser.) 

21  Nov. 

Ditto 

James  Tisaher,  fireman;  head  injured  while  working 
about  waggons. 

27  Nov. 

Ditto    ..... 

» . 

•      . 

Thomas  Sharpies,  porter,  run  over  while  incautiously 
crossing  the  line. 

8  Dec. 

Ditto    .     .     .     .     . 

. . 

• 

James  Holt,  night  porter,  accidentally  crushed  between 
buffers  of  two  trucks. 

13  Dec- 

Ditto    ..... 

. . 

•      • 

Philip  Baker,  trespasser,  run  over. 

13  Dec. 

Ditto 

• 

Patrick  Cullens,  breaksman,  severely  crushed  between 
buflers  while  shunting  waggons. 

Leeds  and  Bradford  '  .     . 

« . 

• . 

•      • 

^'^^'^  Midland." 

1  Aug. 

Leeds  and  Thirsk  ,     .     . 

•  • 

127,540 

William  Longfellow,  an  old  man  of  85,  crossing  the 
line  at  a  crossing,  was  run  over  by  a  passenger 
train. 

20  Sept 

Ditto 

• . 

•          . 

James  Clarke,  stoker,  struck  by  a  piece  of  iron  piping, 
thrown  from  a  passenger  train,  which  came  in  colli- 
sion with  a  goods  train  near  the  Horsforth  station. 

Liskeard  and  Caradon 

.  • 

•  * 

.  .       • 

Passengers  were  not  conveyed  upon  this  line  during  the 
half-year. 

Liverpool,     Croshyy    and 

.  • 

•r. 

68,021 

Southport. 

Llanelly  Railway  and  Dock 

. . 

.  • 

2,946 

Llynvi  Valley  .... 

Passengers  were  not  conveyed  upon  this  line  during  the 
half-year. 

3  July 

London  and  Blackwall 

♦ 

. . 

• . 

1,200,414 

Passengers  slightly  bruised,  in  consequence  of  a  train 
runnmg  into  the  Blackwall  station  at  too  great  a 
speed. 

21  July 

Ditto 

.  • 

.          • 

John  Lakey,  labourer,  run  over  while  trespassing  on 
the  rails. 

7  Nov. 

Ditto    ..... 

16 

An  up-train  standing  at  Stepney  station,  waiting  for 
the  Bow  train,  was  run  into  by  an  up  goods  train 

XV 

•          •• 

from  Poplar,  causing  severe  injuries  to  five  pas- 

sengers, and  slight  injuries  to  eleven  other  pas- 

ftPnorPTS 

London  and  Greenwich     . 

. » 

1,126,287 

ocuj^Cio. 

8  July 

London,     Brighton,     and 
South  Coast. 

1 

1,525,891 

Mrs.  Haggett,  a  passenger,  imprudently  crossing  at 
the  Norwood  station,  although  cautioned  that  a  train 
was  approaching,  was  run  over  and  killed. 

12  Aug. 

Ditto     ..... 

1 

•            a 

James  Mills,  fireman,  attempting  to  get  upon  an 
engine,  fell,  and  was  run  over. 

13  Aug. 

Ditto 

1 

.            . 

John  Cowley,  breaksman,  fell  while  shunting  waggons, 
and  was  run  over. 

6  Oct. 

Ditto 

1 

•            * 

William  Oliver,  passenger,  having  alighted  at  the 
Groring  station,  walked  to  the  inchne  at  the  end  of 
the  platform,  where  he  fell,  and  was  run  over  by 

some  of  the  carriages. 

Londonderry    and    Ennis- 

. . 

•  • 

53,252 

killen. 

6  Aug. 

London  and  North  Western 

.  • 

5 

3,387,743 

Collision  near  Warrington,  between  a  pigssenger  train 
and  a  goods  train,  causing  injury  to  five  passengers. 

Ditto 

• . 

1 

.          • 

A  passenger  slightly  injured  in  the  eye,  in  consequence 
of  the  up  mail  train  from  Liverpool  running  into  a 
siding,  thepoinU  of  which  had  been  left  open  by  the 
neglect  of  the  pointsman,  and  coming  in  contact 
with  some  empty  cattle-waggons. 

14  Nov. 

Ditto     .     .  '  .     .     . 

3 

Passengers  slightly  injured  in  consequence  of  the  train 
running  into  some  empty  waggons,  which  had  broken 

loose  from  a  cattle-train  on  the  Whiston  incline. 

15  Nov. 

London  and  Souths  Western 
(including     Windsor, 
Staines,  and  South  Wes- 
tern), Richmond  to  Wind- 

1 

. . 

1,384,421 

D.  Macarthur,  passenger,  attempting  to  get  into  a  train 
in  motion,  fell  between  carriages  and  the  platform  at 
the  Clapham-common  station. 

19  Nov. 

sor. 
Ditto     ..... 

1 

. . 

.          . 

A  eentleman  of  unsound  mind  laid  himself  down  on 
die  rails  as  an  engine  was  approaching,  and  was  run 

Lowestoft     Railway     and 

• . 

. . 

•      *   • 

over. 
See  «  Eartern  Counties." 

Harbour. 

2S 
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Date 

of 

Accident. 


NAME  OF  RAILWAY. 


I  Namber  of 
Penons 


Killed. 


Injured, 


Number 

ofPasiengen 

carried  during 

the  Half-year 

ending  31tt  Dec.» 

1849. 


Nature  and  Canse  of  Accident, 
taken  from  the 
Reports  made  to  the  CommitMonert  ef  Railwaya 
by  the  Railway  Companiee.  * 


1849. 
19  Nov. 


7  July 
9  July 

11  July 

3  Sept. 

12  Sept. 

19  Sept. 

22  Sept. 

1  Oct. 
5  Oct. 

13  Oct. 

15  Oct. 
30  Oct. 

5  Nov. 


Manchester,  Buxton,  Mat- 
look,  and  Midlands  Junc- 
tion. 

Manchester,  Sheffield,  and 
Lincolnshire. 
Ditto 


58,757 


1,131,343 


Nov. 

Ditto 

17  Nov. 

Ditto 

28  Nov. 

Ditto 

19  Dec. 

Ditto 

23  Dec. 


13  Aug. 
]8  Aug. 
22  Aug. 

24  Aug. 

16  Nov. 


Ditto 

Ditto 
Ditto; 

Ditto 

Ditto 

Ditto 
Ditto 

Ditto 

Ditto 
Ditto 

Ditto 


NU 

*  * 

Manchester  and  Southport 
Manchester,  South  Junction 
and  Altrincham. 

Maryport  and  Carlisle. 

Middlesboro*  and  Redcar  . 

Midland  (including  Leeds 
and  Bradford) 

Ditto 


Ditto 


Ditto 


Ditto 


24  Nov.  Ditto 


26  Nov. 


Ditto 


1 

1 

Nil 
1 


1 
3 


350,221 


75,800 


2,658,903 


Joseph  Tilloston,  luggage  guard,  knee  crushed  between 
buffers^  while  shunting  waggons. 

John  Arrowsmith,  trespasser,  crushed  between  buffers 
while  passing  between  waggons. 

John  Caylor,  servant  of  contractor,  M  while  endea- 
vouring to  avoid  an  engine  in  a  tunnel,  and  had  his 
ankle  crushed  by  the  wheels. 

J.  Wolstenholme,  servant  of  Company,  crushed  be- 
tween buffers  while  moving  waggons  in  a  shed. 

W.  Harrop,  guard,  while  walking,  contrary  to  orders, 
along  foot-boards  of  carriages  in  motion,  came  in 
contact  with  a  temporary  stage. 

E.  Spence,  engine-driver,  injured  between  buffers 
while  incautiously  moving  trucks. 

D.Williamson,  goods  porter,  severely  injured  while 
moving  waggons. 

Wheel-tire  of  a  passenger  carriage  breaking. 

E.  Hobson,  servant  of  Company,  fell,  and  was  run 
over  while  attempting  to  get  upon  an  engine  in 
motion.     Right  knee  and  left  foot  fractured. 

John  Gould,  cattle-drover,  getting  off  before  the  train 
had  stopped,  had  both  legs  badly  crushed  by  one  of 
the  waggons. 

John  Allen,  plate-layer,  run  over  while  imprudently 
passing  between  waggons  which  were  being  shunted. 

Joseph  Birtlett,  guard  of  goods  train,  fell  from  wag- 
gons on  which  he  was  carelessly  lying,  and  was 
severely  injured. 

Thomas  Owen,  engine-driver,  Charles  Caunt,  and 
Thomas  Crosskill,  servants  of  Company,  injured 
in  consequence  of  a  collision  between  a  goods  train 
and  a  ballast  train,  caused  by  Thomas  Owen  neg- 
lecting signals. 

James  Jackson,  guard,  run  over  while  attempting  to 
take  a  box  from  a  train  in  motion. 

John  Hancock,  passenger,  run  over  while  incautiously 
crossing  at  the  station. 

George  Lees,  passenger,  attempting  to  get  out  of  a 
train  in  motion,  fell,  and  was  run  over. 

W.  O'Brien  and  James  Kennedy,  contractor's  brick- 
layers, run  over  by  a  Great  Northern  passenger 
train,  while  (as  is  supposed)  they  were  about  getting 
on  a  coal  train. 

Set  "  Lancashire  and  Yorkshire." 

Abraham  Gabbitt,  stoker,  while  oiling  his  engine  in 
motion,  fell  back  on  the  road,  and  dangerously  in- 
jured. 

This  wcu  the  number  of  passengers  conveyed  during 
the  corresponding  half 'year  in  1848. 

See  *'  Stockton  and  Darlington." 

Crick,  carpenter,  run  over  while  incautiously 

standing  on  the  railway. 
Joseph  Burton,  plate-layer,  run  over  while  incautiously 

crossing  the  railway. 
Thomas    Harrison,   servant  of   Company,   standing 

against  a  set  of  points  when  a  'train  was  passing, 

was  struck  by  the  lever  of  the  points,  and  thrown 

under  the  carriages. 
Passenger  train  running  into  a  mineral  train  at  the  IjcI- 

cester  and  Swannington  Junction,  owing  to  signal  not 

being  lighted  up.     Man  in  mineral  tram  injured  by 

jumping  out. 
Passenger  train  running  into  a  goods  train  standing  at 

the  Keighley  station,  causing  slight  injuries  to  two 

passengers. 
Henry  Kirke,  servant  of  Eastern  Counties  Railway 

Company,  crushed  between  buffers  while  assisting 

to  load  a  cattle-train. 
William  Pillsworth,  acting  as  extra  guard,  accidentally 

fell  from  his  breaJc,  and  was  run  over. 


Digitized  by 


Google 


APPENDIX  to  REPORT  ^<4e  COMMISSIONERS  0/ RAILWAYS. 


301 


Number  of 

Number 

. 

Persons 

of  PsstengtTS 

Nature  and  Cause  of  Accident, 

Date 

NAMS  OF  RAILWAY. 

carried  during 
the  Half-ysar 

taken  from  the 

of 

Accident. 

KiUed. 

Injured. 

BiidtBg31itDec.» 
1849. 

by  the  Railway  Companiei . 

1849. 
30  Nov. 

Midland  (indnding  Leeds 
and  Bradford) — cotUinued, 

a  • 

1 

•      . 

Passenger  train  rau  into  a  guard's  break-van  at  a  sta- 
tion ;  one  passenger  slightly  cut  over  the  eye. 

1  Dec 

Ditto 

1 

•  • 

•      • 

John  Jones,  nin  over  while  trespassing  on  the  line  at 
night. 

6  Dec 

Ditto 

Nil 

NU 

•      . 

Portion  of  a  mail  train  thrown  off  the  line,  in  conse- 
quence of  damage  caused  to  the  railway  by  the 
overflow  of  the  River  Trent. 

17  Dec 

Ditto 

1 

•  . 

.      • 

Fawcett,  daughter  of  a  plate-layer,  run  over  while 

walking  along  the  line,  after  having  taken  dinner  to 
her  father. 

21  Dec. 

Ditto 

1 

•  • 

•      . 

James  Wheatley,  a  stranger,  crossing  the  yard  at  the 
Nottingham  goods  station,  with  a  bag  of  potatoes  on 
his  back,  was  run  over  and  killed  by  an  engine. 

21  Dec. 

Ditto 

1 

.      • 

W.  Bakewell,  engine-deaner,  incautiously  standing  sm 
the  Une,  was  knodced  down  by  an  engine,  and  h'ad 

his  hand  cut  off. 

22D«c 

Dkto     •     •     •     . 

1 

•      • 

C.  Pears,  goods  porter,  fell  while  moving  waggons,  and 
had  his  leg  broken  by  the  wheels. 

31  Dec. 

Ditto     .     •     •     •     • 

1 

• 

— —  Wells,  breaksman,  moving  along  a  train  in  mo- 
tion, came  in  contact  with  a  bridge,  and  was  cut  on 

the  head. 

31  Dec. 

Ditto 

1 

.  a 

•      • 

Daniel  Nobbs,  fireman,  incautiously  standing  between 
the  two  lines,  was  struck  by  an  engine  and  thrown 
under  a  train  of  waggons,  which  were  passing  on  the 

other  line  of  rails. 

Midland     Great    Weatetn 

•  . 

•  • 

114,146 

(Iiekad). 

Mold 

17,391 
81,055 

Monkland  •     •     •     •      • 

•  >« 

•  . 

• 

Monmouthshire  Railway  an4 

.  • 

•  • 

•     • 

Passengers  were  not  conveyed  on  this  line  during  the 

Canal. 

half-year. 

Newcastle  and  Carlisle 

«  • 

•  . 

279,415 

Newmarket      .      •      ..      « 

14,688 
65,173 

Newry,  Warrenpoint,  and 

«  . 

Rostrevor. 

Norfolk 

5fl«,873 

See  *^  Eastern  Counties." 

60et 

NorthBrWsh:.     .     .     . 

Nil 

m 

Collision  between  a  special  passenger  train  and  a  goods 

train,  owing  to  delay  of  a  porter  in  making  the  pro- 

per signal. 

Northern  and  Eastern 

,  , 

•  . 

.          . 

See  «  Eastern  Counties.'* 

7  Sept 

North  Staffordshire      .     . 

1 

•  • 

443»362 

Samuel  Tunnicliffe,  gatekeeper,  ^un  over  while  incau- 
tiously crossing  the  line. 

12  Oct. 

Ditto 

1 

•  • 

•          • 

George  Foden,  pcarter,  crushed  between  buffers  while 
shunting  waggons. 

28  Nov. 

Ditto 

1 

* . 

•          • 

John  Morris,  plate-layer,  run  over  while  incautiously 
walking  on  the  line. 

27  July 

North  Union    .     . 

.  . 

1 

• 

Mr.  Smith,  a  passenger  by  special  train  (only  one  car- 
riage attached  to  the  en|;ine),  had  his  arm  slightly 

(Bmengertalleincladedin  «*LuMm- 
Ain  and  Torluhire,"  and  *•  London 

aadHorth  Wartam"  BeCoiiiii.) 

bruised,  it  is  supposed,  m  consequence  of  the  engine 
jumping  off  the  rails,  the  speed  being  very  great  at 
the  time. 

17  Oct. 

Ditto     ..... 

1 

William  Woods,  trespasser,  injured  by  coal-waggons 
.while  crossing  the  Ime. 

North  Western       .      .      • 

57,863 
20,594 

A^  \0m  VAA        *  *     ^m^W%0m  AA                        9                    •                    « 

Preston  and  Lon|ridg€     • 
Reading,    Guildford,    and 

•  • 

See  «  South  Eastern." 

Reigate. 

.  ■ 

•  • 

.          • 

Harbour. 

1 

half-year. 

Scottish  CeMtral    •     .     . 

•  -« 

3 

207,792 

P^8senger,  with  a  child  in  bia  arms,  fell  from  the 
ledge  of  a  bridge  at  the  Auchterarder  station,  having 

- 

got  upon  it  from  the  train,  mistaking  it  for  the  plat- 
fonn. 

Scottish  MidlUnd  Jmctioa 

•  i. 

.  • 

95,942 

Sheffield,          Rotherham,) 

Bamsky,  Wakefield,  Hud*} 
dersfield,  and  Goole.         J 

•  . 

.  • 

•          . 

No  passengers  conveyed  during  the  past  year. 

Shrewabiury  and  Birmidg- 
hana. 
Shrowrirary  and  Cheater  . 

.  » 

•  • 

62,709 

•  . 

• . 

174,665 

7Aug- 

Siropshiio  Union  Boibioj 

1 

♦  • 

74,107 

Isaac  Nicholson,  guard,  fell  from  roof  of  a  carriage,  on 

aodCaaaL 

which  he  was  riding,  contrary  to  orders. 

South  Devon    «     •     .     » 

250,657 

•^^^^«*VU    ^k^^0  9^0mm            ^                W               w              W 

2S2 
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Number  of 

Namber 

Persons 

of  Passengers 

Nature  and  Cause  of  Accident, 

Date 

NAME  OF  RAILWAY. 

carried  during 
the  Half-year 

taken  from  the 

of 

Reports  made  to  the  Gummissioners  of  Railways 

Accident. 

Kilkd 

Injured. 

ending  3  Ut  Dec, 
1849. 

by  the  Railway  Companies. 

1849. 
21  July 

South  Eaatera  .... 

1 

• . 

1,678,451 

John  Broome,  porter,  run  over  while  iucautioiuly 
standing  on  the  line. 

14  Aug. 

Ditto 

1 

•     • 

Michael  Barrow,  contractor's  servant,  run  over  while 
incautiously  walking  on  the  line. 

19  Aug. 

Ditto    .     .     .     .     . 

1 

•  • 

.     • 

Anna  Murphy,  passenger,  incautiously  walking  too 
close  to  the  edge  of  the  platform  at  the  Woolwich 

station  while  the  train  was  in  motion,  fell,  or  was 

dragrged  ofFhy  one  of  the  carriages,  and  was  run  over. 
John  Powell,  servant  of  Telegraph  Company,  nm  over 

11  Sept. 

Ditto 

1 

.  • 

•     • 

while  incautiously  lying  on  the  line. 

13  Sept. 

Ditto 

1 

.  • 

•      • 

Daniel  Munn,  porter  run  over  while  incautiously 
crossing  the  line. 

10  Oct 

Ditto 

1 

•  • 

•      • 

Joseph  Street,  servant  of  Company,  fell,  and  was  run 
over  while  shunting  waggons. 

24  Nov. 

Ditto 

• . 

.      • 

Sir  Norton  Knatchhull,  passenger,  stepping  from  a 
train  before  it  had  stopped,  fell,  and  broke  his  arm. 

20  Sept 

South  Staffordshire.     •      . 

I 

•  • 

83,121 

Charles  Mayall,  gatekeeper,  run  over  while  incau- 
tiously running  across  the  line. 

29  Nov. 

Ditto     .     •     •     •     • 

John  Bichardson,  extra  guard,  in  attempting  to  get 
upon  an  engine  in  motion,  fell,  and  had  his  foot 

crushed  by  wheels. 

St.  Helen's  Canal  and  Rail- 

.  • 

•  • 

75,645 

way. 
South  Yorkshire,  Doncas- 

.  • 

.  • 

9,754* 

ter'and  Goole. 

27  July 

Stockton  and   Darlington- 
(including     Middlesboro* 

•  • 

198,685 

John  Robinson,  fireman,  while  applying  break,  fell, 
and  had  his  arm  fractured  by  wheels  passing  over  it. 

30  Aug. 

and  Redcar,  Wear  Valley, 
Bishop     Auckland      and 
Weardale). 

.  • 

•          • 

George  Smith,  trespasser,  fell  in  attempting  to  get 
upon  a  train  in  motion,  and  waggon- wheels  frac- 
tured his  arm. 

15  Oct 

•     * 

1 

•  • 

•          • 

Thomas  Murphy,  coke-burner  at  colliery  adjoining 
railway,  run  over  while  attempting  to  cross  the  line. 
(Trespasser.) 

Stockton  and  Hartlepool    . 

• . 

« « 

41,238 

12  Sept 

Taff  Vale  (including  Aber- 
dare). 

1 

•• 

115,886 

D.  Jenkins,  breaksman  of  mineral  train,  fell  while  un- 
coupling waggons,  and  Was  run  over. 

Taw    Vale    RaUway    and 

• « 

•  • 

• 

No  passengers  conveyed. 

Dock. 

Ulster 

280,049 
16,134 

Waterford  and  Kilkenny  . 

•  • 

•  • 

Waterford  and  Limerick   . 

•  • 

•  • 

42,341 

Wear  Vallev     .... 

., 

See  «  Stockton  and  Darlington." 

West  Cornwall      .     .     . 

. . 

30,471 

West  London  .... 

, . 

92,490 

See  "  London  and  North  Western.** 

Whitehaven  Junction  .     . 

■'^■^^'^^              ^*^^r*«^*^^«*     ^mm^-^^     A^^^AW**       WW    m^«#««^*  *4« 

13  Oct 

Whitehaven   and    Fumess 
Junction. 

i 

86,625 

Engine  ran  off  the  line,  and  entering  a  house,  killed  a 
child,  Jane  Pennington,  and  injured  another  child 
of  the  same  name. 

Wilsontown,   Momingside, 

•  • 

.  • 

•          • 

No  passengers  carried  during  this  half-year. 

and  Coltnesa. 

Wilts,  Somerset,  and  Wey- 

• • 

•  • 

•          • 

-S'^^"  Great  Western." 

mouth. 

Windsor,  Staines,  and  South 

*  • 

•  • 

•          • 

See  **  London  and  South  Western.** 

Western    (Richmond    to 

Windsor). 

8  Dec. 

York  and  North  Midland . 

I 

.  • 

702,875 

J(din  Season,  run  over  while  trespassing  on  rails  in  a 

24  Dec. 

Ditto 

1 

•  • 

•          • 

goods  yard* 
Robert  Skelton,  a  pauper,  threw  himself  across  the  rails 
in  front  of  an  approaching  mail  train,  and  was  run 
over.    (Verdict,  "  Temporary  insanity.'*) 

2  July 

York,  Newcastle,  and  Ber- 
wick. 

• « 

1,613,123 

J.  Todd,  trespasser,  knocked  down  by  a  train  while  he 
was  walking  along  the  line. 

30  July 

Ditto     .     •     •     •     • 

•  • 

•          • 

Nicholas  Elliott,  fireman,  attempting  to  get  on  a  tender 
in  motion,  fell,  and  had  his  foot  crushed  by  the 
wheels. 

1  Aug. 

Ditto 

1 

•  • 

•          • 

Elizabeth  Wilson,  trespasser,  run  over.^ 

1  Aug. 

Ditto     .     .     .     .     • 

1 

•  • 

•          • 

Margaret  Garrett,  six  years  old,  trespassing  unperceived 
among  waggons,  was  knocked  down  and  run  over. 

7  Aug. 

Ditto 

Heslop,  fishwoman,  a  passenger,  attempting  to 

get  upon  a  train  in  motion,  was  crushed  between  the 

% 

carriages  and  the  platform. 
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Date 

NAME  OF  RAILWAY. 

Number  of 
Persons 

Number 

of  Passengers 

carried  durinip 

the  Half-year 

ending  Slst  Dec.. 

1849. 

Nature  and  Cause  of  Accident, 
taken  from  the 

of 
Accident 

KiUed. 

Injured. 

Reports  made  to  the  Commissioners  of  Railways 
by  the  Railway  Companies. 

1849. 
13  Aug. 

13  Aug. 

20  Aug. 

25  Aug. 
25  Aug. 

3  Sept 

4  Sept 

5  Sept 

6  Sept 

23  Sept 
6  Oct 

13  Oct 
10  Dec. 

21  Dec. 

24  Dec. 

York,  Newcastle,  and  Ber- 
wick— continued. 
Ditto     •     •           •     • 

1 

•  • 

1 

•  • 

1 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

1 

9 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

•  • 

Elizabeth  Coulthard,  a  girl  five  years  old,  run  over 
while  trespassinaf. 

Elizabeth  Robson,  trespasser,  struck  by  an  engine ;  arm 
bruised  and  head  cut 

Robert  Greggs,  jpassenger,  attempting  to  get  into  a  train 
in  motion,  fell,  and  was  run  over. 

John  M*Connell,  run  over  while  trespassing. 

Thomas  German,  child,  son  of  a  coal-porter,  struck  by 
a  coal-train  while  trespassing. 

Robert  Richardson,  trespasser,  attempting  to  get  upon 
a  train  in  motion,  fell,  and  was  run  over. 

Thomas  Lamb,  trespasser,  run  over. 

M.  Thompson,  goods-guard,  thrown  from  his  train  in 
consequence  of  its  coming  in  violent  contact  with  a 
truck  which  was  about  being  attached  to  the  train. 

Thomas  Davison,  assistant  plate-layer,  struck  by  a 
train  while  he  was  incautiously  standing  on  the  line. 

Alexander  Binney,  trespasser,  nm  over. 

J.  Lonsdale,  trespasser,  run  over. 

Thomas  Hausty,  trespasser,  run  over. 

Robert  Billsborrow,  plate-layer,  run  over  while  incau- 
tiously stepping  between  an  engine  and  some  wag- 
gons which  were  attached  to  the  engine  by  a  long 
chain. 

Thomas  MuUins,  trespasser,  run  over. 

Thomas  Forster,  plate-layer,  leg  broken  by  wire  rope 
at  the  Seaton  engine. 

W.  Smith,  trespasser,  run  over. 

Ditto 

Ditto 

Ditto    •     •     •     •     • 

1 

1 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

1 

1 
1 

1 

1 
1 
1 

1 

1 

26  Dec. 

Ditto 

Total  for  Half-year  . 

1 

106 

112 

Comparative  Statement,  showing  the  Number  and  Description  of  Persons  Killed  and 
Injured  on  all  the  Railways  open  for  TraflSc  in  the  United  Kingdom  during  the  Years 
1848  and  1849,  together  with  the  Number  of  Passengers  convey^,  and  the  Length  of 
Railway  open  during  the  same  Periods. 


DESCRIPTION  OF  PERSONS. 


Passengers  killed  and  injured  from  causes  beyond  their  own  control    • 

Passengers  killed  and  injured  owing  to  their  own  misconduct  or  want 

of  caution •         •         . 

Total  passengers  killed  and  injured 

Servants  of  companies  or  of  contractors  killed  and  injured  from  causes 

beyond  their  own  control 

Servants  of  companies  or  of  contractors  killed  and  injured  owing  to 

their  own  misconduct  or  want  of  caution    •         •         •         .         . 
Trespassers  and  other  persons,  neither  passengers  nor  servants,  killed 

and  injured  by  improperly  crossing  or  standing  on  the  railway 
One  person  run  over  and  killed  at  a  crossing  through  misconduct  of 

an  engine-driver  .••..•... 
A  child  killed,  and  another  injured,  in  consequence  of  an  engine  getting 

off  the  rails  and  running  into  an  adjoining  house 
Suicide.         • •         •'        • 

Total 


Year  ending 
Slst  Dec,  18l8. 


KiUed.    Injured 


9 
12 


21 

13 

125 

41 

I 

i 


202 


128 
7 


135 

32 
42 
10 


219 


Year  ending 
3l8t  Dec,  1849. 


Killed.    Injured. 


5 

18 


23 

14 
113 

48 


1 
3 


84 
12 


96 

12 
67 
11 


202 


187 


Year  ending 
I  3lBt  Dec,  1848. 


Number  of  passengers  conveyed  during  the  same  periods  • 


57,960,784 


Year  ending 
31st  Dec,  1849. 

63,841,539 


Office  of  Commimomrs  of  Railways,  Whitehall. 


Duncan  MacGregor,  Registrar. 
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COMFAJIATITB   STATEMENT  of  the  TRAFFIC  OH  «11  the  RAILWAYS  in  the 

Length 
open  on 

30tb  Juoe 
in 

eitth  Year. 

NUMBER  OF  PASSENGERS. 

IstClatK 

2nd'Claw. 

3rd  Clats* 

Par- 

Uamentanr 

ClaM. 

Mixed. 

Total 

1 
latClaat.      i 

Year  ending — 
30th  June,  1845  . 

Milee. 
2,341 

5,474,163 

14,3i5,825 

18,135,820 

•  • 

855,445 

33,791,253 

£.      t.  i. 
1,516,805    0    • 

1840  . 

2,765 

6,160,354 

16,931,066 

14,559,515 

3,946,922 

2,193,126 

43,790,983 

l,fiil,897  19  1(% 

1847  . 

3,603 

6,572,714 

18,699,288 

15,865,311 

6,985,493 

3,229,857 

51,352,163 

1,675,759    6    9 1 

1848  . 

4,478 

7,190,779 

21,600,509 

15,241,529 

13,092,489 

749,764 

57,965,070 

1,792,533    3    8^ 

1849  . 

5,447 

7,078,690 

23,392,450 

14,378,377 

15,432,457 

116,185 

60,398,159 

1,889,645  17    6j| 

1 

Statement  showing  the  Number  and  Description  of  Persons  Employed  on  all 

on  the  IstofMay  1848, 


On  the  1st  May  1848. 


Sectetariet 

and 
Manager!. 


l^atorert. 


Engineers. 


Superinr 
tendeoti. 


Store- 
keepera. 


Acooontant* 

and 
Cashien. 


Inepecton 

and 

Time- 

keepen. 


Station 
Mastera. 


Draogfati-| 


Total  Nnmber  of  Peraons   empl 
upon  Railways  open  for 
1st  May  1848.     .     .     . 


Total  Number  of  Persona  employed 
upon  Railways  notopen  for  txaffieen 
1st  May  1848 

Total  Number  of  Persons  employed  on] 
all  Railways  (open  and  unopen)  on] 
the  1st  May  U^-^ 


'} 


in 


195 


29 


21 


95 


405 


343 


1,897 


125 


243 


118 


233 


119 


306 


50 


590 


2,240 


368 


351 


119 


106 


306 


412     I 


On  the  30th  June  1849. ; 


Total  Number  of  Persona  employed  | 
upon  Railways  open  for  traffic  on  the  > 
30th  June  1849 J 

Total  Number  of  Persons  employed] 
upon  Railways  not  open  for  traffic  en  > 
the  30th  June  1849 J 

Total  Number  and  description  of  Per-^ 
son%  employed  on  all  Railways  (open  I 
and  unopen),  authorised  to  be  used  i 
for  the  Gonf  eyance  of  pasaengert      •  j 


156 

32 

107 

314 

120 

138 

490 

1,300 

103 

142 

7 

269 

419 

182 

144 

821 

•  • 

153 

298 

39 

376 

738 

302 

282 

1,311 

1,300 

256 

»48. 

Total  length  of  Railway  open  on  Isl  VLnf  1848;,  and  Penons  employed  thereon 

Total  length  of  Railway  in  course  of  comtrodion  on  .1st  May  1848,  and  Persons! 
employed  thereon       •        .         •        •        •        •        •        ••        •        •/ 


Trtal. 


4,252        44} 
2,958         4^ 


Seal 


■l>l«Te4. 


52,686 

188,177 


240,865 


Office  of  Commiisianers  of  Railway  $,  Whitehall. 
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No.  82. 

United  Kingdom,  for  the  Five  Years  ending  30th  June,  1845-6-7-8-9. 


RECEIPTS  FROM  PASSENGERS. 

Receipts  from 

Goods,  Cattle, 

Parcds,  Mails,  &c 

Total 
Receipts. 

2iid  Class. 

3rd  Class. 

Parliamentaiy 
Class. 

Mixed. 

Total  £rom 
Passengers. 

£.       «.   d. 
1,598,115    0    0 

£.       f.    d. 
051,903    0    0 

£.       s.   d. 

•    • 

£.      «.   d. 
209,518    0    0 

£.         9.    d. 
3,976,341    0    0 

£.         M.    d. 

2,233,373    0    0 

£.        t.    d. 
6,209,714    0    0 

1,937,946  19  11 

738,474    4  11 

293,732    7    0 

93,164    0    0 

4,725,215  11    8i 

2,840,353  16    6f 

7,565,569    8    2| 

2,048,080    6  11^ 

737,452    5    4 

539,976  16  11 

146,733    9    1 

5,148,002    5    Oi 

3,362,883  19    6i 

1    8,510,886    4    7J 

2,352,152  11    5f 

661,038    7    5) 

902,851     1    8} 

11,807    4  10 

5,720,382    9    1] 

4,213,169  14    5i 

9,933,552    3    7J 

2,502,687  15  11^ 

651,365  18  10 

1,059,785  10    7} 

2,590    4    8 

6,106,975    7    71 

5,094,925  18  11 

11,200,901     6    6f 

the  Railways  in  the  United  Kingdom,  whether  Open  or  in  course  of  Construction, 
and  on  the  30th  June  1849. 


On  the  1st  May  1848.                                                                            | 

Cktks. 

Foremen. 

Engine 
Drifers. 

Assistant 

Engine 

Drifers 

and 

Firemen. 

Gaards 

and 

Breaksmeo. 

Switchmen. 

Gate- 
keepers. 

Policemen 

and 
Watchmen. 

Porters 

and 

Messenger*. 

PUte- 
layers. 

Artificers. 

Labourers. 

Miscel- 
laneous 
Employ- 
ment. 

Total. 

] 

4,360 

887 

1,011 
685 

1,752 

•  • 

1,809 

1,496 

•  • 

1,058 
•  • 

401 
•  • 

2,475 
71 

7,559 
10 

4,391 
256 

10,814 
29,087 

14,438 
153,620 

197 
142 

52,688 
188,177 

-■  - 

5,247 

1,696 

1,752 

1,809 

1,496 

1,058 

401 

2,546 

7,569 

4,647 

39,901 

168,058 

339 

240,865 

On  the  30th  June  1849. 

4,021 
421 

709 
1,421 

1,839 

•  • 

1,871 

•  • 

1,631 

1,540 

•  • 

1,361 

•  • 

1,508 
481 

8,238 
118 

5,508 
■  • 

10»809 
16,144 

14,029 
83,052 

144 
42 

55,968 
103,816 

4,442 

2,130 

1,839 

1,871 

1,631 

1,540 

1,361 

1,989 

8,356 

5,508 

26,953 

97,081 

186. 

159,784 

t 

1849. 

Total  length  of  Railway  open  on  SOth  June  1849,  and  Persons  employed  thereon     • 

Total  length  of  Railway  in  coarse  of  construction  on  SOth  Jane.  1849,  and  Persons 
employed  thereon       ••• ••.. 

MOai.        Chains. 
5,447        10} 

1,504        20J 

Penont  Employed. 

55,968 

103,816 

1 

rotal . 

•        • 

•  •            •  • 

159,784 

Duncan  MacGregor,  Registrar. 
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RAILWAY    TOLLS. 


REPORT  in  compliance  with  an  Order  of  the  Honourable  'I'he  House  of  Commons^ 

dated  19  February  1850;  — 

*'  That  the  Commissioners  of  Railways  be  directed  to  report  their  Opinion 
to  this  House,  in  accordance  with  the  Provisions  of  the  Act  9  &  10  Vict.  c.  105, 
on  any  Railway  Bills,  which  have  been  introduced  during  the  present  Session, 
in  which  it  is  proposed  to  raise  or  alter  the  Rates  and  Tolls  authorized  to  be  taken 
under  existing  Acts  of  Parliament." 


THE  following  Bills  appear  to  the  Commissioners  of  Railways  to  be  comprised 
under  this  Order : — 

1.  Aberdeen  Railway  (Amendment  of  Acts,  Increase  of  Capital,  Alterations 
of  Station  and  of  Line  and  Levels  of  other  Works,  Alteration  of  Line  and  Levels 
of  Part  of  the  Great  North  of  Scotland  Railway,  Repeal  of  Act  amalgamating 
the  Aberdeen  and  Great  North  of  Scotland  Railway  Companies,  and  other 
Purposes). 

2.  South  Yorkshire,  Doncasterand  Goole  Railway  (Amendment  of  Acts, 
Deviation  at  Doncaster ;  Alteration  of  Tolls ;  Power  to  borrow  on  Companies'  Tolls, 
and  on  those  of  the  River  Dun  and  Deame  and  Dove  Canal). 

3.  South  Yorkshire,  Doncaster  andGoole  Railway  (Amendment  of  Act8,v 
Deviation  to  Worsborough  and  Bamsley  and  at  Wombwell,  Kxtensioa  of  Elsecar 
Branch  to  Tankersley,  and  Alteration  of  Tolls). 

4.  South  Wales  Railway  (No.  2.)  (Repeal  and  Alteration  of  Powers  as  to 
Forest  of  Dean  Railway  and  Works,  and  as  to  Tolls  thereon,  &c. ;  Construction  of 
New  Railway  in  the  Forest  of  Dean ;  Deviation  of  Line ;  crossing  of  Public  Roads ; 
Arrangements  with  Vale  of  Neath  Railway  Company  as  to  Use  of  Station,  &c. ; 
Powers  to  secure  Advantages  on  the  Re-issue  of  forfeited  and  on  un-issued  Shares; 
Purchase  of  Land  for  Wharves  in  Chepstow ;  and  Amendment  of  Acts). 

5.  Lancashire  and  Yorkshire  Railway  (Alteration  of,  and  further  Powers 
for  levying  Tolls,  Regulations  as  to  Poor  and  other  Rates,  and  Amendment  of 

Acts). 

6.  Liverpool,  Corsby  and  Southport  Railway  (Deviations,  Enlargement  of 
Station,  Extension  of  Time  for  Purchase  of  Lands  and  Completion  of  Works, 
Reduction  of  Tolls  payable  in  respect  of  the  Use  of  Part  of  the  Lancashire  and 
Yorkshire  Railway  (late  the  Liverpool  and  Bury  Railwaj),  and  Amendment  of 

Acts). 

7.  Great  Northern  Railway  Deviations  (Amendment  of  Acts,  Alteration 
of  Tolls,  and  of  East  Lincolnshire  Railway  Tollsj. 


On  receiving  the  Order,  the  Commissioners  of  Railways  directed  communica- 
tions to  be  made,  requesting  statements  to  be  forwarded  to  them  on  behalf  of  the 
Promoters  of  these  Bills,  of  the  grounds  on  which  it  was  proposed  to  alter  the  tolls 
authorized  by  existing  Acts  of  Parliament,  accompanied  by  an  account  of  the 
manner  in  which  the  capital  authorized  to  be  raised  by  the  Company  has  been 
expended ;  an  account  of  the  traffic,  and  of  the  receipts  therefrom,  during  each  of 
the  last  six  months ;  an  account  of  the  expenses  of  working  that  traffic,  together 
with  a  statement  of  any  rent- charges  or  preferential  payments  secured  upon  the 
profits  of  the  Company  ;  and  a  complete  list  of  the  charges  exacted  by  the  Com- 
pany for  the  difierent  classes  of  passengers  and  goods  between  different  places,  &c. 
The  Commissioners  also  informed  those  parties  whom  they  understood  .to  be 
opposed  to  the  proposed  alteration  of  tolls,  that  they  were  ready  to  receive  and 
consider  any  statements  on  ihe  subject  which  they  might  wish  to  offer. 
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Sufficient  time  having  now  elapsed  since  these  communications  were  sent  to 
admit  of  the  preparation  of  statements,  by  any  parties  desirous  to  have  their 
objections  considered,  and  having  carefully  considered  those  which  have  been  laid 
before  them,  the  Commissioners  of  Railways  deem  it  right  to  make  their  report 
without  any  forther  delay. 


1.  ABERDEEN  RAILWAY  (Amendment  of  Acts,  Increase  of  Capital, 
Alterations  of  Station  and  of  Line  and  Levels  of  other  Works,  Alteration 
of  Line  and  Levels  of  Part  of  the  Great  North  of  Scotland  Railway, 
Repeal  of  Act  amalgamating  the  Aberdeen  and  Great  North  of  Scotland 
Railway  Companies,  and  other  Purposes). 

Thirteen  days  after  receiving  the  Order  of  the  House,  the  Commissioners  were 
informed  by  the  Promoters  of  this  fiill,  that  the  toll  clauses  would  be  withdrawn, 
to  avoid  the  delay  which  their  retention  would  cause  to  the  progress  of  the  Bill. 
Under  these  circumstances,  the  Commissioners  ceased  to  consider  it  as  one  of  the 
Bills  referred  to  them. 


2.  SOUTH  YORKSHIRE,    DON  CASTER  AND    GOOLE    RAILWAY 

(Amendment  of  Acts;  Deviation  at  Doncaster;  Alteration  of  ToUs; 
Power  to  borrow  on  Companies'  Tolls,  and  on  those  of  the  River  Dun  and 
Deame  and  Dove  Canal). 


3.  SOUTH  YORKSHIRE,  DONCASTER  AND  GOOLE  RAILWAY 
(Amendment  of  Acts,  Deviation  to  Worsborough  and  Bamsley  and  at 
Wombwell,  Extension  of  Elsecar  Branch  to  Tankersley,  and  Alteration 
of  Tolls). 

By  clauses  introduced  into  each  of  these  Bills,  the  South  Yorkshire,  Doncaster 
and  Goole  Railway  Company  seek  power  to  raise  their  tolls,  which  are  at  present 
limited  by  their  Act  of  Incorporation,  passed  in  1847,  and  are  shown  in  the 
following  table,  which  also  gives  the  rates  as  now  proposed  to  be  altered : — 

South  Yorkshire,  Doncaster  and  GtooLE  Railway,  10  k  11  Vict  c.29l. 


Under  bxistimo  Act: 

Dung,  campostf  and  all  sorts  of  manure,  lime  and 
limestone,  and  salt,  and  all  undressed  materials^ 
for  the  repair  of  public  roads  or  highways,  or 
stones  for  builaing,  pitching  and  pavings  and 
for  all  coal,  coke,  culm,  cnarcoal  and  cinders, 
clay,  sand,  iron  stone  and  iron  ore,  per  ton  per 
mile     -.------- 

By  THE  Bill: 

Lisne,  limestone,  and  salt,  coal,  day,  sand,  iron- 
stone and  iron  ore,  per  ton  per  mde 

Dnng,  compost,  and  all  sorts  of  manure,  and  all 
undressed  materials       .        .        -        -        • 

For  the  repair  of  public  roads,  slack,  cannel,  coke, 
culm,  cnarcoal  and  cinders,  per  ton  per  mile  ^ 

Stones  for  building,  pitching  and  paving,  per  ton , 
per  mile       ------ 


ToUforthe 
Um  of  die  Line. 


\d. 


}    »■ 


\d. 
IncreqM  100  p*  ct 

Id. 
Jbicrease  100  j>'  ct 

l\d. 
Increase  too  p^tt 


Toll  and  Chaigct  lor 

ConTcxaiiee, 

tadnding  Dte  of  lane. 

Power,  &c 


!<;. 


\d. 

\\d. 
Increase  iS  p'  ct. 

id. 
Decrease  SiS  p*  et. 

lid. 
Increase  7S  p'  et. 


Undbr 
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Undbr  existing  Act  : 

BrickSy  tiles,  slates,  pig  iron,  bar  iron,  rod  iron, 
hoop  iron,  sheet  iron,  and  all  other  similar  de- 
scriptions of  wrouaht  iron,  and  iron  castings, 
not  manufactured  into  utensils  or  other  articles 
'  of  merchandize,  per  ton  per  mUe    -        -        - 

Bt  THB  Bill,  the  whole  of  the  above   -        •        - 


UVDEB  BXIfiTINO  ACT  : 

Sugar,  grain,  com,  flour,  hides,  dyewoods,  earth- 
enware, timber,  staves  and  deals,  metals,  except 
iron,  nails,  anvils,  vices  and  chains,  all  cotton 
*  and  other  wools,  drugs,  manufactured  goods,  and 
ail  other  wares,  merchandize,  articles,  matters 
or  things,  per  ton  per  mile     .... 

By  thb  Bill  : 

Sugar,  grain,  corn»  flour,  hides,  dyewoods,  earth- 
enware, timber,  staves  and  deals,  metals,  except 
iron,  nails,  anvils,  vices  and  chains,  per  ton  per 
mile    .--..... 

Cotton  and  other  wools,  drugs,  manufactured 
goods,  and  all  other  wares,  merchandize,  arti* 
cles,  matters  or  things,  per  ton  per  mile  - 


Undbb  existing  Act  : 
Fish  and  poultry,  per  ton  per  mile 


By  the  Bill 


Under  existing  Act  : 

For  every  carriage,  of  whatever  description,  not 
being  a  carriage  adapted  and  used  for  travelling 
on  a  Railway,  and  not  weighing  more  than  one 
ton,  carried  or  conveyed  on  a  truck  or  platform, 
per  mile       ...---- 


By  the  Bill,  the  above 


Undbr  bxisting  Act  : 

And  for  every  additional  quarter  of  a  ton,  orfrac- 
tianalpart  of  a  quarter  of  a  ton,  which  any  such 
carriage  may  weigh,  per  mile  ... 


By  the  Bill 


Toll  for  the 
UmoT  the  Line. 


{ 


Id. 


lid. 
Increase  50  p*  ct. 


2d. 


2d. 


Zd. 
'  Increase  50  p'  ct. 


{ 


id. 


Ad. 
Decrease  20  p*  Gt. 


\d. 


f  Ad. 

\Increase  300  p'  ct 


Ton  and  dutrgef  for 

CooTmnee, 

indndJDg  Un  of  line. 

Power,  Sec. 


lid. 


lid. 

Increase  16i  p'  ct. 


3d. 


3d. 


3d. 


6d. 


Ad. 
\Decrease  33  p*  ct. 


Id. 


Ad. 
Decrease  43  p'  ct. 
[     5rf.ifUtoa. 
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Passengbrs  : 
Under  existing  Act: 

Fvr  every  person  conveyed  in  a  carriage  upon 
the  Railway  J  per  mile        -        -        .        . 

UtCUm 

2d  Class 

3d  Class 

Bt  the  Bill  : 

For  every  passeuger  conveyed  in  or  by  any  ex- 
press train,  or  in  a  first-class  carriage  by  any 
other  train,  per  mile  -        -        -        -        - 

For  every  passenger  conveyed  in  a  second-class 
carriage  by  any  such  other  train,  per  mile    - 

For  every  passenger  conveyed  in  a  third-class 
carriage  by  any  such  other  train,  per  mile   - 


Under  existing  Act  : 
For  every  Aorse,  per  mile 

By  the  Bill 


Toll  for  the 
tJw  of  the  Line. 


} 


2e2. 


Toll  and  Charges  for 

CoiiTeyafice« 

including  Use  of  Line, 

Power,  &c 


} 


2d. 


Under  existing  Act  : 

For  every  mule  or  other  beast  of  draught  or  burden, 
and  for  every  ox^  cow,  bull  or  neat  cattle,  con- 
veyed in  or  upon  any  carriage,  per  mile  - 

By  the  Bill: 

Mule  or  other  beast  of  draught  or  burden,  per 
mile    -------- 

Ox,  cow,  bull  or  neat  cattle,  per  mile 


IJrf. 
Decrease  25  p'  ct. 

1  Id. 

fJDecretue  50  p*  ct. 


Sd. 

2d. 
Decrease  50  p'  ct. 


Id. 


r  2d. 

[Increase  100  p*  ct, 

r  lid. 

^Increase  50  p'  ct. 


•»•§! 

l«-l  s 

2d. 

l\d. 

Id. 


3d. 
Increase 
50  p'  ct. 

2d. 
Increase 
25p'ct. 


Under  existing  Act: 

For  every  calf,  pie^  sheep,  lamb,  or  other  small 
ammaiy  conveyea  in  or  upon  any  carriage,  per 
mile    -------- 

Bt  the  Bill  : 
For  every  calf  or  pig,  per  mile  -        -        -        - 

For  every  sheep,  or  other  small  animal,  per  mile 


Under  existing  Act: 


For  the  carriage  of  any  one  boiler,  cylinder,  or 
single  piece  (^machinery,  or  single  piece  of  tim- 
ber or  stone,  or  other  single  article,  the  weight 
of  which,  including  the  carriage,  shall  exceed 
four  tons,  but  shall  not  exceed  six  tons,  per  ton 
per  mile       ------- 

Exceeding  eight  tons,  such  sum  as  the  Company 
may  think  fit. 


By  the  Bill: 

For  the  same,  exceeding  four,  and  not  exceeding 
eight  tons,  per  ton  per  mile   -        -        -        - 


} 


id. 


id. 

Increate  100  p'  ct. 
■■  id. 

Increase  100  p*  Ct. 


6d. 


f  Sd. 

\  Increase  25  p'  ct. 


lid. 
Increase  25  p*  ct. 


4d. 

6.rf. 
Increase  25  p*  ct. 


Id. 


bd. 
Increase  400p'ct. 

1  2d. 

}  Increase  100  p*  ct. 


id. 


I  Id. 

\  Increase  300  p'  ct. 
[  id. 

Increase  200  p'  ct. 


ed. 


Under 
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Under  existing  Act: 

For  articles  or  persons  conveyed  on  the  Railways 
for  a  less  distance  than  six  miles,  the  Company 
may  demand  tolls  and  charges  as  for  six  miles. 

This  Clause  is  not  affected  by  the  Bill. 


Under  existing  Act: 

For  a  fraction  of  a  mile,  the  Company  may  de- 
mand tolls  in  proportion  to  the  number  of  quar- 
ters of  a  mile  contained  therein ;  and  if  there 
be  a  fraction  of  a  quarter  of  a  mile,  such  frac- 
tion shall  be  deemed  a  quarter  of  a  mile. 

In  addition  to  this  the  Bill  provides,  "  and  in  re- 
spect of  passengers,  for  every  fraction  of  a  mile, 
the  Company  may  charge  as  for  a  mile." 


The  following  Clauses  are  not  provided  in  the 
existing  Acts : — 

By  the  Bill: 

The  Company  shall  be  at  liberty  to  fix  a  mini- 
mum charge  of  Ten  shillings  to  be  taken  for 
each  Carriage,  and  of  Five  shillings  for  every 
Horse  ponveyed  upon  their  Railways,  not- 
withstanding the  charge  for  the  distance  for 
which  such  carriage  or  horses  respectively 
may  be  conveyed,  according  to  the  rates 
aforesaid,  may  not  amount  to  those  sums. 

By  the  Bill: 

Where  a  waggon  for  the  carriage  of  cattle  or 
sheep  shall  be  conveyed  by  the  Company  for 
one  party,  the  charge  for  any  such  waggon 
capable  of  containing  six  oxen  or  twenty- 
five  sheep  shall  net  exceed  per  mile    - 

By  the  Bill: 

The  Company  are  authorized  to  charge  for  the 
use  of  any  hoist  or  bridge  or  other  important 
Work. 


Toll  for  the 
Use  of  the  Line. 


Toll  end  Charges  for 
ConTeyance, 

including  um  of  Line, 
Power,  &c. 


9d. 


The  grounds  on  which  the  South  Yorkshire  Railway  Company  found  their 
application  to  the  Legislature  are,  '*  the  generally  acknowledged  facts,  that  the 
calculation  of  Railway  profits  adopted  at  the  time  of  the  passing  of  their  Act 
were  erroneous,"  and  that  the  Manchester,  Sheffield  and  Lincolnshire  Railway 
Company,  who  are  the  proprietors  of  lines  adjoining  those  of  the  South  Yorkshire 
Railway  Company,  were  allowed  by  au  Act  of  last  Session  to  increase  their  tolls 
to  the  scale  proposed  in  this  Bill. 

With  the  exception  of  about  five  miles  employed  for  coal  traffic,  the  only  part 
of  the  lines,  which  this  Company  has  been  authorized  to  construct,  at  present  open 
for  traffic,  is  the  Railway  between  Swinton  and  Doncaster,  about  eight  miles  in 
length.  This  line  has  only  been  opened  about  five  months,  during  which  period 
it  has  been  worked  by  the  Midland  Railway  Company,  who  state  that  they  have 
entered  into  an  arrangement  with  the  South  Yorkshire,  Doncaster  and  Goole  Rail- 
way Company  for  working  it  for  a  period  of  seven  years,  upon  the  basis  of  a  per- 
centage division  of  the  receipts,  calculated  upon  the  maximum  charges  allowed 
by  the  existing  Acts ;  the  Midland  Company  receiving  only  25  per  cent.,  whilst 
the  South  Yorkshure  Company  receive  the  remaining  75  per  cent. 
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The  Midland  Company  object  to  the  proposed  alteration,  and  urge  that  the 
South  Yorkshire  Railway  Company,  as  the  owners  of  the  whole  of  the  navigation 
between  Sheffield  and  the  port  of  Goole,  have  a  greater  interest  in  securing  the 
traffic  of  Sheffield  ft>r  that  route  than  for  the  Railway. 

Considering  that  the  South  Yorkshire  Railway  Company  can  hardly  be  said  to 
have  tried  the  sufficiency  of  the  scale  of  charges  on  which  they  accepted  their 
Act  of  Incorporation ;  considering  also  that  they  are  the  proprietors  of  a  great 
extent  of  navigation  necessarily  competing  with  the  Railway  routes  of  the  district, 
and  that  as  a  Railway  Company  they  do  not  possess  any  important  main  line  of 
communication,  but  only  portions  of  Railway,  forming  communications  between 
other  lines,: — ^the  Commissioners  are  of  opinion  that  no  sufficient  reason  has 
been  shown  for  the  alterations  of  tolls  proposed  by  the  Bill,  and  that  it  might  be 
prejudicial  to  the  interests  of  the  public  to  allow  this  Company  to  increase  their 
Railway  charges. 

4.  SOUTH  WALES  RAILWAY  (No.  2.)  (Repeal  and  Alteration  of  Powers 
as  to  Forest  of  Dean  Railway  and  Works  and  as  to  Tolls  thereon,  &c. ; 
Construction  of  new  Railway  in  the  Forest  of  Dean ;  Deviation  of  Line  ; 
crossing  of  Public  Roads ;  Arrangements  with  Vale  of  Neath  Railway 
Company  as  to  Use  of  Station,  &c. ;  Powers  to  secure  Advantages  on  the 
Re-issue  of  forfeited  and  on  un-issued  Shares ;  Purchase  of  Land  for 
Wharves  in  Chepstow,  and  Amendment  of  Acts.) 

The  South  Wales  Railway  Company  obtained  an  Act  in  1847,  by  which,  among 
the  various  powers  given  to  the  Company,  they  were  authorized  to  rent  or  purchase 
the  Forest  of  Dean  Railway,  to  alter  and  improve  that  line,  constructing  certain 
Railways  in  lieu  of  certain  portions  thereof,  and  adopting  a  gauge  of  seven  feet,  to 
admit  of  their  being  worked  continuously  with  the  South  Wales  Railway.  This 
Act  limited  the  charges  for  the  conveyance  of  goods  by  the  South  Wales  or  Forest 
of  Dean  Companies  upon  the  Forest  of  Dean  Railway  and  its  Branches,  or  upon 
the  Railways  authorized  to  be  constructed  in  lieu  of  portions  thereof,  induing 
the  use  of  certain  wharves  at  Bullo  Pill,  the  shipping  place  of  the  district  (but 
excepting  a  reasonable  charge  for  loading  and  unloading),  to  2  id.  per  ton  per  mile  ; 
and  it  also  provided  that  any  Company  in  whom  the  Forest  of  Dean  Railway  and 
Branches,  or  the  lines  to  be  constructed,  shall  be  vested,  shall  find  locomotive 
power  when  required,  as  soon  as  a  sufficient  load  shall  be  in  readiness  for  con- 
veyance upon  the  Railways. 

It  is  to  be  observed  that  this  Act  does  not  limit  the  charges  for  the  use  of  the 
line,  nor  for  a  partial  performance  of  the  conveyance  of  goods,  as  by  the  provision 
of  locomotive  power  only  ;  and  the  tolls  authorized  by  the  Act  of  1820,  relating 
to  the  Forest  of  Dean  Railway,  and  which  the  South  Wales  Railway  Company 
are  empowered  to  levy  after  completing  the  purchase  of  the  line,  are  very  ex- 
orbitant. 

By  the  present  Bill  it  is  proposed  to  authorize  a  charge  for  the  conveyance  of 
goods  on  the  lines  above  mentioned,  or  those  which  it  is  now  proposed  to  substi- 
tute for  them,  of  3fl?.  per  ton  per  mile,  being  one  halfpenny  more  than  the  maxi- 
mum authorijsed  by  the  Act  of  1847,  and  also  to  sanction  a  limited  charge  for  the 
use  of  the  wharves  at  Bullo  Pill,  for  which  no  charge  can  at  present  be  exacted  ; 
to  permit  increased  charges  for  short  distances,  varying  under  certain  circumstances 
described  in  the  clause,  and  jointly  for  fractions  of  a  quarter  of  a  mile,  and  for 
fractions  of  a  hundred-weight. 

Under  the  proposed  provision  of  the  Bill,  the  Company  in  whom  these  lines 
might  be  vested  could  not  be  compelled  to  find  locomotive  power  when  required ; 
but  when  it  is  applied,  the  charge  to  be  made  for  such  power  is  limited,  and  also 
the  charge  for  waggons  or  trucks,  and  for  the  use  of  the  line  when  the  Company 
are  not  the  carriers. 

The  alterations  to  be  effected  by  the  Toll  Clauses  in  the  Bill  have  been  objected 
to  in  a  Petition  to  the  House  of  Commons  by  the, Gloucester  and  Dean  Forest 
Railway  Company ;  and  objections  have  also  been  urged  against  them  in  a  Memorial 
forwarded  to  the  Commiss?oners  by  the  proprietors  of  certain  collieries  in  the 
Forest  of  Dean.  It  appears,  however,  by  statements  received  from  the  Promoters 
of  the  Bill,  and  from  the  Gloucester  and  Dean  Forest  Railway  Company,  and  also 
from  the  Memorial  above  mentioned,  that  negotiations  have  been  entered  into  by 
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the  parties  interested,  and  that  a  meeting  having  been  held  on  the  15th  February, 
the  following  articles  were  agreed  to  : — 

That  the  Section  34  of  the  Act  of  1847  be  inserted  in  the  present  Bill,  with 
the  alteration  of  3d.  per  ton  per  mile  as  the  maximum,  instead  of  2^^. 

That  the  Section  35  of  the  same  Act  be  inserted  in  the  present  Bill,  with  the 
addition  of  the  words  "  and  trucks''  after  the  word  "  power". 

That  the  Wharfage  Clause  22  of  the  present  Bill  stand,  with  the  alteration 
that  the  2d.  per  ton  for  two  months  shall  be  altered  to  three  months;  and 
after  three  months  the  addition  of  all/,  per  ton  per  month  for  coal,  &c. 
remaining  on  the  wharfs. 

That  the  maximum  charge,  including  tolls,  power,  and  trucks,  and  wharfage, 
shall  not  exceed  3d.  per  ton  per  mile  in  the  distance  carried,  subject  to 
the  Five-mile  Clause. 

Nothing  of  the  above  applying  to  the  coal,  &c.  carried  within  the  Forest. 
The  South  Wales  Company  not  to  be  bound  to  find  locomotive  power 
and  trucks  for  intermediate  traflSc  not  conveyed  within  two  miles  of  Bullo 
Pill,  within  the  Forest ;  and  upon  such  traffic  the  charges  for  toUs  shall 
be  2d.  per  ton ;  power,  if  and  when  provided,  1  d. ;  trucks,  if  and  when 
provided,  ^d. ;  maximum,  3rf. ;  minimum,  one  mile. 

That  the  conversion  of  the  Bullo  Pill  Line  shaU  be  completed  before  the 
31st  day  of  December  1852. 

Clauses  to  be  inserted  to  keep  the  tramway  ixx  good  working  repair  until  the 
'  opening  of  the  new  Railway. 

That  the  freighters  at  present  pay  1  8  rf.  per  ton  per  mile,  machine  weight  of 
2,400  lbs.  of  coal,  upon  all  coal,  &c.,  from  the  1st  January  1849  to  the 
31st  December  1852,  including  all  charges  for  wharfage,  and  all  other 
charges  one  penny  per  mile,  part  thereof,  to  be  paid  as  in  past  times,  and 
the  five-eighths  to  be  deposited  in  the  hands  of  Messrs.  Gljm,  in  the  names 
of  parties  to  be  agreed  upon,  upon  trust  to  be  paid  over  to  the  South 
Wales  Company,  if  the  line  be  completed  the  31st  December  1852,  and 
if  not  then  complete,  to  be  paid  back  to  the  parties  depositing. 

The  money  already  paid  to  the  Forest  of  Dean  Railway  Company  to  be 
reckoned  in  part  of  the  1  d.  per  ton  agreed  to  be  paid. 

That  all  proper  costs  of  the  parties  of  this  arrangement  to  carry  the  same  into 
effect,  be  paid  by  the  South  Wales  Railway  Company. 

Additional  Memoranda: — 
That  if  the  aforegoing  agreement  be  carried  into  effect,  the  freighters  pay 
to  the  Forest  of  Dean  Railway  Company  the  toll  agreed  of  1  g  rf.,  as  before- 
mentioned,  from  1  January  1849  to  27  July  last,  less  payments  already 
made,  notwithstanding  anything  to  the  contrary  hereinbefore  contained. 

It  appears  to  the  Commissioners,  that  if  the  Bill  be  so  altered  as  to  secure  the 
<>b8ervance  of  these  articles,  no  objections  would  exist  to  the  proposed  alterations 
of  tolls. 


5.  LANCASHIRE  AND  YORKSHIRE  RAILWAY  (Alteration  of,  and 
fiirther  Powers  for  levying  Tolls,  Regulations  as  to  Poor  and  other  Rates, 
and  Amendment  of  Acts). 

The  Lancashire  and  Yorkshh-e  Railway  Company,  originally  incorporated  by  an 
Act  passed  in  1836  as  the  Manchester  and  Leeds  Railway  Company,  in  that  Act 
obtained  powers  to  charge  tolls  at  the  following  rates : — 

Pafisenger  Traffic : 

*Fir8t  Class  ,  1 

Second  Class  I   .        .        -^        -        -    per  mile,  3i  <i. 

Third  Class  J 

Goods  Traffic,  per  ton  per  mile : 

Coal,  coke,  cannel,  culm  and  cinders  -        ^        2Jrf. 

Manure,  lime,  limestone,  road  materials,  charcoal,  stones 
for  buildings,  bricks,  tiles,  slate,  clay,  sand,  iron-stone 
and  iron  ore  -        -        -        -        -•        3rf. 


1.-  For  toll  and 
power  only ;  an 
unlimited  charge 
for  carriages. 
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Goods  Traffic,  per  ton  per  mile — continued. 


Iron,  not  damageable        -         -         -         -        -         2|d. 

Iron,  damageable,  sheet,  hoop  and  other  similar  descrip- 
tions of  wrought  iron     -        -         -         -         -         2jrf. 


Sugar,  hides,  dye-woods,  Manchester  packs,  earthenware, 
timber,  staves,  deals,  metals,  hardware  in  packages  or 
cases,  nails,  anvils,  vices  and  chains        -        -        2  J  c2. 

Corn  and  other  grain,  malt  and  flour  -        -        2id. 

Cotton  and  other  wools  and  manufactured  goods  Sd, 

Fish,  feathers,  canes,  cochineal,  furniture,  hats,  shoes,  toys, 
and  all  other  articles,  matters  and  things  -         Sd. 


-  -  For  toll  only ; 
the  charge  for  lo- 
comotives and  car- 
riages unlimited. 


These  tolls,  which  did  not  include  charges  for  carriages  (except  in  the  case  of 
passengers),  and  for  many  articles  of  merchandize  imposed  no  limit  to  the  charge 
for  power  and  carriages,  were  extended  to  various  branches,  by  subsequent  Acts, 
with  some  modifications  (in  the  case  of  one  branch  the  Company  were  empowered 
to  levy  tolls  double  of  those  upon  the  main  line),  until,  in  1846,  the  Company, 
then  seeking  powers  to  construct  additional  branches  and  lines,  as  an  inducement 
to  Parliament  to  grant  their  schemes,  in  preference  to  other  opposition  schemes, 
at  that  time  also  under  the  consideration  of  the  House,  accepted  an  amended 
tariff,  set  forth  in  "  The  West  Riding  Union  Railways  Act,  1846,"  which,  accord- 
ing  to  that  Act,  was  to  be  applicable  to  the  Manchester  and  Leeds  Railway  Com- 
pany, upon  its  amalgamation  with  the  West  Riding  Union  Railway  Company. 
This  latter  Company  was  by  the  same  Act  declared  to  be  incorporated  with  the 
Manchester  and  Leeds  Railway  Company  from  and  after  the  expiration  of  three 
months  after  the  passing  of  the  Act,  which  received  the  Royal  Assent  on  the  18th 
of  August  1846.  This  reduced  tariff,  therefore,  came  into  full  operation  before 
the  year  1847,  being  the  same  as  that  which  was  enforced  in  the  case  of  the 
amalgamation  of  the  London  and  Birmingham,  Grand  Junction,  and  Liverpool  and 
Manchester  Railway  Companies,  and  now  in  operation  on  those  lines. 

The  following  is  an  abstract  of  the  maximum  charges  as  then  established,  and 
of  the  additions  sought  by  the  present  Bill : — 


Passenger  conveyed  by  express  train 
First-class  passenger  by  any  other  train    - 
Second-cJass  passenger  by  any  other  train 
Third-class  passenger  by  any  other  tniin 

Horse  or  beast  uf  burden         ... 
Cattle 

Calves  and  pigs      -        .        -        -         - 
Sheep  and  small  animals         ... 


each 
per  head 
per  head 

each 


Every  carriage  not  weighing  more  than  one  ton, — and 
For  every  additional  quarter  of  a  ton        - 


TOLLS 
for  the  Use  of  the  Railway. 


By  ezistiiig 
Tariff, 


Per  mile. 
1 

i 


For  all  dung,  compost,  manure,  lime,  limestonft,  undressed 

>r  build- 

^9   clay, 

per  ton 


materials  for  repair  of  roads,  charcoal,  stone  for  build-  [ 
ings,  pitching  and  pavihg,  bricks,  tiles,  slates,   clay, 
sand,  iron-stone  and  iron  ore        ...      per  ton  j 


For  pig  and  bar  iron 


per  ton 


By  Tariff 

proposed  by 

BilL 


d. 

H 


H 
H 


MAXntfUM  CHARGES. 


By  existing  Tarifil 


(I. 
2 

1 


h\ 


'J 

not  exooeding  50  miles, 
exceeding  50  miles. 

ij 

not  exceeding  50  miles. 

1 

exceeding  50  miles. 


By  Tariff 

proposed  in 

BUI. 


d. 
3 

H 

H 

excepting 

Pariiamentary 

trains. 

di 
H 
H 
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For  coal,  cannel,  culm,  coke  and  cinders  • 


For  slack 


per  ton  < 


per  ton 


For  sheet-iron,  hoop-iron  and  all  similar  descriptions  oi 
wrought  iron      ••....      per  ton 


3 


For  sugar,  hides,  dye-woods,  Manchester  packs,  earthen-1 
ware,  staves,  deals,  metals,  hardware  m  packages  or[ 
cases,  nails,  anvils,  vices,  and  chains     -        -      per  tonj 

For  com  and  other  grain,  malt  and  fiour  •        •        -        . 

For  cotton  and  other  wools,  drugs  and  manufactured^ 
goods         ---.--.      ner  tonj 


For  fish,  feathers,  canes,  cochineal,  furniture,  hats,  shoes,! 
tojs  and  all  other  articles,  matters  and  things    •  per  tonj 


TOLLS 

fiar  the  Ur  of  the  RAilway. 


Byezietiiig 
Tari£ 


PermDe. 

i 

not  exceeding 
60 


etoeediog 
60  1    " 


same 


«j 


5j 


By  Tariff 

propoeed  bjr 

BiU. 


d. 

i 


same     - 


..I 

3i 


MAXUfUU  CHAROES. 


By  ezbtbg  TitiC 


not  exceeding  60 
exceedmg  60  milce. 


not  exceeding  60  milet. 

i 

exceeding  60  milee. 

a 

not  exceeding  60  milet. 

li 

cxoeediag  60  milci. 
not  exceeding  60  miles. 

a 

exceeding  60  milee. 
2 

3 

not  exceeding  60  milee. 

exceeding  60  miles. 

3i 
not  exceeding  60  miles. 

exceeding  60  miles. 


By  Teriff 

propoeed  in 

Bin. 


d. 

H 

^^ 

H 

3 

3 

Si 

3 

4i 
3* 


By  their  existing  tariff  the  Company  are  empowered  to  demand  and  receive 
for  any  of  the  articles,  persons  or  things  conveyed  for  a  less  distance  than  six  miles, 
rates  or  tolls  for  six  miles,  also  to  fix  a  minimum  charge  of  *  ten  shillings  to  be 
taken  for  each  carriage,  and  of  *  five  shillings  for  each  horse.  For  every  fraction 
of  a  mile  beyond  six  miles  or  any  greater  number  of  miles,  the  Company  may 
demand  for  such  fraction  in  proportion  to  the  number  of  quarters  of  a  mile  con- 
tained therein  ;  and  if  there  be  a  fraction  of  a  quarter  of  a  mile,  such  fraction  shall 
be  deemed  a  quarter  of  a  mile ;  and  in  the  same  manner  as  regards  Auctions  of  a 
ton  •  for  parcels  under  five  hundred-weight,  the  Company  may  demand  any  sum 
they  think  fit.  For  any  boiler,  cylinder  or  single  piece  of  machinery  or  other 
article,  the  weight  of  which  shall  exceed  four  tons,  but  not  exceed  eight  tons,  the 
Company  may  demand  any  sum  not  exceeding  'f  6d.  per  ton  per  mile,  and  for 
any  article  exceeding  8  tons,  such  sum  as  they  think  fit. 

By  the  BiU, — The  Company  seek  to  obtain  powers  to  demand,  in  addition  to 
the  tolls,  &c.,  set  forth  in  the  foregoing  table,  the  following  terminal  charges  : — 
For  every  passenger  conveyed  in  an  express  train,  or  in  a  first-class  carriage 

in  any  other  train,  the  sum  of  6d. 
For  every  passenger  conveyed  in  a  second-class  carriage  by  any  such  other 

train,  4d. 
For  every  passenger  conveyed  in  a  third-class  carriage  by  any  such  other 
train  (except  Parliamentary  trains),  2d. 
The  Company  also  seek  powers  to  demand  from  first-class  passengers  for  the 
fractional  part  of  6d.  in  any  sum  beyond  an  integral  number  of  sixpences,  the 
sum  of  6d.;  and  in  the  same  manner  with  regard  to  second  and  third  class 
passengers,  with  any  fractional  part  of  4d.  and  2^.,  and  with  respect  to  passengers 
conveyed  in  any  third-class  carriage  by  Parliamentary  trains,  with  firactions  of  1  d. 
The  Company  also  seek  powers  to  demand  for  each  passenger  conveyed  over 
or  upon  the  inclined  planes  of  the  Clifton  Branch,  and  of  a  Branch  Railway 
connecting  the  Lancashire  and  Yorkshire  Railway  with  the  Wardley  Branch  of 

the 

*  These  charges  by  the  Bill  would  become  12  «.  and  6  s, 
t  This  charge  by  the  Bill  would  become  9  f  tf. 
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the  Manchester  and  Soutbport  Railway,  an  additional  sum  of  3c2.,  and  for 
each  ton  of  minerals  or  goods  6^.,  in  addition  to  the  tolls  and  rates  before 
enumerated. 

From  the  above,  it  appears  that  the  increase  sought  to  the  present  rates  and 
tolls  is  20  per  cent.,  except  in  the  case  of  com,  the  increase  upon  which  is 
50  per  cent.,  and  in  the  case  of  passengers,  upon  whose  fares,  according  to  this 
proposed  tariff,  it  is  difficult  to  state  the  increase  indirectly  to  be  obtained  in 
addition  to  the  20  per  cent.  By  the  present  tariff,  fractions  of  miles  are  charged 
according  to  the  number  of  quajrters  of  a  mile  included  in  the  fraction ;  but  it  is 
presumed  that  in  many  cases  this  may  infringe  upon  an  integral  6d.,  and  there- 
fore, according  to  this  Bill,  render  a  first-class  passenger  liable  to  an  additional 
charge  of  6^. ;  the  same  with  a  second  or  third  class  passenger  in  the  smaller  sum 
of  4rf.  or  2d. ;  in  addition  to  which,  however  short  the  (Ustance  travelled,  and 
however  convenient  or  otherwise  the  station  may  be,  whether  terminal  or  not, 
the  Company  seek  to  add  to  every  fere  so  computed  the  sum  of  6d.,  4d.  or  2d. 
as  a  terminal  charge. 

The  following  Memorials  or  statements  have  been  received  in  opposition  to 
this  proposed  increased  tariff : — 

1.  From  Landowners,  Merchants,  Manufacturers,  &ec.,  on  the  Lancashire  and 

Yorkshire  Railway,  who  state  that  great  opposition  was  raised  in  1846  to 
themonopoly  of  traffic  which  the  Manchester  and  Leeds  Railway  Company 
was  endeavouring  then  to  acquire,  and  that  a  scale  of  maximum  charges 
was  then  fixed  by  a  special  clause,  to  which  all  lines  amalgamating  with 
the  Manchester  and  Leeds  Company  were  to  become  subject ;  that  the 
present  Bill  would  render  nugatory  the  above-mentioned  clause ;  that 
in  every  instance  when  it  has  been  possible,  the  Company  have  crushed 
competition,  and  that  in  many  cases  they  have  demanded  more  than  the 
maximum  charges  allowed  by  their  Act ;  that  the  public  ought  not  to 
be  taxed,  because  the  Company  have  entered  into  improvident  guarantees 
and  constructed  unprofitable  branches. 

2.  From  the  East  Lancashire  Railway  Company,  stating  that  the  proposed 

increase  of  tolls  would  be  a  breach  of  agreements  entered  into  between 
the  proprietors  of  companies  originally  incorporated,  who  now  form  pari 
of  the  Lancashire  and  Yorkshire  and  of  the  East  Lancashire  Railway 
Companies. 

3.  From  the  Mayor  and  Corporation  of  Halifex,  stating  that  their  trade  will 

suffer  if  they  do  not  have  equal  facilities  with  other  towns,  and  that  they 
have  already  suffered  from  the  Lancashire  and  Yorkshire  Company 
having  monopolized  the  Canal  traffic,  as  well  as  the  Railway  traffic  of  the 
district. 

4.  From  Coal-owners,  &ec.,  stating  that  theLancashire  and  Yorkshire  Company 

possess  to  a  considerable  extent  a  monopoly  of  the  mineral  and  parti* 
cularly  the  coal  traffic  of  Lancashire  ;  that  the  tolls  should  therefore  be 
regulated  by  legislative  enactments  ;  that  the  present  tolls  would  afford 
adequate  remuneration  on  the  legitimate  outlay  of  the  Company ;  but  in 
order  to  compete  with  the  Bridgewater  Trust,  and  other  Railway  Com- 
panies, they  have  reduced  their  charges  on  parts  of  their  line  below  what 
can  possibly  pay  them,  and  have  guaranteed  to  other  Companies  divi- 
dends  to  an  amount  much  exceeding  the  annual  value  of  the  property 
acquired  ;  that  by  refusing  to  make  an  agreement  vdth  the  East  Lan- 
cashire Railway,  they  have  rejected  a  large  and  profitable  traffic ;  that 
they  have  created  a  preferential  stock  at  a  high  rate  of  interest,  instead 
of  calling  up  the  legitimate  capital  of  the  Company,  to  relieve  proprie- 
tors from  paying  money  actually  due  upon  the  shares,  which  would  have 
then  participated  in  the  ordinary  dividend  of  the  Company  ;  that  they 
have  incurred  a  loss  on  21  miles  of  traffic  by  attempting  to  compete 
between  Preston  and  Liverpool  with  the  more  direct  route  of  the  East 
Lancashire  Railway;  that  the  public  should  not  suffer  for  the  mis- 
management of  the  Company  ;  that  the  terminal  charge  for  passengers 
is  unprecedented,  and  cannot  be  justified  on  any  principle. 

5.  From  Mr.  J.  F.  Fletcher,  manager  of  collieries  at  Clifton,  stating,  that  the 

present  charges  for  coal  are  remunerative  to  the  Company,  and  as  high 
as  those  upon  other  lines  in  the  district,  and  that  if  increased,  it  will  be 
Impossible  for  him  to  work  his  collieries  c^dvantageously. 

6.  From 
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6.  From  the  Liverpool,  Crosby  and  Southport  Railway  Company,  who  run 

over  three  miles  of  the  Lancashire  and  Yorkshire  Railway  before  reaching 
Liverpool ;  they  state,  that  a  lai^  portion  of  the  traffic  is  subject  to 
competition  firom  omnibuses,  and  that  if  the  maximum  rates  of  the 
Lancashire  and  Yorkshire  Company  are  raised,  it  will  put  them  entirely 
at  the  mercy  of  that  Company. 

7.  Two  Memorials  from  the  Merchants,  Manufacturers  and  Traders  in  the 

town  and  neighbourhood  of  Huddersfield,  stating,  that  the  proposed  tolls 
would  be  an  increase  on  their  several  lines  for  com,  grain,  malt  and 
flour  of  from  100  to  50  per  cent.^  on  other  goods  of  20  per  cent.,  and  on 
passengers  of  50  per  cent. ;  that  Huddersfield  is  dependent  upon  cheap 
and  expeditious  means  of  conveyance  for  obtaining  its  food  and  its  raw 
material,  and  also  for  the  disposal  of  its  manufactures ;  that  the  present ' 
tolls  have  been  fixed  with  a  due  regard  to  the  wants  of  the  district,  and 
that  the  present  passenger  fares  correspond  with  the  omnibus  fkres ; 
that  the  extent  of  the  lines  of  the  Lancashire  and  Yorkshire  Railway 
Company  enable  them  to  charge  temporarily  ruinously  low  rates  to  crush 
competition  in  particular  parts,  while  they  exact  the  maximum  in  other 
portions  of  their  line ;  that  at  present  the  Lancashire  and  Yorkshire 
Kail  way  Company's  fares  are  identical  with  those  of  the  I^ndon  and 
North- Western  Railway  Company. 

8.  From  the  Mayor  and  Corporation  of  Bolton,  stating,  that  the  Manchester 

and  Bolton  Raflway  (now  part  of  the  Lancashire  and  Yorkshire)  realizes 
a  clear  profit  of  15  per  cent,  upon  the  cost  of  the  line,  and  that  it  is 
unfair  that  the  inhabitants  of  Bolton  should  suffer  for  imprudent  outlays 
by  the  Company  on  other  lines  of  Railway ;  that  the  proposed  increase 
would  be  a  breach  of  the  agreement  mdde  between  the  bleachers  and  the 
Manchester  and  Bolton  Company,  on  the  fiuth  of  which  the  bleachers 
disposed  of  their  carrying  plant,  and  extended  their  works ;  and  if  the 
tolls  are  raised,  they  will  be  unable  to  compete  with  other  bleachers ; 
that  there  appears  to  be  no  reason  for  charging  a  higher  price  for  manu- 
factured gcK>ds  packed  in  boxes  than  for  com  and  flour;  that  the 
cottouHspinner  and  iron-works  will  suffer  by  the  proposed  increase. 

9.  From  the  Mayor  and  Corporation  of  Oldham,  stating  that  the  traflic 

between  Oldham  and  Manchester  affords  an  ample  remunerative  return 
on  the  expenditure  incurred  in  making  that  portion  of  the  Railway ; 
that  the  traffic  is  increasing;  that  the  profits  of  the  Company  are  said 
to  have  fallen  off,  from  their  making  and  leasing  lines  which  are  not 
remunerative,  but  that  the  puUic  ought  not  to  suffer  from  the  Com- 
pany's improvidence. 

From  the  statement  submitted  by  the  Railway  Company  for  the  consideration 
of  the  Commissioners,  it  appears  diat  in  1847,  which  was  the  first  enture  year 
throi]^hout  which  the  existing  tariff  was  in  operation,  the  productive  capital  of  the 
Company  was  3,699,763/.,  and  the  gross  revenue  was  356,933/.,  which,  after 
deducting  all  expenses,  142,756  /.,  left  a  net  revenue  of  214,175  /•,  being  at  the 
rate  of  5*78  per  cent,  profit  upon  1^  expended  capital ;  die  length  of  line  opened 
for  puUic  traffic  at  this  tame  being  t^i  miles. 

At  the  end  of  1848,  the  productive  caj^tal  of  the  Company  appears  to  have 
been  8,179,509  /.,  being  an  increase  of  121  per  cent,  upon  that  of  1847,  die  mileage 
of  Railway  open  being  157}  miles,  exclusive  of  23}  opened  in  October  and  De- 
cember 1849,  being  an  increase  of  144  per  cent.,  while  the  gross  revenue  had 
become  545,174  /.,  being  an  increase  of  52  per  cent.  The  working  expenses  had 
in  the  mean  time  increased  to  266,372  /.,  or  by  86  per  cent,  and  the  net  revenue 
had  become  279,332  /.,  having  therefore  only  increased  30  per  cent. ;  and  it  now, 
therefore,  yi^lds,  at  the  rate  of  last  year,  only  3*41  per  cent,  profit  upon  the  pro- 
ductive capital  of  the  Company.  Considering  that  the  Company  have,  in  the 
statement  of  their  reasons  for  this  application  for  an  increased  tariff,  set  forth, 
that  the  diminution  of  the  dividend  is  not  consequent  on  a  diminution  of  traffic, 
and  have  further  shown  that  the  expense  of  conducting  their  traffic  has  decreased, 
in  the  case  of  passengers,  from  9*13  </.  per  passenger  to  7*58,  or  21  per  cent., 
and  in  that  of  goods  from  2s.  8]^d.  per  ton  to  2s.  7id.  per  ton,  or  2  per  cent. ; 
and  considering  that  there  has  been  no  cause  for  the  reduction  of  tolls,  and  there- 
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ftwre  ef  gross  receipts  during  this  period,  upon  the  mam  line  of  the  Railway;  com- 
prising the  64  g  miles  open  in  1S47,  the  Commffisionevs  are  of  opiaion  that  the 
present  traffic  upon  the  main  line  of  the  Lancashice  and  Yorkshire  Railway  is  at 
least  sulfieient  to  yield  the  same  dividend,  5*78  per  cent.,  that  it  yielded  in  1847 
I  pon  the  capital  expended  in  the  construction  of  that  portion  of  the  line. 

From  this  consideration  it  would  appear  that  the  present  pecuniary  position  of 
the  Company  has  been  brought  tibout,  not  by  the  reduction  of  tolls  by  thfe  Act  of 
1846,  but  by  the  investment  of  a  capital  sum  amounting  to  three  times  the  capital 
producing  revenue  at  the  end  of  1847  in  181  miles  of  Railway,  of  which  157  J  were 
eompleted  and  open  for  public  traffic  at  the  end  of  1 848,  which  are  either  unprofitable 
speculations,  or  the  Companies  have  not  had  sufficient  experience  folly  to  ascer- 
tain the  extent  of  the  traffic  upon  them.  This  Railway  had  at  the  time  of  accept- 
'  ing  the  tariif  in  the  Act  of  1846,  which  also  conferred  poweis  fpr  making  several 
Bntnch  Railways,  a  full  knowledge  of  the  capabilities  of  the  district^  their  main 
line  having  been  in  operation  through  the  heart  of  it  for  several  years ;  and  there- 
fore the  Commissioneiis,  considering  that  the  traffic  upon  the  main  line,  at  the 
rates  of  the  present  tariff,  is  sufficient  to  yield  a  profitable  revenue  of  at  least  six 
per  cent,  upon  the  capital  expended  upon  it,  do  not  consider  that  the  Company 
have  established  a  case  for  the  repeal  of  an  Act  of  Parliament  which  they  obtained 
end  accepted  with  a  full  knowledge  of  its  conditions,  and  with  considerable  expe- 
rience to  assist  them  in  forming  their  opinions  as  to  its  probable  wcurkings,  and 
therefore  do  not  recommend  that  powers  should  be  granted  to  the  Coippany  ta 
increase  their  existing  tolls. 

.  In  arriving  at  this  conclusion,  the  Commissioners  have  attached  eveiy  importance 
to  the  comdderation,  that  the  tariff  sboold  be  so  fixed  m  to  give  a  reasonable 
return  upon  the  capital  invented ;  but,  at  the  same  time,  they  do  not  conceive  that 
the  public  using  and  supporting  a  Railway  in  one  district,  should  be  made  ta 
iK)ntribute  by  high  fttres  to  the  provision  of  a  reasonable  return  ilpon  capital 
invested  beyond  the  immediate  limits  of  their  own  district,  or  in  a  part  of  the 
country  remote  from  them,  or  in  a  numner  from  which  they  can  derive  no  posable 
benefit ;  and  they  ai^  f^rlJier  of  opinion^  that  there  is  no  great  caiu^e  for  appre- 
hension! that  the  Company  will  be  driven  to  resort  to  measures  of  stringent 
economy*  by  which  the  public  convenienee  would  suffer  ;  for  ad  long  as  any  line  or 
part  of  a  line  yields  a  productive  revenue,  it  appears  to  be  to  the  interest  of  the 
main  body  of  proprietors  to  maintain  and  develop  the  traffic  upon  it,  so  as  to 
produce  the  greatest  receipts,  which  will  generally  coincide  with  the  amount  of 
convenience  the  public  can  reasonably  expect. 

Haviug  reported  generally  against  the  increased  tariff,  the  Commissioners  do 
not  propose  to  enter  upon  the  special  points  in  the  tariff  set  forth  in  this  Bill, 
which  appeared  to  them  to  require  the  attention  of  the  House,  being  departures 
from  the  ordinary  clauses  relative  to  traffic,  such  as  the  termind  charge  of 
6d.,  4d.  and  2d.  for  each  person,  which  with  the  Six-mile  Clause  woidd  ^[betiially 
M<5lude  from  participation  in  the  benefit  of  the  Railway  those  persons  who  only 
use  it  for  short  distances,  and  which  if  enforced  would  moreover,  as  in  the  case  of 
the  Liverpool,  Crosby  and  Southport  Railway,  which  joins  f^e  Laneadiire  send 
Yorkshire  within  two  miles  of  Liverpool,  or  of  the  East  Lancashire  Railway^ 
which  joins  it  within  four  miles  of  Manchester^  compel  those  Companies  at  an 
enormous  outlay  to  extend  their  lines  into  those  towns^  or  in  a  great  meastkre 
withdraw  from  the  public  the  advantage  of  more  moderate  Area.  The  Company^ 
also,  having  it  in  their  power  to  reduce  thedr  chai'ges  for  short  dhtanoes,  could 
crush  competitioD,  after  which  they  might  again  raise  their  (diiargea  to  an  untea^ 
sonaUe  rate^  wA  so  produce  inconvenienoe  to  the  public. 


6.  LIVERPOOL,  CROSBY  AND  SOUTHPORT  RAILWAY  (Deviatiow, 
Enlargement  of  Station,  Extension  of  Time  for  Purchase  of  l^anda  and 
Completion  of  Works,  Reduction  of  Tolls  payable  in  respect  of  the  Use 
of  part  of  the  Lancashire  and  Yorkshire  Railway  (late  the  Xdverpool  awl 
Bury  Railway),  and  Amendment  of  Aicts). 

.  ISiis  Company  was  incorporated  by  an  Act  which  received  the  Boyal  Ass^t  is 
lfi47,  by  which  it  .was  empowered  to  construct  a  Railway  from  a  point  in  the  liyar- 
pod  and  Bury  Railvm^y,  aibont.l  g  mile  from  Liverpocd,  through  Croaby,  to  the 
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fj^iwn  ofSouthports  a  distance  of  16  miles,  of  which  13  miles  are  now  open  for  the 
<Nmyejance  of  the  public  from  Southport  to  Waterloo,  leaving  a  portion  of  about 
3  i  ^miles' from  Waterloo  to  the  junction  with  the  Lancashire  and  Yorkshire  Hail* 
waf ,  still  unfinist>ed,  and  upon  which  the  Company  state  that  the  works  are  in  a 
ibrward  state. 

The  Ciompany  further  state,  t^t  the  traffic  upon  their  line  is  principally  a  p»i« 
aengier  traffic,  and  that  at  present  the  public  are  accommodated  between  Liyerpool 
and  Waterloo,  their  present  terminus  (about  5}  miles  from  Liyerpool)  by  onlni- 
budes,  which  nm  70  trips  Jaily,  at  fares  of  from  fourpence  to  one  shilfing.  By 
the  powers  Tested  in  the  Lancashire  and  Yorkshire,  and  East  Lancadure  Railway 
Companies,  who  are  joint  proprietors  of  the  line  from  the  proposed  junction  to 
liver^ool,  they  are  authorized  to  charge  for  the  use  of  the  Railway  (exclusive  of 
carriages  and  locomotive  power)  for  every  passenger  conveyed  in  a  first-class  car- 
riage, hj  w  ordinary  train,  li^d.  per  mile,  in  a  second-class  carriage  one  penny,  and 
in  a  third-class  carriage  three  farthings  per  mile ;  and  they  are  empowered  to  levy 
for  passengers  or  traffic  passing  over  their  line  for  a  less  distance  than  sixmile^^ 
the  same  Ssures  as  for  six  miles,  making  the  maximum  tolls  for  the  use  of  their  line 
fr^mthiB  junction  to  the  town  of  Liverpool,  9^-,  6d.  and  4^d.  for  first,  second 
and  third  class  passengers  respectively. 

The  Liverpool,  Crosby  and  Southport  Company  state,  that  these  charges  are 
nearly;  if  not  quite,  the  utmost  amount  that  could  be  charged  with  a^y  hope  of 
siiccessfiil  competition,  for  the  whole  distance  between  Liverpool  and  Waterloo, 
and  therefore,  werie  they  subject  to  them,  they  could  not  attempt  to  compete  with 
^hae  omnibases  running  between  those  places;  and  that  the  inhabitants  on  the 
Imeof  thdr  Railway  will  be  deprived  of  the  benefit  which  the  Railway  communica-^ 
tion  in  their  district  was  intended  to  affi:>Ed.  They  therefore  seek  for  powers  by 
this  Bill  to  amend  the  Six^mile  Clause  of  the  Lancashire  and  Yorkshire  Railway,  as 
applied  to  the  line  between  Liverpool  and  the  junction,  stated  to  be  about  li  mile 
in  length,  and  to  provide  that  the  owners  of  the  line  shall  only  be  empowered  to 
demand  tolls  as  for  three  miles. 

The  £a8t  Lancaidiire  Railway  Company  have  forwarded  to  the  Commissioners 
^  statement  in  opposition  to  the  proposed  alteration,  in  which  they  state  that  the 
joint  line  from  the  junction  to  the  town  has  cost  at  the  rate  of  250,000  /.  per  mile^ 
including  stations;  and  that  therefore  the  tolls  now  payable  in  respect  of  traffic 
passing  over  it  a  less  distance  than  six  miles  are  unusually  moderate  and  reasour 
able,  jmd  that  it  would  be  an  injustice  to  diminish  them.  They  further  state,  that 
the  Liverpool,  Crosby  and  Southport  Railway  Company  obtained  their  Act  in 
1847,  with  a  fiill  knowledge  of  the  tolls  payable  for  short  distances ;  that  a  Bill  is 
BOW  before  Parliament  to  empower  the  Liverpool,  Crosby  and  Southport  Railway 
Company  to  sell  or  lease  their  line  to  the  Laiicashire  and  Yorkshire  Railway 
Company,  and  that  the  latter  Company  already  use  the  joint  lide  of  Railway  to  a 
greater  extent  than  the  East  Lancashire  Railway  Company,  although  they  only 
contribute  one-half  of  the  cost  of  construction.  They  then  in  their  statem^ti 
enteor  upon  the  advisability  of  granting  the  proposed  powers  of  sale  or  lease  ;  but 
.as  this  question  has  not  been  referred  for  report  to  the  Commissioners,  they  have 
cODsidered  only  that  portion  of  the  stat^nent  whioh  applies  strictly  to  the  tolls; 
It  appears  to  the  Commissioners  that  the  construction  of  the  Liverpool,  Onmbf 
and  St^thport  Railway  is  of  undoubted  advantage  to  the  pnUic,  and  that,  to  la 
certain  degree,  the  advantages  which  the  public  might  have  expected  from  the 
use  of  it,  will  be  curtailed  by  the  enforcement  to  its  fiill  extent  of  the  8ix«-ndle 
Clause,  which  will  either  shut  the  traffic  by  the  Liverpool,  Crosby  and  Southport 
Railway  entirely  out  of  the  Liverpool  station,  and  so  deW  the  inhabitants  who 
Kve  'along  the  line,  within  a  few  miles  of  Liverpool,  from  the  use  of  the  Railway, 
er,  which  will  amount  to  nearly  the  same  thing,  compel  the  Compuiy  to  adopt  a 
terminus  at  a  considerable  distance  from  the  town,  unless  they  should  heieafter 
seek  for  and  obtain  powers  to  construct  another  line  into  the  town,  which,  if  the 
present  Ik^  is  sufficient  for  the  traffic,  would  be  an  useless  expendituve  of  capital 
At  the  same  time,  the  CommissioiiierS'  are  fully  of  ophden  that  the  Companies  who 
have  constructed  the  more  expensive  portioDs  of  the  line  should  be  entitled  to 
higher  charges  than  the  tolls  authorized,  if  they  were  to  be  calculated  upon  the 
bare  distance,  both  on  account  of  the  great  expense  of  constructing  the  line,  and 
<)f  the  additional  accommddation  which  must  necessarily  be  required  for  a  lar^e 
omnibus  traffic  in  a  station  where  other  business  is  transacted. 

The  Commissioners  are  also  of  opinion,  that  it  must  increase  the  receipt's,  of  all 
the  Companies,  and  confer  a  benefit  on  the  public,'  that  the  traffic' should  be  carft^i 
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over  the  joint  line  of  Railway  into  the  town  of  Liverpoo!,  provided  the  exifltin^ 
Unes  are  sufficient  to  accommodate  the  increased  traffic,  wUch  tliej  havenoreeaon 
to  doubt,  and  which,  by  the  Act  authorizing  the  junction,  seems  to  have  be^i  the 
arrangement  contemplated  bj  Parliament.  Under  these  circumstances,  and  oob- 
sidering  that  the  Companies  authorized  to  construct  this  joint  line  did  not,  at  the 
time  when  they  obtained  their  Act,  contemplate  this  addition  to  their  traffic,  by  the 
•exercise  of  their  powers  under  the  Six-mile  Clause,  the  Commissioners  recommend 
that  this  subject  of  such  a  modification  of  the  Six-mile  Clause  as  will  enable  the 
Liverpool,  Crosby  and  Southport  Riulway  Company  to  convey  pass^igers  over 
the  joint  line  into  Liverpool  at  a  moderate  rate,  should  receive  the  caroful  oon» 
^deration  of  the  Committee  on  the  Bill. 

The  Liverpool,  Crosby  and  Southport  Railway  Company  have  also  stated  that 
it  may  be  necessary  to  alter  the  Bill,  so  as  to  allow  separate  charges  to  be  made 
for  the  use  of  the  Railway  and  for  station  room,  as  it  appears  that  the  Lancashire 
and  Yorkshire  and  East  Lancashire  Railway  Companies  intend  to  erect  distinct 
stations  at  the  Liverpool  terminus.  Under  these  circumstances,  the  Commissioners 
have  not  entered  into  the  question  of  the  amount  of  tolls  to  be  charged,  as  the 
arrangements  upon  which  they  could  alone  be  fiilly  considered  are  still  incomplete. 


7.  GREAT  NORTHERN  RAILWAY  DEVIATIONS  (Amendment  of  Acts, 
Alteration  of  Tolls,  and  of  East  Lincolnshire  Railway  Tolls). 

llie  Great  Northern  Railway  Company  have  stated  to  the  Commissioners,  as 
the  grounds  upon  which  they  found  their  application  to  the  Legislature  for  an 
increase  of  rates,  ^  the  generally  acknowledged  fiacts  that  the  calculations  of  Rail* 
way  profits  universally  acted  upon  in  the  years  1845  and  1846,  during  the  pas^ng 
of  the  Great  Northern  Bill,  were  erroneous,  arising  from  Railway  dividends  having 
been  improperly  aided  by  capital,  as  well  as  irom  the  extent  of  traffic  of  those 
periods  of  excitement  having  been  relied  upon  as  regular  traffic ;  and  that  the 
subsequent  experience  of  lUilways  generally  has  shown  that  the  low  rates  intro- 
duced in  1845  and  1846,  do  not  s^ord  anything  like  a  fair  return  upon  the  capital 
necessarily  expended  on  Railways.'' 

They  further  state,  that  the  traffic  experience  of  the  Great  Northern  Railvray 
Company,  so  far  as  it  has  gone,  has  certainly  presented  these  results  ;  and  they 
urge  that  the  Manchester,  Sheffield  and  Lincolnshire  Railway  Company,  having 
submitted  to  the  reduced  fares  of  1846,  have  since  obtained  an  Act  by  which  a 
tariff  exactly  similar  to  that  sought  by  the  present  Bill  was  sanctioned* 

A  copy  of  a  Memorial  fh>m  the  Mayor  and  Town  Council  of  Boston,  stated  to 
have  been  presented  to  the  House  of  Commons,  has  been  laid  before  the  Conmiis* 
sioners,  in  which  the  memorialists  state,  ^'  that  the  provisions  of  this  Bill  cause  them 
great  alarm,  especially  Clauses  14,  15  and  16,  in  which  are  proposed  certain  altera- 
tions in,  and  additions  to,  the  rates  of  carriage  upon  parcels  and  packages  not  exceed- 
ing 600  lbs.  weight  (a  class  of  goods  forming  by  far  the  greater  part  of  those  con* 
veyed  by  Railway),  the  charges  for  conveying  which,  instead  of  being,  as  at  present, 
restricted  by  Act  of  Parliament,  will  (if  the  clause  become  law)  bencef<Hrth  be 
charged  sueb  rates  as  the  Company  slmll  think  fit ;  a  power  which  will  become 
prejudicial  to  themselves  and  to  the  public,  by  adding  greatly  to  the  cost  of  the 
articles  in  which  they  deal,  and  by  driving  away  their  customers  to  cheaper  markets, 
lliey  further  represent  that,  besides  the  power  to  charge  what  they  think  fit  for 
the  carriage  of  such  parcels  and  packages,  the  Company  also  seek  for  powers  to 
levy  such  reasonable  sum  as  they  may  deem  proper  for  collecting,  delivering,  &c. ; 
which  charges  may  become  a  further  hardship,  by  increasing  still  more  the  expensea 
of  conveying  goods  along  the  line.  They  also  submit,  that  the  Great  Northern 
Railway  Company  are  seeking  to  secure  a  continuance  of  an  Inquisitorial  povrer 
given  tliem  in  their  original  Act,  to  open  parcels  and  packages  to  ascertain  whether 
enclosures  are  contained  therein;  and  that  the  Bill  also  contains  various  nmd 
excessive  additions  to  the  rates  for  conveying  passengers  and  goods. 

A  comparative  statement,  by  Mr.  Morton,  of  the  charges  as  they  are  and  will 
become,  has  also  been  brought  before  the  Commissionenj  by  Mr.  Christopher,  m.p., 
who  has  drawn  to  the  notice  of  the  Commissioners  that  the  Railway  Company  has 
now  the  monopoly  of  the  water  as  well  as  the  land  carriage  of  the  district,  and 
that  the  Company  obtained  powers  to  construct  the  Railway  mainly  on  the  ground 
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that  the  tolls  were  low,  the  management  comprehensive,  and  the  benefit  to  the 
agrieultoral  dijstrict  great.  An  intimation  was  also  receiyed,  through  Mr.  Chris- 
tophj9][y.thi^*  a  petition  wasr  in  course  of  preparation  at  Homcastle  against  the  Toll 
Clauirts,  as  applied  to  parcels,  of  a  somewhat  similar  nature  to  the  petition  from 
the  Mayor  and  Town  Council  of  Boston.  This  petition  has  not,  however,  been 
received  by  the  Commiscdoners ;  but  as  they  consider  that  sujfficient  time  has 
elapsed  for  its  preparation,  they  now  proceed  to  report. 

Hie  following  Table  gives  a  comparative  statement  of  the  charges  which  the 
Great  Northern  Railway  Company  are  empowered  by  their  present  Acts  to 
demand,  of  the  present  charges  of  the  London  and  North- Western  Railway  Com* 
pany,  as  fixed  by  existing  Acts  of  Parliament,  and  of  the  ixaiS  as  prc^osed  by  the 
Bill,  from  which  it  will  be  seen  that  the  present  charges  of  the  Great  Northern 
Railway  Company  are  considerably  lower  than  the  general  average  of  charges 
throughout  England,  below  the  exiisting  rates  on  the  London  and  North- Western 
Railway,  with  which  it  may  be  expected  that  it  will  come  into  active  competition, 
but  that  their  proposed  tariff  exceeds  that  of  the  London  and  North-Westem  for 
passengers,  horses  and  several  articles  of  merchandize : — 


ARTICLES,    &c 


fe  all  iwag,  oonpMt,  bilUit,  and  all  lorti  of  mumtf  Inna 
limwtona,  and  aO  vndreaed  materials  for  repair  of  pidblie 
partOB    ------- 


ttflMand^ 
io  roadt,> 


For  an  eolDi^  eoal,  calm,  chareoal  and  eindefi,  per  ton 
ForaiBilad^pertoa      ...... 


Far  an  atonea  ftr  Iwildings,  pitching  and  paving,  all  bnekt,  tike,  f 
abtca,  d^,  aand,  iran-itoDe  and  ore^  per  ton  -  •       -X 


And  fiv  aU  com  and  otlier  grain,  per  ton  • 


For  aU  pig-iron,  baiwiron,  per  ton     -        •        • 

For  iMop-iron  and  aU  other  aimilar  dtKriptions  <tf  wrovght-iron,! 
P«*»« J 

For  sugar,  6mher,  deali^  nailn,  anvils,  vices  and  chains,  per  ton    - 

For  eottoo  and  other  wools,  per  ton - 

For  iBadisra,  canes,  cochineal,  fomiture,  hats,  shoes,  toys,  and  aU\ 
other  artislas,  matters  and  things,  per  ton      -        -        -        •  J 

For  every  pefton  eooveyed  in  n  ftrst-dass  carriage,  eaeh 


For  cvory  person  conveyed  in  n  secoiMl-elasa  earriaga 


For  every  pereon  conveyed  in  n  third-class  carriage 


For  every  horsi^  mnls^ 

For  cattle^  per  t^ 
For  calvea  and  pigs 
Forsheep    - 

For  M»  poidtry  and  in 
237. 


CHARGES 

on  the 

Great  Northern, 

as  fixed 
by  existing  Acts. 


Vo.  1. 

Id: 

ld,andif  exeeed- 
ing84inilea|d. 

2d. 


lld^  and  if  exceed- 
!ngS4BiUasl({. 

2d,  and  if  exceed- 
ing 24  miles  1  id! 


2d. 


2d: 


2d. 


2d: 


2d: 


9d. 


lid. 


Id, 


dd. 

4}d 
4JA 
4jd. 

4jtd. 
03 


CHARGES 

on  the 
London  and  North- 
Westem  Railway. 


■} 


No.  2 

n^d.,andifex-l 
;  ceeding  15  miles  > 

LliA    -      -J 

l^d^  and  if  exceed- 
ing 60  miles  f  d. 

rid.,  and  if  ck< 

<  ceeding  60  miles 
IfA        -        . 

{l^d,andifex-') 
ceeding  16  milea  > 
Hd.    .      J 

r2id.,andifex-') 

<  eseding60  mDea> 
L2d:         .        -J 

ri}d.,andifex-' 

<  ceeding  60  miles 

lid:   . 

{2d:,  and  if  ex-l 
ceeding  60  miles  > 
lid.     .        J 

2id:,andifex-*) 
ceeding  60  miles  > 

id.    .    -J 

S  d*,  and  if  ex-' 
ceeding  60  miles 
2jd.     -        . 


•} 


[ 
[ 

{3  id:,  and  if  ex-") 
ceeding  60  milea  > 
Sd.       .        ./ 

(2iA,by  express") 
train,    2d:    bjrV 
an  J 


lirf. 


Id. 


TARIFF 
proposed  by  Bin. 


Zd. 

each  2d: 

eadild. 

cached. 

'8  ^d.,  and  if  ex.") 

ceeding  50  miles  S 

.3d:       .        -J 


No.  a 

lid. 

1  A,  and  if  exceed- 
ing 25  miks  I  d: 

-    ditto. 

i}d: 
2)d: 
lid. 
lid. 

2id. 
3d 
4d 
Sd. 

Sd 

lid. 


5d 

each  2d. 
each  Id 
eaeh}d 

4d 


ji 


By  No.  land  No.  8, 
retnm     carriagea 
which  have  cairied  eoal, 
i  d.  per  ton. 


--By  No.  land  No.  8, 
Company  empowered  to 
charge  fractional  part  of 
sixpenoe  as  sixpence. 

*•  By  No.  8,  empowered 
to  chaige  fractiooal  part 
of  sopenoe  as  sijqpence. 

•  -  By  No.  1,  fer  aiz 
miles,  n  son  not  exesed* 
ing  tapeaoB,  and  lor  any 
fractional  pnt  of  three- 
pence, as  thrse-penee^ 
with  powers  to  Commia- 
doners  to  prsseribe  any 
number  of  trains  daily. 

--By No.  1,  or  other 
enimal  reqiniring  n  sspa- 
rate  box. 


(centliiNiid) 
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ARTICLES,    Sec 


For  every  carriage  of  whatever  description  having  more  than  two 
wheels,  not  being  a  carriage  adapted  and  used  for  traveling  upon< 
the  Ridlwafiper  MQe^         .        -        p.        -        •        -        - 


For  Che  Gsorriage  of  Saksdl  Parcels : 
For  any  paitel  not  exceeding  14  pound*  in  iKighi      .        .        .j 

For  any  parcel  not  elceeding  28  ponnds  in  wtij^t,  for  my  distance 
And  for  any  pared  not  oKceeding  66  pounds  in  weight,  lor  any*) 


For  the  carriage  of  any  one  boiler,  cylind^r^  or  single  pioee  of  na-'l 
chinery  or  single  piece  of  timber,  or  stone  or  other  single  article,  1 
the  weight  olwludi,  inelodiog  lihe  oainage^  4iiU  tioeed  fear  tons,  I 
but  shall  not  exceed  eight  tons,  per  ton  -        .         ..  <      .  J 

For  the  carriage  of  any  single  piece  of  timber,  stone,  machinery,  or 
other  single  article,  exceeding  eight  tone        .... 


CHAmOES 

4MI  the 
Great  Northern, 

Mfiaed 
by  existing  Acts. 


not  weighing  more 
than  one  ton, 
4^, end  beyond 
one  ton  for  any 
fractaenal  part, 
2i<L      - 


$ii.,and  if«xo«d- 
25  miles  1 «.     - 

2«. 
2f.  6^ 


4d: 


unlimited 


CHARGES 
on  the 
London  tnd  North- 
western Railway. 


^4dl,nnlimitedas, 

40 


i 


Sd. 


TARIFF 
pcoposad  by  Bill. 


6d.wnderl|t0tt, 
and  if  only  two 
wheels,  4<f. 


unlimited. 

-  ditto. 

-  ditto. 

8ii. 

unlimited. 


Considering  that  the  outlay  upon  the  Great  Northern  Railway  has  been  very 
great ;  that  it  does  not  pass  through  any  very  extensive  manufacturing  districts 
with  a  dense  population  ;  and  considering,  slso^  the  competiiion  to  which  it  will 
be  subject  at  severail  points  from  other  Compp^nies,  when  open  throughout  its 
whole  length,  and  that  the  tolls  upon  the  navigatioios  possessed  by  the  Ccunpany 
ave  not  affected  by  the  Bill ;  and  considering,  also,  the  particularly  low  rates  of 
charge  now  authorized  upon  the  Great  Northern  Railway,  and  before  referred 
to  as  being  less  than  the  average  rates  which  other  Railway  Companies  are 
empowered  to  levy, — the  Conmnssioners  are  of  opinion  that  the  Company 
have  shown  a  sufficient  reason  why  Parliament  should  grant  them  an  amended 
tariff. 

As  to  the  addition  which  Parliament  may  think  proper  to  grant,  the  Commis-^ 
sioners,  considering  that  the  Great  Northern  Railway  appear  before  Parliament 
seeking  an  increased  tariff  instead  of  one  already  sanctioned  by  Parliament,  as 
one  of  the  conditions  upon  which  they  obtained  their  Act  of  incorporation,  and 
powers  tjO  construct  their  Railway ;  considering,  also,  that  the  line  is  only  partially 
opened,  the  principal  portion  from  Peterborough  to  London  being  still  unfinished^ 
and  the^fore  that  they  can  have  no  great  experience  as  to  the  results  of  their 
traffic,— ^-recommend  that  a  tariff  on  the  same  scale  as  that  of  the  London  and 
North-Westem  Railway,  with  which  it  is  a  directly  competing  line  at  many  points^ 
should  be  adopted  and  conceded  to  them. 

The  Commissioners,  however,  are  of  opinion,  that  the  clause  by  which  the  Com- 
pany seek  to  continue  their  powers  to  demand  from  all  first  and  second  class 
passengers  sixpence  for  every  fractional  part  of  sixpence  beyond  an  integral  number 
of  sixpences,  ^11  be  objectionable  in  case  Parliament  should  see  fit  to  concede  to 
the  Company  a  higher  tariff  than  at  present,  more  especially  when  granted  in 
addition  to  the  usual  clauses  by  which  Companies  are  empowered  to  ehakge  for 
less  distances  than  six  nnles  as  for  six  miles,  and  for  fractions  of  miles  as  for  an 
entire  naile.  ITie  principle  upon  which  they  object  is,  that  they  consider  that  it 
teiKte  t6  keep  up  the  prices  chargeable  for  short  distances  beyond  a  reasonable 
rate.  A  Railway  Company  can  afford  to  compete  with  other  conveyances,  the 
property  of  individuals  or  smaller  companies,  at  low  rates  for  short  distances,  so  ^ 
as  to  prevent  them  from  plying  for  public  traffic ;  and  after  having  succeeded  in 
causing  them  to  be  withdrawn  from  a  line  of  communication,  the  power  sought 
would  enable  the  Company  to  exact  higher  charges  than  would  have  remunerated 
the  proprietors  of  those  conveyances,  if  they  had  been  allowed  to  conduct  the 
traffic  unmolested  by  the  competition  of  the  Railway. 

The  Commissioners  find  that  the  power, to  charge  such  rates  as  they  think  fit 
for  parcels  under  500 lbs.  in  weight  has  been  conceded  to  many  Railway  Companies, 
and  they  are  of  opinion,  therefore,  that  it  may  safely  be  entrusted  to  the  Great 
Northeim  Railway  Company ;  but  they  entertain  great  objections  to  the  inquisi- 
torial pbwers  possessied  by  the  Company,  and]  sought  to  be  perpetuated  by  the 
present  Bill,  by  which  it  is  rendered  unlawful  ito  include  in  one  package  several 
parcels  of  various  sorts,  and  intended  for  various  individuals,  and  by  which  the 

Company 
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Company  seek  powers  to  demand  a  separate  sum  for  each  such  parcel,  although 
many  are  included  in  one  package.  This  power  may  be  made  to  operate  so  as 
effectually  to  prevent  competition  with  them  by  other  parties  as  carriers,  and  is 
contrary  to  the  principle  which  has  been  maintained  in  the  case  of  other 
Railways. 

By  the  present  Bill,  the  following  provisions  of  former  Acts  are  proposed  to  be 
repealed : 

That  the  second-class  carriages  shall  be  closed,  and  have  glass  windows. 
That  the  third-class  carriages  shall  be  covered,  and  have  seats. 
That  the  Company  shall  run  third-class  trains  every  day,  as  often  and  upon 
such  conditions  as  the  Commissioners  of  Railways  shall  prescribe. 

These  are  some  of  the  conditions  upon  which  the  Company  obtained  former 
Acts,  when  the  tariff  was  at  a  low  scale ;  and  it  appears  to  the  Commissioners,  that 
if  the  charges  of  the  Company  are  raised,  it  is  due  to  the  interests  of  the  public 
that  these  repealing  powers  should  be  vrithdrawn  from  the  present  Bill. 

The  Acts  under  which  tolls  or  rates  are  at  present  demanded  by  the  Great 
Northern  Railway  Company,  provide  that  the  direct  geographical  distance,  as  mea- 
sured on  the  Ordnance  Map,  and  not  the  distance  according  to  the  length  of  Rail- 
way, is  to  be  that  for  which  the  Company  are  empowered  to  charge.  This  provi- 
sion will  be  repealed  by  the  Bill ;  and  the  Commissioners  have  to  remark,  that 
although  it  appears  to  have  been  framed  with  a  view  to  protect  the  public,  con- 
sidering the  provisions  of  the  Railways  Clauses  Act,  as  to  the  erection  of  mile- 
stones, and  the  enactment  that  no  tolls  shall  be  taken  unless  they  have  been 
erected  in  accordance  with  those  provisions,  and  considering  the  liability  to  pro- 
duce litigation  which  the  departure  from  the  ordinary  custom  produces,  the  Com- 
missioners are  of  opinion  that  its  repeal  by  the  present  Bill  vnll  not  operate 
prejudicially  to  the  interests  of  the  public. 

By  order  of  the  Commissioners  x)f  Railways, 

/.  X.  A.  Simmons^ 

Captain  Royal  Engineers, 
Secretary. 
Office  of  the  Commissioners  of  Railways, 
Whitehall,  16  April  1850. 
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RAILWAY    BILLS. 


REPORT  in  compliance  with  an  Order  of  the  Honourable  The  House  of  Commons, 

dated  13  March  18505  — 


'*  That  the  Commissionbrs  of  Raii^wats  be  directed  to  Report  their  Opinion 
to  this  House,  in  aocordance  with  the  Proyisions  of  the  Act  9  &  10  Vict.  c.  105, 
on  any  Railway  BitLS  which  have  been  introduced  during  the  present  Session, 
in  which  it  is  proposed  to  raise  or  alter  the  Rates  and  Tolls  or  Charges 
authorized  to  be  take^  under  existing  Acts  of  Parliament  relating  to  Canal 
Undertakings  bdonging  to  Railway  Companies,  or  to  impose  any  additional 
Raths  or  Charges  in  respect  of  such  Canal  Undertakings." 


THE  foHowing  ffin  appears  to  the  Commissioners  of  Railways  to  be  the  only 
one  now  before  Parliam^fit  comprised  under  this  Order,  in  which  it  is  proposed 
to  raise  or  alter  the  Rates  and  Tolls  or  Charges  authorized  to  be  taken  under 
existing  Acts  of  Parliament,  relating  to  Canal  Undertakings  belonging  to  Rail- 
way Companies : — 

MANCHESTER,  SHEFFIELD  and  LINCOLNSHIRE  RAILWAY, (raisins 
Money  by  Loan  and  by  Shares  in  lieu  of  Loan,  Alteration  of  Tolls  and 
Amendment  of  Acts*) 


On  reeeirtng  the  Order,  the  Commissioners  of  Railways  directed  a  communi- 
cation, dated  1 6th  March,  to  be  made  to  the  Company,  requesting  that  a  state- 
ment be  forwarded  to  them  of  the  grounds  upon  which  the  Company  found  their 
appHeatton  to  the  Legislature  for  the  additional  powers,  with  respect  to  rates  and 
toUs,  proposed  by  this  Bill;  the  Commissioners  also  informed  those  parties 
whom  they  understood  to  be  opposed  to  the  proposed  rates,  that  they  were  ready 
to  receive  and  Gonsider  any  statements  on  the  subject  which  th^  might  wish 
to  ofiec. 

In  reply  to  the  communication  of  the  Company,  a  statement  was  received  on 
the  I3th  Aprfl,  informing  the  Commissioners  that  an  earlier  reply  was  not  made 
in  ccHiaei{uenoe  of  an  actioa  pending  to  try  the  va&dity  in  point  c^  law  of  the 
paw^^TB  which  now  exi^  relative  to  the  two  kinds  of  rates  or  tolls  which  the 
prcsmt  Bill  seeks  to  establish  or  confixm. 

• 

Although  the  resalt  of  that  action  is  not  arrived  at,  the  Company  propose  to 
proceed  witk  tfaenr  Bill,  the  clauses  being  so  framed  as  to  apply  to  foture,  and 
not  to  pfeseckt  or  pending  traosactions.  The  Commissioners  therefore  propose 
to  Qonnder  the  clauses  as  they  stand,  and  to  report  upon  them  as  if  th^  created 
an  entirely  new,  instead  of  a  disputed  power  for  raising  tolls.  The  following 
are  the  dauses  of  the  preamble,  and  of  the  Bill  by  which  the  powers  are  proposed 
to»be  taken: — 

'^  And  whereas  eivpty  boats,  and  boats  having  small  cargoes  on  board, 

are  frequently  navigated  along  the  canals  belonging  to  the  said  Company, 

or  some  of  them ;  and  it  is  expedient  that  better  provision  should  be  made 

3i5«  A  for 
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for  enabling  the  said  Company  to  levy  reasonable  rates  in  respect  of  such 
boats,  and  also  to  levy  reasonable  charges  for  the  use  of  the  several  whar& 
belonging  to  the  said  Company,  and  adjoining  to  their  said  Canals : " 

**  Be  it  enacted,  that  it  shall  be  lawful  for  the  Company  to  demand,  take, 
levy  and  receive,  in  respect  of  every  boat,  barge  or  other  vessel  passing 
through  any  lock,  upon  any  cut  or  canal  belonging  to  the  said  Company, 
and  being  empty,  or  having  on  board  so  small  a  cargo  that  the  tonnage 
rates  payable  thereon  would  not  amount  to  3  ^.,  such  rates  or  charges  as 
they  die  said  Company  shall  think  fit,  not  exceeding  the  sum  of  3^.  on 
each  such  cut  or  csmaL" 

"  And  be  it  enacted,  that  it  shall  be  lawful  for  the  Company  to  demand, 
take,  levy  and  receive  for  all  goods,  wares  and  merchandize  which  shall  be 
put  on  board  any  boat,  barge  or  other  vessel,  at,  from,  or  from  off  any 
wharf  belonging  to  the  said  Company,  or  which  shall  be  landed  from  or 
out  of  any  boat,  barge,  or  other  vessel,  upon  or  at  any  wharf  belonging  to 
the  said  Company,  such  wharfage  rates  or  charges  not  exceeding  3  d.  per 
ton,  as  they  the  said  Company  shall  think  fit ;  and  such  wharfe^  rates  shall 
be  independent  of,  and  in  addition  to  any  tonnage  rates  which  the  said 
Company  are  entitled  to  charge  under  the  provisions  of  the  said  recited 
Acts  relating  to  the  canals,  comprised  in  their  Canal  Undertaking  or  any 
of  them/* 

The  Company  in  their  statement  have  set  forth  that  charges  of  this  description 
have  long  been  levied  on  the  Railway  Company's  canals,  the  wharfage  chai^ 
almost  uniformly,  the  empty  boat  charge  occasionally,  according  to  the  drcum* 
stances  of  the  traffic,  and  the  necessity  and  policy  of  the  particular  charge  at 
the  time. 

As  to  the  charge  for  the  use  of  wharfs,  the  Company  state  that  most  Canal 
Acts  warrant  it,  and  most  Companies  levy  it ;  and  the  objection  in  the  present 
case  turns  rather  upon  the  mode  of  user  than  the /or/  ot  user  of  the  Company's 
wharfs.  They  also  state  that  the  opponents  to  the  Bill  say,  that  unless  they 
actually  lay  their  goods  upon  the  whsurf,  they  are  not  liable  to  wharfage  rates ; 
whereas  the  Company  say,  that  if  the  boats  are  laid  alongside  the  wharfs,  and 
the  goods  loaded  direct  from  boats  on  the  canal  to  carriages  standing  on  the 
wharfs,  or  vice  versd,  the  charge  is  in  common  justice  pa]/^le ;  that  ihe  Com* 
pany's  wharfs  are  actual  wharfs,  and  not  mere  roads;  and  such  of  the  traders  as 
do  not  make  use  of  these  wharfs  in  the  town,  the  sites  of  which  are  most  costly, 
aro  under  the  necessity  of  providing  wharfs  of  their  own,  either  by  purchase  or 
by  renting. 

In  reply  to  the  communication  addressed  to  those  persons  whom  the  Commis« 
sioners  understood  to  be  opposed  to  the  proposed  Bill,  two  statements  have  been 
received : 

1.  From  the  South  Lancashire  Coal  Proprietors,  in  which  they  state  that,  in 
existing  Acts,  by  which  the  Canals  aro  vested  in  the  Railway  Company, 
Provisions  aro  inserted  empowering  the  Commissioners  of  Railways 
from  time  to  time  to  regulate  the  amount  of  maximum  rates,  on  com- 
•  plaint  made  to  them  that  they  operated  projudicially  to  the  persons 
using  the  Canals ;  that  they  have  reason  to  believe  that  the  empty  boat 
charge  is  not  intended  to  apply  to  the  coal  traffic  on  the  Canal,  but  that, 
as  the  Bill  stands,  all  boats  which  carried  coals  along  the  Canals  would, 
upon  their  return,  become  again  liable  to  toll ;  that  the  freights  made 
by  boats  employed  in  this  traffic,  which  do  not  carry  return  cargoes, 
are  earned  by  the  conveyance  of  coal  one  way  only ;  that  with  rogard  to 
the  wharfage  charge,  it  might  be  argued  that  the  words  ^'  all  goods, 
wares  and  merchandize  "  do  not  include  coal ;  but  an  unfavourable  con- 
struction being  put  upon  them  might  be  highly  injurious  to  (he  coal 
traffic. 

2.  From 
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2.  From  Messrs.  Boothman  and  Babington,  of ;  iVUlifChest^r*  liaie*burpers, 
who  §tate,  tbiat  m)  boats  pass  empty  £^iig  ilmi  said  GaijialQ  but  such  as 
have  carried  or  return  laden  with  goods,  upon  which  tonnage-rates 
accrue  to  the  Company.  Thatalthougb^  in  respect  of  the  Macclesfield 
Canals  a  toll  is  specifically  imposed  upon  empjty  boats  by  the  Act  under 
which  it  was  constructed,  no  such  toll  has  ever  been  demanded  01:. 
received.  ITiat  no  toILwas  ever,  demanded  by  the  Peak  Forest  Canal 
Company,  and  only  to  a^limited  extent  by  the  Ashton  Canal  Company  ; 
and  that  no  assistance  is  given  by  the  Company's  servants  to  boats 
passing  the  locks  on  their  Canals. 

The  following  Tal>le  shows  the  Canals  possessed  by  the  Company,  with  their 
lengths  j  the  number  of  locks  upon  each,  and  the  number  of  lock-keepers  and  perr. 
sons  employed  : — 


CANALS. 

Length. 

Locks. 

Lock- 
keepers. 

■          Total  Persons 
employed  in  perfonnuig 
Services   of  Canals, 
including  Repaii^. 

■  REMARKS. 

Ashton      ... 
Peak  Forest       - 
Macclesfield 
Chesterfield 

Miles. 
17J 
16 
264 
46 

18 
16 
13 
65 

0 

3 

2 

12 

38 
39 
21 
36 

'Cost    of  pumping 
water,  300/.  per 

1 
_^^   f exclusive  of  1  Canal 
^^^  lEngineer. 

The  Ashton,  part  of  the  Peak  Forest,  and  the  Macclesfield  Canals,  together 
form  a  link,  connecting  the  system  of  Canals  in  Manchester  with  the  Trent  and 
Mersey  Navigation,  near  Congleton.  The  remainder  of  the  Peak  Forest  is  as 
it  were  a  branch  Caual  from  the  former  line,  from  this  ternuQQtion  of  which  the 
Cromford  and  High  Peak  Railway  forms  a  communicatipn  with  and  through  a 
considerable  part  of  Derbyshire.  The  Chesterfield  Ca&al  runs  through  the  sSme^ 
district  as  the  Manchester >  Sheffield  and  Lincolnshire  Railway,  conpecting  that 
difitrict  with  the  River  Trent,  and  through  it  with  the  Humber  and  the  sea,  and 
the  system  of  inland  navigation  proceeding  from  the  Trent.  It,  tlierefbre,  not 
only  is  a  directly  competing  Canal  with  the  Railway  throughout  its  own  length,  but 
is  an  important  link  in  a  navigation  of  considerable  extent,  which,  beyouid  its  own 
immediate  limits,  continues  in  competition  with  the  Railway. 

By  this  Bin,  the  empty  boat  charge  can  be  levied  on  each  of  the  cuts  or 
Canals  belonging  to  the  Company,  and  could  therefore  be  levied  three  times  : 
on  a  boat  passing  over  the  Macclesfield  Canal,  and  on  to  Manchester,  and  twice 
from  the  Peak  Forest  Canal  to  Manchester,  being  a  very  large  increase  on  the 
tolls,  if  calculated  only  upon  the  tonnage  rate,  according  to  the  freight  carried 
in  one  direction. 

The  Railway  Company,  in  the  Acts  by  which  they  obtained  possession  of 
these  Canals,  were  limited  as  to  the  rates  of  tolls  and  charges  which  they 
could  levy  upon  the  Canals,  a  maximum  being  in  each  case  fixed,  in  no  case 
exceeding  the  tolls  and  charges  levied  at  the  time  of  the  amalgamation,  it  being 
specially  enacted,  9  &  10  Vict.  c.  267,  g.  20,  that  the  maximum  rates,  tolls  and 
duties  to  be  charged  or  received  by  the  Railway  Compi^iy  in  respect  of  the 
navigation,  or  use  of  the  Peak  Forest  and  Macclesfield  Canals,  shall  not  exceed 
in  amount  the  rates,  tolls  and  duties  charged  or  received  by  the  Canal  Compapies 
at  the  time  of  the  passing  of  the  Act. 

On  inquiry  from  the  officers  of  the  Company,  it  appears  that  the  empty  boat 
charge  was  not  levied  on  the  Peak  Forest  Canal,  nor  on  the  .Macclesfield  Canal, 
and  only  partially  so  on  the  Ashton  Canal,  and  in  case  of  dry  seasons  only  op  the 
Chesterfield  Canal. 

3^5-  A  2  From 
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4  REPORT  OF  THE  COMMISSIONERS  OF  RAILWAYS 

FVom  a  statement  ^received  from  the  Company,  it  appears  that  a  reduction  of 
traffic  has  taken  place  upon  the  Canals,  as  shown  by  the  following  Table : — 


Yearly 

Number  of  Tons. 

CANALS. 

Rental. 

1845. 

1846. 

1847. 

1848. 

1849. 

Aflhton  Canal,  leased  to  Railway^ 
Company  in  1848 ;  1 1  &  12  Vict  > 
c86 J 

Peak  Forest  Canal,  leased  to  Rail-] 
way  Cooapany  in  1846;  9  &  10  V 
Vict  0.967     ...        -J 

Macclesfield  Canal,  leased  to  Rail-] 
way  Company  in  1846;  9  &  io[ 
Vict  c.  267     ...        -J 

Chesterfield     and     Gainsborough  >s 
Canal,  amalgamated  with  Man- 
chester and  Lincoln  Union  Rail- 
way Company,   and  afterwards) 
vested  in  Manchester,  Sheffield 
and  Lincolnshire  Railway  Com- 
pany ;  9  &  10  Vict  c.  358        -^ 

£.       #. 

12n)63   15 

9,334  18 
6,605  - 

r    Capital 
1 100,000    - 

Year  ending 

June 

57o,i66J 

Year  ending 

March 

413,999* 

239,6894 

Year  ending 

September 

165,511 

Year  ending 

June 

626,9824 

Year  ending 

March 

493,365! 

304,971* 

Year  ending 

June 

573,848 

Year  ending 

March 

457,460 

251,850* 

Year  ending 

June 

466,188 

Year  ending 
December 
343,549i 

270,8164 
201,544 

Year  ending 

December 

501,0754 

377,858 

255,512 

195,211 

1,389,366* 

. 

. 

1.282,097* 

1,329,6564 

Tonnage,  including  Wharfage  and  Light  Dues. 

REMARKS. 

CANALS. 

1845. 

1846. 

1847. 

1848. 

1849. 

Ashton      -        .        - 

Peak  Forest       - 
Macclesfield       - 

Chesterfield  and  Gains-1 
borough          -        -J 

£.     s.    d 
Year  ending 

June 
14,933    9    5 

Year  ending 

March 
14,070    8     ij 

10,438     a    2i 

Year  ending 

September 

12,795  11     7 

£.     s.    d. 
Year  ending 

June 
^5f55^    5    5i 

Year  ending 

March 
17,951  13     ij 

12,483  19    6| 

Year  ending 

September 

13,072  15    - 

£.     s.    d. 
Year  ending 

June 
14,180    3     7  J 

Year  ending 

March 
14,756    6    8J 

8,629  16  10* 
•4,918    2    6 

£.     s.    d. 
Year  ending 

June 
11,517     1  10 

Year  ending 

December 
10,852    6     li 

8,045    4    9i 
12,429    2     1 

£.      s.    d. 
Year  ending 
December 
12,801     8     2 

12,615    4    2i 
7,623    8    2 

11,574  10    9 

r*From8Aug. 
<     to  31  Dec. 
I    1847. 

£. 

53,237  11    3i 

59,066  13     i| 

42,484    9    H 

42,843  14  10 

44,614  11     3i 

From  the  foregoing  Table,  it  will  appear  that  the  traffic  on  all  the  Canals  at 
present  owned  by  the  Manchester,  Sheffield  and  Lincolnshire  Railway  Company, 
amounted  in  the  year  1844-5  to  52,237 Z.  lis.  3d.,  and  in  the  year  ending 
December  1849,  to  44,614 1  U  s.  3  rf.,  to  cover  a  rental  of  28,293 1.  13  s.  for  the 
Ashton,  Peak  Forest  and  Macclesfield  Canals,  and  interest  upon  a  capital  sum 
of  100,000/.  for  the  Chesterfield  Canal,  together  with  the  expenses  of  wages  and 
maintenance  performed  by  134  men,  including  one  canal  engineer,  and  of  pumping, 
stated  to  cost  300  /.  per  annum. 

The  quantity  of  goods  carried  upon  the  Canals  also  in  the  year  1844-5 
amounted  to  1,389,366^  tons,  and  in  1849  to  1 ,329,656^  tons,  fix)m  which  it 
would  appear  that  these  Canals,  notwithstanding  the  construction  of  Railways 
directly  competing  with  them,  still  provide  a  very  important  means  of  communi- 
cation in  a  district  where  the  population  is  dense,  the  manufactures  niunerous, 
and  minerals  abundant. 
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IN  ACCORDANCE  WITH  THE  ACT  9  &  10  VICT.  CAP.  105.      5 

From  this  statement,  derived  from  the  Company,  the  Commissioners  are  of 
opinion  that  the  Company  do  not  suffer  much,  if  any,  loss  by  these  Canal  Under- 
takings ;  and  considering  the  great  importance  attached  by  a  Select  Committee 
of  the  House  of  Commons  on  Railways'  and  Canals'  amalgamations,  who  fully 
considered  the  subject  in  1846,  in  Reports  which  were  before  Parliament  at  the 
time  of  the  passing  of  the  Acts,  vesting  these  Canals  in  the  Railway  Com-* 
pany,  and  that  The  Legislature  attached  much  importance  to  the  imposition  of 
a  moderate  scale  of  tolls  and  charges,  in  the  case  of  Canals  amalgamating 
with  Railways,  and  considering  also  that  the  Railway  Company  in  obtaining 
their  Acts  must  have  anticipated  a  reduction  in  the  Canal  traffic,  at  least  as 
great  as  has  taken  place  whenever  they  should  have  constructed  and  opened 
dieir  Railways  for  public  traffic,  the  Commissioners  are  of  opinion  that  it  would 
not  be  advisable  that  the  Company  should  be  empowered  to  charge  a  fixed  toll 
upon  all  empty  boats  passing  through  the  locks  upon  their  several  cuts  and 
canals.  At  the  same  time,  as  it  appears  that  boats  having  conveyed  freights 
through  canals  belonging  to  other  Companies  may  possibly  return  empty  through 
the  Canals  belonging  to  this  Company,  thereby  consuming  the  water  provided 
for  their  Canals,  and  committing  a  fraud  upon  the  Company,  by  not  having 
conveyed  cargoes  upon  which  tonnage  rates  would  accrue  in  one  direction,  the 
Commissioners  are  of  opinion  that  a  power  should  be  acceded  to  this  Company, 
to  make  a  charge  upon  all  empty  boats  which  may  pass  through  their  cuts  or 
Canals,  and  which  do  not  travel  laden  in  one  dilution.  The  Commissioners 
are  of  opinion,  however,  that  the  wharfage  charge  having  been  in  force  on  the 
Canals  prior  to  their  amalgamation  with  die  Railway,  may  reasonably  be  charged 
where  wharves  are  provid^  by  the  Company,  and  therefore,  as  desired  by  them 
in  the  statement  laid  before  the  Commissioners;  but  a  proviso  should  be 
inserted  in  the  Bill,  exempting  from  such  charge  all  goods  loaded  into  boats  at 
wharves  not  belonging  to  the  Company. 

By  Order  of  the  Commissioners  of  Railways, 

/.  Z.  A.  Simmons^ 

Captain  Boyal  Engineers, 
Secretary. 

Office  of  the  Commissioners  of  Railways, 
WhitehaU,  7  May  1850. 
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COMMISSION. 


Victoria  R. 

VICTORIA,  by  the  Grace  of  God,  of  the  United  Kingdom  of  Great  Britain 
and  Ireland,  Queen,  Defender  of  the  Faith.  To  Our  trusty  and  well-beloved 
George  Comewall  Lewis,  Esquire ;  Sir  James  Duke,  Baronet ;  Sir  Harry  Verney, 
Baronet ;  William  Miles,  Esquire ;  Richard  Owen,  Esquire,  Hunterian  Professor 
in  our  College  of  Surgeons  in  England ;  Frederick  Byng,  Esquire ;  and  John 
Wood,  Esquire,  greeting :  Whereas  We  have  thought  it  expedient  for  divers 
good  causes  and  considerations  that  a  Commission  should  forthwith  issue  to 
inquire  and  consider  whether  any  and  what  means  can  be  properly  and  bene- 
ficially adopted  for  carrying  into  effect  the  recommendations  of  a  Select  Committee 
of  the  House  of  Commons,  appointed  in  the  session  of  1849  to  report  upon 
Smitlifield  Market,  and  also  to  inquire  into  the  state  and  management  of  all 
Markets  in  the  City  of  London  for  the  sale  of  meat. 

Now  know  ye  that  We,  reposing  great  trust  and  confidence  in  your  knowledge 
and  ability,  have  authorized  and  appointed,  and  do  by  these  presents  authorize  and 
appoint  you,  the  said  George  Cornewall  Lewis,  Sir  James  Duke,  Sir  Harry 
Verney,  William  Miles,  Richard  Owen,  Frederick  Byng,  and  John  Wood,  to  be 
our  Commissioners  for  the  purposes  aforesaid.  And  for  the  better  enabling  you 
to  carry  these  Our  Royal  intentions  into  effect,  We  do  hereby  authorize  and  em- 
power you,  or  any  three  or  more  of  you,  to  call  before  you  such  persons  as  you  shall 
judge  likely  to  afford  you  any  information  upon  the  subject  of  this  Our  Commis- 
sion ;  also  to  call  for,  have  access  to,  and  examine  all  such  Books>  Documents, 
Papers,  and  Records  as  may  afford  the  fullest  information  on  the  subject,  and  to 
inquire  of  and  concerning  the  premises  by  all  other  lawful  ways  and  means 
whatsoever. 

And  We  do  by  these  presents  will  and  ordain  that  this  Our  Commission  shall 
continue  in  full  force  and  virtue,  and  that  you  Our  said  Commissioners,  or  any 
three  or  more  of  you,  may  from  time  to  time  proceed  in  the  execution  thereof,  and 
of  every  matter  and  thing  therein  contained,  although  the  same  be  not  continued 
from  time  to  time  by  adjournment. 

And  Our  further  will  and  pleasure  is,  that  you  Our  said  Commissioners,  or  any 
five  or  more  of  you,  upon  due  inquiry  into  the  premises^  do  report  to  us  in  writing, 
under  your  hands  and  seals,  your  several  proceedings  under  and  by  virtue  of  this 
Our  Commission,  together  with  what  you  shall  find  touching  or  concerning  the 
premises. 

And  We  further  ordain,  that  you  or  any  five  or  more  of  you,  may  have  liberty 
to  report  to  Us  your  proceedings  under  this  Our  Commission,  from  time  to  time, 
should  you  judge  it  expedient  so  to  do. 
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vi  COMMESSION, 

And  for  your  further  assistance  in  tlie  execution  of  these  presents,  We  do  hereby 
authorize  and  empower  you,  or  any  three  or  more  of  you,  to  appoint  a  Secretary 
to  this  Our  Commission,  whose  services  and  assistance  We  require  you  to  use 
from  time  to  time  as  occasion  may  require. 

Given  at  Our  Court  at  St.  James's  the  Twenty-third  Day  of  November,  1849, 
in  the  Thirteenth  Year  of  Our  Reign. 

By  Her  Majesty's  Command, 

G.  GREY. 
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REPORT. 


TO  THE  QUEENTS  MOST  EXCELLENT  MAJESTY. 

Your  Majesty  karing  \)een  graciously  pleased  to  issue  a  Commifision  under  your 
Royal  sign  manual^  bearing  date  the  23rd  day  of  November^  1849^  and  to  appoint, 
autfaoriagy  and  direct  us,  Your  Majesty  s  GommissiDDers  therein  named,  *'  to  inquire 
^  and  consider  whether  any  and  what  means  can  be  properly  and  beneficially  adc^yted 
^  for  carrying  into  eflFect  the  recommendations  of  a  Select  Committee  of  the  House  of 
** Commons  appointed  in  ihe  seswon  of  1849,  to  report  upon  Smitbfield  Market; 
*'and  also  to  inquire  into  the  state  and  management  of  all  markets  in  tbe  City  of 
'^  London  for  the  sale  of  meat,  and  to  report  thereon  to  Your  Majesty ;'' 

We»  Your  Majesty's  Commissioners,  having  made  due  inquiry  into  these 
matters,  in  tbe  execution  of  Your  Majesty's  commands,  now  humbly  beg  leave  to 
report  our  proceedings,  the  nature  and  result  of  our  inquiries,  and  the  conclusions 
which  we  have  formed  thereon. 

We  judged  it  proper,  as  our  first  step,  to  open  a  communication  with  the  autho- 
rities of  the  City ;  and  we  addressed  a  request  to  the  Town  Clerk  that  the  Corpora-  Appendix  p.  137. 
tion  would  appoint  a  deputation  to  confer  with  us  upon  the  subjects  embraced  by 
our  Commission.  This  request  was  laid  before  the  Court  of  Common  Council,  who 
referred  it  to  the  Markets  Improvement  Committee,  with  power  to  appoint  a  deputa- 
tion for  holding  such  conference.  We  subsequently  had  an  interview  with  the 
deputation  so  appointed,  when  we  explained  to  them  the  nature  of  the  inquiry 
intrusted  to  us,  and  solicited  such  assistance  and  information  as  appeared  necessary 
to  full  investigation.  We  requested  to  be  furnished  with  written  statements  of  Appendix  p.  137. 
the  legal  regulations  under  which  Smitbfield  market  and  the  other  meat  markets 
Mre  governed ;  with  accounts  of  their  revenue  and  expenditure,  and  plans  of  the 
markets  and  the  approaches  to  them ;  and  also  with  statements  of  the  principal 
advantages  resulting  from  the  existing  state  of  the  markets ;  or  of  any  oisadvan-* 
tages,  with  suggestions  for  their  removsd. 

We  next  proceeded  to  the  examination  of  various  witnesses ;  among  whcmi 
were  the  officers  appointed  to  tbe  markets,  several  persons  practically  acquainted 
with  the  business  of  these  markets,  the  agents  and  managers  of  companies 
employed  in  the  carrying  trade  by  which  the  markets  are  supplied  both  with  live 
and  dead  meat,  and  one  of  the  principal  bankers  connected  with  the  money  trans- 
actions of  Smitbfield.  We  heard  some  statements  as  to  the  loss  of  custom  to  be 
anticipated  from  the  removal  of  the  market,  by  tradesmen  whose  business  is  con- 
nected with  those  attending  it ;  and.  lastly,  we  sought  informaAion  upon  those 
influences  which  the  large  markets  may  have  upon  the  health,  morals,  and  good 
wder  of  the  metropolis.  Upon  the  application  of  the  Islington  Market  Company 
we  also  examined  a  deputation  representing  the  interests  of  that  body  in  the  mariiet 
erected  at  Islington  under  a  local  Act  of  1845  (6  and  6  Wm,  IV.,  cap.  Ill),  as  Evidence, p.  74. 
a  market  for  the  sale  of  live  stock  in  the  metropolis ;  and  we  have  a{^>ended 
ill  the  evidence  to  our  Report 

The  resolutions  of  the  Select  Committee  of  the  House  of  Commons,  to  which 
we  are  specially  referred  by  our  Commission,  affirmed  the  expediency  of  removmg 
Smitbfield  market,  but  left  to  Your  Majesty's  Government  the  consideration  and 
settlement  of  this  question;  and  of  other  matters  connected  with  the  markets 
upon  which  the  Committee  did  not  express  an  opinion*  The  resolutions  of  the 
Select  Committee  are  as  follows  : — 

*^  Resolved^ — That  it  is  the  opinion  of  this  Committee  that  the  continuance  of  a  market 
••  for  the  sale  of  live  stock  in  Smithfield  is  proved  by  experience  to  be  attended  with  serious 
^  inconveniences  and  objections,  and  that  it  ought  to  be  removed. 

*^  Beiolved, — That  it  is  the  opinion  of  this  Committee,  that  these  inconveniences  and  ob- 
'*  jectiona  have  been  of  late  years  in  some  degree  mitigated  by  the  care  and  attention  of 
**  the  Corporation  of  the  City  of  London,  but  that  so  long  as  the  market  continues  to  be 
^^  held  in  its  present  situation  the  inconveniences  referred  to  will  not  admit  of  prevention. 

**  Sesolvedj — ^That  it  is  the  opinion  of  this  Committee  that,  in  providing  market  ac- 
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Appendix,  p.  138. 


%  Slowe'st  SiirYcv, 
1754,  p.  717.  ' 


Edif., 


^^  commodation  for  the  sale  of  cattle  in  substitution  (or  Smithfield  market,  due  care 
*'  should  be  taken  to  ensure  sufficient  space,  not  only  for  the  present,  but  also  for  the 
"  future  wants  of  the  metropolis. 

"  ife*afoerf,— That  it  is  the  opinion  of  this  Committee  that  there  has  been  great  benefit 
"  to  the  health  of  the  neighbouring  inhabitants  from  the  presence  of  a  large  open  space, 
^'  such  as  Smithfield,  in  the  midst  of  a  densely  populated  district ;  the  Committee,  tnere- 
^'  fore,  trusts  that  in  any  contemplated  alterations,  the  greater  portion  of  the  present  open 
^'  space  may  be  retained. 

'*  Resolved, — ^That  it  is  the  opinion  of  this  Committee,  that,  in  accordance  with  the 
**  tenor  of  the  evidence,  only  one  great  metropolitan  cattle  market  can  eidst ;  and  that, 
^^  therefore,  in  the  selection  of  its  site  regard  should  be  had  to  the  position  of  the 
"  railway  termini,  the  place  of  the  disembarkation  for  'Scotch,  Irisn,  and  foreign 
''  cattle ;  the  bridges,  especially  Blackfriars ;  and  to  the  density  of  the  population  in  the 
^*  neighbourhood  of  such  site. 

''  Resolved, — That,  in  reference  to  the  propriety  of  constructing  abattoirs,  of  placing 
^'  slaughter-houses,  both  public  and  private,  under  inspection,  and  the  necessity  of  a 
"  more  vigilant  superintendence  of  the  markets,  of  both  live  and  dead  stock,  to  pre- 
*^  vent  the  sale  of  meat  unfit  for  human  food,  the  alteration  of  the  Market-day  from 
*'  Monday  to  Tuesday,  and  the  establishment  of  lairs,  with  a  sufficient  supply  of  food 
''  and  water  for  cattle,  upon  which  the  Committee  has  incidentally  received  evidence,  the 
^^  Committee  forbear  to  express  an  opinion ;  but  looking  at  the  immense  importance  of 
*^  the  supply  of  animal  food  to  this  vast  and  rapidly  increasing  metropobs,  and  the 
''  variety  and  ma^itude  of  the  interests  involved  in  the  satisfactory  settlement  of  this 
'^  question,  they  desire  to  express  an  earnest  hope  that  the  Government  will  take  the 
**  whole  matter  into  their  early  and  serious  consideration." 

"22Jttw,  1849." 

We  are  further  jdirected,  by  our  CommissioD,  to  inquire  and  report  upon  the 
meat  markets  of  the  City.     These  are — 

1.  Newgate  market, 

2.  Leadenhall  market, 

3.  Farringdon  market, 

of  which  Newgate  market  is,  by  far,  the  most  important. 

We  now  proceed  to  state  the  result  of  our  inquiries  into  the  state  of  these 
several  markets. 

Smithfield  Market. 

Smithfield  has  been  a  market-place  almost  as  far  back  as  the  history  of 
London  reaches ;  and  the  market  is  held  there  by  the  Corporation  by  prescrip- 
tion, confirmed  by  charters  and  by  Acts  of  Parliament. 

In  1327  King  Edward  III.,  in  the  first  year  of  his  reign,  granted  by  his 
charter,  amongst  other  things,  that  '  no  market  should  thenceforth  be  granted 
by  the  King  or  his  heirs  to  any  within  seven  miles  in  circuit  of  the  City  of 
London.' 

The  market,  with  the  tolls,  is  also  confirmed  to  the  City  of  London,  by  the 
charter  of  the  14th  of  Charles  L  (1638),  which  was  further  confirmed  by  the 
Inspeximus  Chailer  of  Charles  IL 

The  City's  rights  and  liberties  having  been  seized  under  a  writ  of  quo  toarraivto 
in  the  rei^  of  Kin^  Charles  IL,  the  Act  of  the  2nd  William  and  Mary,  chap.  8, 
was  pass^,  by  which  the  judgment  against  the  City  was  declared  to  be  illegal  and 
arbitrary ;  and  the  rights,  markets,  and  liberties  of  the  City  were,  amongst  other 
things,  restored  to  them  peaceably  to  have  and  enjoy. 

Tlie  Islington  Market  Act  (5  and  6  Wm.  4.,  chap.  Ill),  recites  the  City's  title 
to  Smithfield  market,  and  the  prohibition  against  erecting  any  new  market  within 
seven  miles  of  it  (in  support  of  which  the  opinions  of  the  Judges  were  given  in 
the  House  of  Lords),  and  grants  compensation  to  the  City  for  any  loss  they  might 
sustain  by  the  diminution  of  the  tolls  and  profits  of  Smithfield  consequent  on  the 
establishment  of  the  new  market  at  Islington. 

The  ancient  area  of  the  market,  which  is  stated  by  credible  witnesses  to  have 
originally  suffered  by  encroachments,  has  in  later  years  been  several  times  en- 
larged by  purchase,  and  the  ownership  of  such  additional  space  is  also  vested  in 
the  Corporation. 

Smithfield  is  the  great  and  almost  the  sole  market  for  the  supply  of  the 
metropolis  with  live  stock.  The  certain  demand  and  large  weekly  sales  have  been 
met  by  ample  supplies  of  horned  cattle,  calves,  sheep,  lambs,  and  pigs  of  different 
breeds  and  kinds  suited  to  the  various  wants  of  the  numerous  purchasers. 
It  is  also  an  ancient  market  for  the  sale  of  horses,  the  horse^fair  commencing  on 
the  termination  of  the  cattle-market,  and  on  three  separate  market  days  in  every 
week  hay  and  straw  are  sold. 
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The  market  days  are,  for  live  stock  and  horses,  Monday  and  Friday,  but  the 
principal  sale  is  on  Monday;  and  for  hay  and  straw,  Tuesday,  lliursday,  and 
Saturday.  The  drovers  begin  to  drive  their  cattle  into  the  market  immediately 
after  13  o*clock  on  the  Sunday  night  preceding  the  Monday's  market,  and  large 
droves  of  beasts  are  collected  in  the  adjacent  streets  waiting  till  that  hour  has 
struck.     For  the  Friday's  market  the  cattle  arrive  about  four  or  five  o'clock  in  the  Shwk. 

morning.  When  the  market  is  large,  the  cattle  continue  to  be  brought  in  as  space  p.  is;.  *^*  ' 
is  made  by  the  sale  and  removal  of  others,  till  eight  or  nine  o'clock.  The  business 
of  the  market  commences  with  day-li^ht  in  the  winter  season,  and  about  five 
o'clock  in  the  summer.  The  chief  sale  is  over  early  in  the  forenoon,  and  the 
market  is  closed  at  three  o'clock  p.m.,  pursuant  to  Act  of  Parliament  and  the 
regulations  of  the  Corporation ;  and  then,  as  has  been  already  stated,  the  sale  of 
horses  begins. 

The  tolls  and  dues  are  demandable  pursuant  to  ancient  custom,  and  are  regu- 
lated by  the  Court  of  Common  Council. 

Tolls. 

Sheep.' — For  every  score  of  sheep  sold  (belonging  to  non-freemen)  2d.  per 

score. 
Beasts. — For  every  score  of  beasts  sold  (belonging  to  non-freemen)  20rf.  per 

score. 
Horses. — For  every  entry  of  sale  4rf.  each. 
Pigs. — For  every  score  \d. 

Dues. 
Pens  for  Sheep,  Calves  or  Pigs. — Permanent  pens  Is.  each;  hurdle  pens  10c?. 

each. 
Ties  for  Beasts  or  Calves. —  Id.  each ;  for  horses  2d.  each. 
Hay  Duty. — 6rf.  per  load  (unless  the  pi-operty  of  freemen),  and  for  each  entry 

of  sale  Id. 
Straw  Duty. — Id. ;  for  each  entry  of  sale  \d. 
The  clear  net  annual  income  arising  from  these  sources  to  the  Corporation 
of  the  City  of  London  (after  deducting  all  charges  and  expenses)  was,  on  an 
average  of  the  five  years  ending  with  December,  1848,  5,547/. 

We  are  indebted  to  the  Markets  Improvement  Committee  for  the  following 
balance  sheet  of  the  revenue  and  expenditure  of  Smithfield  market  for  the  year 
ending  Slst  December,  1848,  which  was  made  out  for  our  information  in  pur- 
suance of  their  order. 


Ho.  Comm.  Rep.,  1849 
Appeudix,  p.  405. 


Generai  Product. 
To  groM  produce  of  sheep,  calf,  and  pig  pens      • 

Ditto  beast  tiet 

Ditto  calf  tiet 

Ditto  hone  ties 

DiUo  bay  duty  .••.«. 

Ditto  straw  duty 

Ditto  drovers*  licences,  Bartholomew- 

Fair,  and  incidental  receipts 


Deduct  wagff  to  assistant  collector,  and 
petty  expenses     ••••••• 

iVk  General  produce       •    •     • 

Tofft. 

To  gross  produce  of  tolls  on  beasts      •     •     •     •  931  11  7 

Ditto            sheep 565  13  0 

Ditto           horses 0  9  0 

Ditto           pigs 31  2  S 


£. 

t. 

d. 

5,307 

10 

0 

864  18  11 

120 

4 

8 

107 

4 

6 

146 

11 

3 

4 

2 

8 

81 

7 

0 

6,631 

19 

0 

123 

0 

0 

6,508  19 

0 

Deduct  petty  expenses 


1,518  15  10 
5    5    0 


NhToUm    .    .     .    ^    •    .     .    1,513  10  10 


Total 


£8,022    9  10 


Obdznabt  Expemdzture. 

£.  f. 

By  rent,  rates,  taxes,  &c •     .     1,865  8 

By  salary  to  clerk  of  marlcet,  and  collector    •        300  0 

50  0 

397  8 

72  0 

110  0 

86  2 


By  salary  to  clerk  of  marlcet,  and  collector    • 
By  salary  to  veterinary  surgeon    .     •     •     • 
By  expenses  of  repairs        •••••• 

By     4litto    of  rope     ••••••• 

By     ditto    of  gas 

By  sundry  incidental  expenses      •     •     •     • 


d. 
4 

0 
0 
6 
0 
6 
8 


2,381     0    0 


EXTBAOSDINABY  ExrEMDITUBE. 

By  expense  of  enlargement  •     •     •     • 


1,000    0    0 


Total    .....  3,381    0    0 
Balance,  being  the  excess  of  revenue  over 
expenditure        4,641    9  10 


Total    ....     £8,022    9  10 


The  Court  of  Mayor  and  Aldermen  make  rules  and  ordinances  for  the  regula- 
tion and  government  of  the  market.  The  general  superintendence,  management, 
and  revenues,  have,  since  1835,  heen  placed  under  the  charge  of  a  Committee  of 
the  Common  Council,  styled  "  The  Markets  Committee."  The  chief  officers  of 
the  market  are — 

!•  The  Manager  and  Collector. — He  describes  his  duties  to  consist  of   the 
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Digitized  by 


Google 


10 


REPORT  of  the  COMMISSIONERS  appointed  to  make 


Evidence. 
FUher,  741. 


superintendence  of  the  arrangements  of  the  market  He  learns  from  the  different 
salesmen,  prior  to  each  market,  the  number  of  sheep  or  beasts  for  which  they 
require  standings,  and  he  apportions  to  them  severally  the  accommodation  which 
they  require,  so  far  as  the  space  will  permit  He  collects  the  tolls  and  dues 
and  accounts  for  each  sum  received  weekly ;  he  prepares  the  annual  accounts ; 
he  also  keeps  an  account  of  the  hay  and  straw  sold,  and  grants  the  licences  to 
drovers.  He  is  appointed  by  the  Lord  Mayor,  Aldermen,  and  Common  Council. 

2.  The  General  Inspector  of  Markets. — This  officer  is  appointed  by  the 
Lord  Mayor,  under  the  stat  11  &  12  Vict,  c.  107.  His  duties,  so  far  as  relate 
to  Smithfield,  are  to  seize  and  cause  to  be  destroyed  any  sheep  or  lambs  infected 
with  contagious  disorders,  and  to  proceed  against  any  persons  exposing  infected 
horned  cattle  for  sale.  His  statutory  authority  will  expire  on  the  1st  September  next. 

The  total  area  of  the  market,  including  the  public  roads  and  thoroughfares  by 
which  it  is  intersected  from  south  to  north,  and  from  west  to  east,  is  six  acres 
fifteen  poles.  This  area  comprises  three  irregularly  shaped  separate  plots  erf 
jrround,  which  abut  upon  each  other  on  only  one  of  their  sides,  and  are  not  from 
their  shapes  well  adapted  to  afford  for  the  purposes  of  a  market  the  full  value  of 
that  amount  of  disposable  space.  The  cattle-market  occupies  the  south  plot,  and 
is  calculated  to  provide  rails  for  tying  2,750  oxen ;  the  irregular  formed  plot  to  the 
east,  the  small  centre  space  where  the  three  plots  join,  and  the  small  square  plot  to 
the  west,  are  occupied  by  1,506  pens,  calculated  to  hold  30,000  sheep,  1000  pigs,  and 
500  calves.  There  are  seven  roads  leading  into  the  market,  their  widths,  at  the 
entrance  to  the  market,  measuring  from  house  to  house  and  extending  over  the 

footways,  are Feet.    Incbei. 

Giltspur-street  .  .  •         63 

Honey-lane       .  .  .  .  15 

King-street       .         .  .  .         30 

West-street       ....  16 

Smithfield-bars  ...         53 

yards  from  the  market  to  .         34 

Long-lane         .  .         .  .         31 

Duke-street  ....  25 
The  business  of  the  market  is  almost  exclusively  conducted  by  salesmen,  of 
whom  it  is  stated  that  there  are  about  600.  Graziers  seldom  attend  the  market, 
either  because  they  find  it  inconvenient,  or  because  they  obtain  better  prices  for 
their  stock  by  consigning  it  to  a  salesman  who  knows  the  butchers  frequenting  the 
market  and  the  different  descriptions  of  stock  which  each  requires  to  suit  his 
customers.  The  stock  is  delivered  to  the  salesman  on  the  forenoon  preceding  the 
market-day,  and  it  is  then  examined  by  him,  and  an  estimate  formed  of  the  prices 
it  will  realize.  His  drover  brings  it  into  market  from  the  railroad,  wharf,  or  lair ; 
it  is  then  sold  by  him  to  the  butcher  at  the  market  price  of  the  day,  and  driven 
from  the  market  by  the  drover  employed  by  the  butcher.  The  butcher  imme- 
diately pays  the  price  of  his  purchase  into  the  salesman's  account  at  his  banker  s  ; 
on  the  termination  of  the  day's  market,  the  salesman  attends  at  the  banker's 
office  and  makes  out  an  account  of  the  sale,  and  the  banker  either  remits  the  money 
to  the  grazier  by  that  night's  post  or  pays  it  into  his  credit  at  a  London  banker's 
on  the  following  morning.  These  bankers,  of  whom  there  are  seven,  have  their 
offices  in  Smithtield,  and  their  business  is  exclusively  confined  to  the  transactions 
of  the  market  The  average  amount  of  money  passing  through  one  bank,  said  to 
be  one  of  the  principal,  is  stated  to  be  from  35,000/.  to  40,000/.  every  Monday's 
market  The  transactions  of  the  market  are  always  for  ready  money ;  but  the 
banker  sometimes  accommodates  the  butcher  by  giving  credit  from  one  market- 
day  to  another,  and  advancing  the  amount  of  his  purchase  to  the  grazier. 

We  have  attempted  to  form  an  accurate  estimate  of  the  number  and  value  of  the 
Ho.Comin.Rep.iS49,  YvfQ  stock  annually  sold  in  Smithfield.     We  find  it  stated  in  the  evidence  given 
before  the  House  of  Commons  Committee  in  1849,  by  Mr.  Richard  Hicks  (an  ex- 
tensive salesman  in  Newgate  market,  whom  we  also  examined),  that  he  had  taken 
some  pains  to  arrive  at  a  correct  approximation  for  the  year  1848,  and  he  gave 
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Evidence. 
Hill,  2278-9. 


these  results : — 

224,000  horned 
1,550,000  sheep 
27,300  calves 
40,000  pigs 


cattle. 


at  18Z. 
at  H. 
at  3;. 
at    ll 


\0s.  each 
18«.  each 
15«.  each 
I0«.  each 


£. 

4,144,000 

2,945,000 

102,375 

60,000 

£.7,251,375 
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Mr.  Gibletty  a  witness  who  afforded  us  much  valuable  inforniatioQ,  made  the      Evidence,  1906. 
following  calculation.     He  stated  that  he  was  not  aware  of  Mr.  Hicks'  estimate, . 
that  his  calculation  was  founded  upon  the  prices  of  1849,  which  were  lower  than 
those  of  1848,  on  which  Mr.  Hicks*  estinaate  was  based,  but  tliat  it  was  a  matter 
of  speculation  and  judgment  to  determine  upon  a  fair  average  price,  and  he 
thought  his  estimate  rather  under  the  truth: —  £. 

280,000  beasts,  at  16Z.  each       .      3,328,000 
1,560,000  sheep,  at  H.  15^.  each        2,730,000 
20,800  calves,  at  4tl  each  .  83,200     , 

20,800  pigs,  at  21  each  .  41,600 

£.6,182,800 


We  examined  Mr.  Shank,  the  clerk  of  the  market,  with  a  view  to  ascertain  the  '  s^^*  i64«-9. 
amount  of  the  stock  annually  sold.  He  stated  that  the  number  of  sheep  returned 
as  sold  is  considerably  greater  than  the  actual  number  sold ;  and  that  the  sales- 
men are  in  the  habit  oi  paying  toll  for  more  than  they  have  in  the  market  for  the 
purpose  of  getting  room  and  gaining  an  advantage  over  their  neighbours.  He 
described  this  as  a  regular  practice,  and  he  estimated  that  it  would  cause  a 
fictitious  addition  of  at  least  4,000  sheep  in  the  numbers  accounted  for  on  each 
Monday's  sale.  Mr.  Shank  furnished  us  with  the  annexed  statement  of  what  he  Appendix  p.  148» 
estimated  to  be  the  actual  number  of  sheep,  calves,  and  pigs  sold  in  1848.  To 
this  we  have  added  the  number  of  bea§ts  returned  in  the  Chamberlain's  weekly 
statement  of  the  sales  in  that  year,  and  calculating  the  value  on  the  mean  of 
the  above  estimates  by  Mr.  Hicks  and  Mr.  Giblett,  we  arrive  at  the  following 
results : —  £. 

236,975  beasts,  at  \7l  5s.        each  .    4,087,819 

1,291,770  sheep,  at  H.  16^.  6d.     „  .    2,357,479 

28,856  calves,  at  31  1 7s,  6d.     „  .       1 1 1,817 

27,350  pigs,    at  11.  15s.  „  .         37,862 

£.6,594,977 


To  complete  the  statement  of  the  business  of  the  market,  it  remains  to  add  that 
12,867  horses  were  exposed  for  sale  in  the  year  1848  (no  account  being  kept  of  the 
actual  sales),  and  that  18,537  loads  of  hay,  and  1,751  loads  of  straw  were  sold  in 
that  year. 

Smithfield  has,  since  the  Charter  of  Edward  IH.,  granted  in  1327,  been  the 
sole  market  for  the  supply  of  the  metropolis  with  live  stock.  Experience  has 
shown  the  tendency  of  the  metropolitan  cattle  trade  to  support  only  one  large 
market,  and  Smithfield  has  thus  received  the  constantly  increasing  supplies  required 
for  the  growing  population  by  which  it  is  surrounded.  Stowe,  who  wrote  in  the  stowe's  Sumy,  Ed^ 
year  1698,  says: — **It  has  been  calculated  that  the  number  of  cattle  sold  in  ^'^^»p-^^^- 
Smithfield,  and  within  the  bills  of  mortality,  one  year  with  another,  are 

"  Neat  cattle,  or  oxen,  or  cows       .  •         70,000 

Sheep  and  lambs       .  .  .  .  540,000 

Calves 200,000 

Hogs  and  pigs  ....  252,000." 

Maitland,  in  his  **  Historj-  of  London,"  gives  the  actual  number  of  cattle  sold  in    ^^'  ^^^  p*  ^*^•''• 
Smithfield  on  each  market-day  in  the  year  1725,  taken  from  the  accounts  of  the 
clerk  of  the  market.     Their  total  amounts  are. 

Bulls,  oxen  and  cows      .....         73,691 
Sheep  and  lambs  .....        555,620 

He  adds,  that  the  metropolitan  supply  of  cattle  obtained  through  other  sources 
would  cause  an  addition  of  one-thii-d  to  the  above  numbers;  and  ne  estimated  the 
number  of  calves  sold  in  the  metropolis  (of  which  only  an  inconsiderable  number 
were  sold  m  Smith6eld)  at  about  194,732,  and  of  pigs  at  186,932. 

The  return  of  the  City  Chamberlain,  appended  to  the  House  of  Commons 
Report  of  1828,  makes  the  number  of  animals  sold  in  Smithfield  in  the  twelve 
noonths  ending  with  April  in  that  year: — 

Cattle  ' 155,714 

Sheep  and  lambs    ....       1,412,030 

C2 


Digitized'by 


Google 


13 


REPORT  of  the  COMMISSIONERS  appointed  to  make 


Bridence. 
Mowley,  1860. 
^Willougbby,  1303. 
Chippiogdale,  132X 


Eridence. 
Mofeley,  1871. 
Uajward,  1290*3. 
HViUoughby,  1303. 


Evidence 
MoMley,  1901. 


A  similar  return,  appended  to  ihe  House  of  Commons  Report  of  1849,  shows 
the  following  numbers  sold  in  1848  :— 

Cattle 236,975 

Sheep  and  larabs     .         •         .         •      1,417,010 

The  constantly  increasing  supply  evidenced  by  these  returns,  has  suffered  no 
interruption,  except  with  regard  to  the  sheep,  which  reached  their  present  maximum 
in  1844,  when  in  nineteen  markets  in  the  latter  part  of  that  year  the  number 
exceeded  30,000,  and  in  one  market  reached  39,920.  But  we  shall  revert  to 
this  subject  in  connexion  with  the  dead-meat  market. 

Smithfield  draws  its  chief  supplies  from  the  eastern  and  north-eastern  counties 
of  England ;  from  the  midland  counties  of  Leicester,  Derby,  Warwick,  Northamp- 
ton and  Cambridge ;  and  from  Bucks  and  other  counties  surrounding  the  metro- 
polis. Large  numbers  of  cattle  are  also  received  from  Scotland,  and  there  is  now 
a  regular  supply  of  foreign  cattle,  calves  and  sheep,  brought  from  Hamburgh, 
Rotterdam  and  Tonningen ;  and  latterly,  cattle  have  arrived  from  the  ports  of 
Spain  and  Portugal. 

The  foreign  cattle  imported  are  consigned  to  London  salesmen,  and  it  may  be 
assumed,  that  they  are  almost  exclusively  sold  in  Smithfield  market.  In  the  last 
year,  the  number  of  live  animals  imported  was — 

Oxen  and  bulls          •         •         •         •  21,751 

Cows 19,921 

Calves    ...•••  13,645 

Sheep  and  lambs       .         .         .         .  129,265 

Swine  and  hogs         •          •         «         •  2,653 

The  introduction  of  steam-carriage  has  entirely  changed  the  mode  of  bringing 
stock  into  the  market,  and  has  greatly  added  to  the  number  of  places  from  whence 
the  supplies  are  derived.  The  great  supplies  from  Norfolk,  Suffolk,  Essex,  Cam- 
bridge and  Lincolnshire  come  by  the  Eastern  Counties  Railway ;  the  avera^  time 
of  the  transit  from  Norwich  to  London  (110  miles)  being  seven  and  a  hall  hours. 
From  the  Midland  and  Western  Counties,  they  are  brought  by  the  North 
Western  and  Great  Western  Railways.  Cattle  from  the  North  are  brought  from 
the  ports  of  Hull,  Berwick,  Aberdeen  and  Inverness,  by  vessel  into  the  Thames ; 
but  latterly,  some  have  arrived  from  Scotland  by  railway.  The  foreign  cattle  are 
also  brought  into  the  Thames,  and  landed  in  the  Pool.  Cattle  arriving  by  railway 
are  usually  sent  to  the  lairs,  where  they  remain  for  twenty-four  hours,  and  are 
then  driven  into  the  market. 

The  extent  to  which  railway  carriage  is  now  employed  in  the  transport  of  live 
stock,  and  its  influence  upon  the  questions  referred  to  us,  will  be  appreciated  from 
the  fact  ^iven  in  evidence  to  us  by  the  traffic  manager  of  the  Eastern  Counties 
Railway  Company,  that  the  stock  carried  on  that  railway  in  the  last  year  amounted 
to  57,300  oxen,  275,000  sheep,  and  15,000  pigs  and  calves. 

'  Smithfield  is  bounded  on  the  east  by  St.  Bartholomew's  Hospital  and  the  houses 
which  abut  upon  Cloth  Fair,  and  runs  in  a  north-east  direction  along  part  of 
Long-lane,  of  which  it  forms  at  this  end  the  north  side;  on  the  north  it 
extends  beyond  the  limits  of  the  City,  among  the  close  courts  which  communicate 
with  Charter-house  Lane,  and  returns  westward  by  Smithfield-bars  to  the  east  end 
of  West-street  and  King-street,  narrowing  to  a  point  on  the  south  at  its  chief  ap- 
proach from  Giltspur-street. 

If  it  be  considered  with  regard  to  the  distribution  pf  the  population  of  London, 
Smithfield  is  placed  out  of  the  centre  in  a  northerly  direction,  and  a  circle  drawn 
on  a  two  mile  radius  around  Charing-cross  (from  which  Smithfield  is  distant  nearly 
one  mile  and  a  half)  would  include  a  greater  proportion  of  the  more  densely  popu- 
lated parts  of  the  metropolis  than  a  similar  circle  drawn  round  Smithfield ;  but 
Smithfield  is  in  tlie  closest  proximity  to  the  centre  of  the  business  of  the  metro- 
polis. It  is  accessible  from  the  pool  and  the  docks,  from  which  it  receives  large 
supplies.  It  is  close  to  the  two  great  arterial  lines  of  street  communication  firom 
the  western  suburbs ;  the  one  leading  by  Oxford-street  and  Holborn,  and  running 
in  a  north-east  direction  through  the  market ;  the  other  by  Piccadilly,  the  Strand, 
and  Fleet-street — these  great  lines  of  approach  continuing  eastward  by  Cheapside 
and  Whitechapel,  and  diverging  into  the  Mile  End  road  and  the  Commercial-road. 
On  the  south  the  approach  is  now  excellent  by  Farringdon-street,  Blackfriars- 
bridge,  and  the  Blackiriars  road,  the  thoroughfares  northward  crossing  the  market  in 
two  directions ;  and  to  the  less  densely  populated  district  on  the  north,  St.  John- 
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street  forms  a  direct  outlet.     These  great  tlioroughfares,  converging  in  tLe  direc-  Qiy^  g5*5*^9i4c 
tion  of  Smithfield,  render  the  great  market  for  the  supply  of  the  metropolis  B<mMr'275~8o. 
accessible  from  all  parts.  VZ^x^iit^. 

The  advantages  of  this  central  position,  and  of  these  means  of  access,  are  obvious.  Kentish,  731—7. ' 
They  offer  conveniences  to  the  buyers  scattered  over  the  whole  of  the  metropolis,  DudcwoSTftW— 90. 
as  well  as  for  the  transaction  of  all  the  details  of  general  business.    The  close  Baniiter,  101s— 9. 
proximity  of  Newgate  market  is  another  great  convenience,  and    one    which  cmmVi^ai^'s. 
many  butchers  of  extensive  trade  (though  on  this  point  all  do  not  agree)  consider  Harper,  1444—9. 
indispensable  to  the  transaction  of  their  business.     The  Post-office,  the  Bank  of    "^  *     ""    ' 
England,  and  Lombard-street,  where  the  chief  part  of  the  country  banking  business 
is  carried  on,  are  within  a  few  minutes'  walk  of  the  market,  and,  from  the  large 
ready-money  transactions  connected  with  it,  the  necessity  for  promptly  cashing  the 
checks  in  which  the  payments  are  made,  and  making  the  remittances  to  the 
grazier,  form  other  grounds  upon  which  the  advantages  of  the  present  site  are 
maintained.     It  is  alleged  by  many  of  the  butchers  that  the  retention  of  the  mar-  ^;;^"*2a3.*^  ^^^^* 
.ket  in  a  central  pai*t  of  the  metropolis  is  essential  to  their  trade,  inasmuch  as  the  Jacomb,  p.  m 
necessity  of  conveying  the  animals  from  a  distance  would  enhance  the  price  of 
meat,  and  otherwise  impede  their  business. 

On  the  other  hand,  the  position  of  the  market  in  the  centre  of  a  dense  popu- 
lation^ surrounded  by  streets,  and  in  the  very  focus  of  trade  and  traffic,  constitutes 
its  prominent  disadvantage.  It  is  this  peculiarity  of  its  position  which  renders 
the  enlargement  of  its  area  expensive  and  difficult,  which  confines  its  approaches, 
and  obstructs  its  thoroughfares;  and  produces  the  various  inconveniences  insepar- 
able from  the  periodical  congregation  of  a  large  number  of  cattle  in  the  most 
frequented  parts  of  an  immense  city. 

Within  one  furlong  (220  yards)  of  the  market,  subject  to  all  its  annoyances,  the 
noise  of  the  dogs,  of  the  cattle,  and  of  their  drovers,  as  well  as  the  filth  and 
disturbance  caused  by  the  collection   and  dispersion  of  this  large   number  of 
animals,  are  placed  the  hospital  of  St.  Bartholomew,  the  great  gaol  of  Newgate, 
the  Giltspur-street  prison,  the  Central  Criminal  Court,  the  krge  chartered  schools 
— Christ's  hospital,  and  the  Charter-house ;  within  double  that  distance,  St.  Paul's 
cathedral,  and  the  Post-office ;  a  little  further,  the  Bank  of  England,  the  Royal 
Exchange,  and  the  Mansion-house ;  in  short,  all  those  establishments  from  which 
it  seems  important  to  the  public  interests  and  to  good  order  that  a  large  market  for 
cattle  should  be  far  removed.     Hence  the  great  lines  of  traffic  are  travelled  and  Banwt^rioTM0i4. 
crossed  by  cattle,  and  the  main  thoroughfares  of  business  obstructed.     We  are  Cramp, '1201. 
informed  that  on  great  markets  the  neighbourhood  is  blocked  up  with  cattle  which  oibilrtt',  qu!  29^8h 
have  reached  to  St.  Sepulchre's  churct^  situate  at  the  corner  of  Skinner  street,  on  Bj^wter,  1009, 1010. 
the  great  thoroughfare  leading  from  Holborn;  and  that  on  the  17th  of  December  CtCm^xm^A. 
last,  the  cattle  were  stiinding  in  droves  in  Giltspur-street  and  on  Snow-hill.  e'^^iqqq^'^^^*' 

The  City  authorities  calculate  that  in  the  present  market  2,750  bullocks  may  be  Thoma*,  2046,2047. 
placed  at  the  rail  ;ind  tied,  and   1,250  more  may  be  brought  into  the  market  by  Taybr,  2209. 2:^10. 
being  forced  into  «  ring  droves ;"  and  that  30,000  sheep  may  be  penned,  averaging  p^'J^-.^^^-^®*^' 
about  20  to  each  pen.     It  is  very  questionable,  however,  how  far  the  room  appor- 
tioned for  this  number  of  tied  cattle  and  sheep  would  be  deemed  sufficient  in  a 
spacious^market    Moreover,  a  reference  to  the  returns  shows  that  in  50  out  of  the 
52  Mondays'  markets  in  the  year  1848,  the  cattle  in  the  market  greatly  exceeded 
the  number  for  which  ties  are  provided— averaging  no  less  than  3,551  on  the 
Monday's  markets  in  that  year.     The  inadequacy  of  the  space  is  attested  by  all  the  ho.  Coi^m?^Jp.  1849 
witnesses  whom  we  examined  on  the  subject ;  by  the  clerk  of  the  market,  by  p- 1^2—196. 
the  police  officers  of  the  city  police  in  attendance  at  the  market,  examined  by  the  «^"2l  ?w9^°97' 
committee  of  1849 ;  and  it  is  made  the  foundation  of  the  plan  of  enlargement  pro-  Noi.  1707—9.^* 
p6sed  by  the  Markets'  Improvement  Committee,  to  which  we  shall  advert  presently,  white,  ib.,  p.  100. 

We  have  already  described  the  approaches  to  the  market ;  one  only  of  these  ^^  ^^^^* 
seven  entrances  is  of  the  minimum  width  required  by  the  Building  Act ;  and  the 
available  roadway  of  that  one  entrance  is  not  wider  than  35  feet,  when  the  cattle- 
standings  in  the  market  are  occupied ;  that  is,  when  the  means  of  ingress  and 
egress  are  most  required.     It  has  been  stated  to  us,  that  in  getting  the  cattle  into 
the  market  by  such  approaches,  and  in  tying  them  and  penning  them  in  the  narrow 
spaces  allotted,  much  cruelty  is  practised;  the  animals  are  beaten,  and  hurried     h»^^^,?67'5 
with  dogs,  until  they  are  forced  into  their  places.     The  sheep  undergo  the  same     crSJpi  1194^^1*207. 
treatment ;  much  violence  is  used  in  order  to  drive  them  down  the  alleys,  and  then     e?c^*2021-26  ^^' 
to  thrust  them  into  their  pens.  j  ?e,      -  . 
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Ho.Comni.  Rep.  1849. 
Watoou,  1362. 
Langfaam,  1418. 
Evans,  2143. 
Loft,  3585. 
BameM,  2905-31. 

Evidence. 
Harper,  1469. 
Eve,  1995-6. 
Fraaer,  1599. 


Ho.  Comm.  Rep.,1828, 
p.  394. 


Ho.  Comm.  Rep.  1847, 
p.  382. 


Ho.CkMnm.Rep.,1828, 
p.  396—8. 


The  evils  arising  from  the  cruelty  necessary  for  forcing  so  large  a  body  of  animals 
through  comparatively  few  and  narrow  thoroughfares  into  so  confined  a  space,  are 
not  limited  to  the  suffering  inflicted  on  them.  Several  competent  witnesses  ex- 
pressed to  us  their  opinion  that  the  fatigue  and  excitement  to  which  the  animals 
are  subjected,  deteriorate  the  quality  of  their  flesh,  and  diminish  their  value ;  thus 
inflicting  both  a  loss  on  the  owner,  and  causing  the  purdiaser  to  be  supplied  with 
an  inferior  description  of  meat. 

Upon  the  deterioration  in  the  flesh  of  the  animals,  caused  by  the  treat* 
ment  which  they  receive  in  driving  them  to  Smithfield,  and  in  the  market  itself, 
there  are  many  statements  of  witnesses  in  the  House  of  Commons  Report  of  1849 ; 
and  estimates  made  of  the  probable  amount  of  this  loss.  Similar  statements  and 
estimates  were  given  in  evidence  to  us.  In  both  cases,  the  opinions  are  those 
of  practical  men — but  the  data  upon  which  they  founded  their  calculations  were, 
in  our  opinion,  necessarily  too  conjectural  to  be  received  with  much  reliance;,  we 
will  therefore  only  refer  to  them  with  this  remark,  that  when  the  large  amoi^it 
of  the  annual  value  of  the  animals  brought  into  the  market  is  considered,  a  very 
trifling  deterioration  per  cent,  would  produce  a  serious  loss.  , 

The  evils  which  are  attributable  to  the  site  of  Smithfield  naturally  began  tp 
make  themselves  felt  when  it  lost  its  original  character  of  a  suburban  market,  and 
became  surrounded  with  buildings  and  streets. 

That  these  evils  were  felt  by  the  Corporatioii  is  evidenced  by  their  continuous. ^^ 
efforts  to  remedy  them.     The  City  Remembranfcer  has  shown  that  between  1802  . 
and  1835  the  Corporation  made  eleven  applications  to  Parliament  for  powers  to 
enlarge  and  improve  the  market,  and  they  twice  ;in  that  time  endeavoured  to  obtain 
the  sanction  of  Parliament  to  its  removal. 

The  Lords  of  Her  Majesty's  Privy  Council  foi:,Trade,  in  1809,  refused  to  grant 
facilities  for  its  enlargement,  distinctly  stating  to  the  City  Deputation  appointed 
to  confer  with  their  Lordships,  that  the  enlargement  then  proposed  '^  would  by 
"  no  means  afford  the  accommodation  required^^  particularly  in  a  place  so  much 
^'  intersected  with  public  sti-eets  and  ways,  through  which  a  very  considerable 
"  part  of  the  commercial  traffic  of  the  metropojis  necessarily  passed  daily,  with 
**  carts,  drays,  and  other  ciarriages,  which  occasion  a  great  injury  to  the  cattle 
"in  the  present  market-place,  and  cannot  be /prevented  by  any  enlargement 
''  thereof,"  and  recommending  that  it  should  t/e  placed  outside  the  metit)polis. 
In  1828  the  butchers  made  several  represeiitations  on  the  subject  of  this 
market.  They  complained  to  the  Corporation,  by  a  deputation  from  their  trade, 
of  the  very  g:reat  loss  and  inconvenience  they  Were  suffering  from  want  of  suffi- 
cient room  to  transact  their  business,  and  of  the  consequent  cruelty  and  deteriora- 
tion the  animals  underwent  from  this  cause.  In  the  same  year  they  repudiated, 
in  a  public  meeting,  the  charge  of  cruelty  brought  against  their  trade ;  and  re- 
solved, that  the  enlargement  of  Smithfield  market  was  absolutely  necessary  to 
abate  the  cruelty  complained  oF  by  the  public.  In  1828  a  Qommittee  of  the 
House  of  Commons,  after  full  inquiry,  reported  their  opinion,  that  the  passing  of 
live  stock  to  and  from  Smithfield  is  a  nuisance  to  the  inhabitants  of  the  neighbour- 
hood, and  to  the  public  at  large,  and  that  th^e  present  size  and  aixangement  of  the 
market  does  not  afford  sufficient  accommo()fition  for  the  live-stock  therein.offered 
for  sale,  and  also  that  the  site  of  a  live-sto^k  market  in  a  thickly  inhabited  part  of 
the  metropolis  is  highly  objectionable ;  apd  in  1849,  another  Committee  of  the 
House  of  Commons,  upon  whose  report  our  Commission  originated,  came  to  the 
same  conclusion. 

During  this  time  the  Corporation  have  made  every  effort  to  improve  and  enlarge 
the  site,  and  to  provide  for  cleanliness  and  good  regulation.  They  have  made, 
since  1833,  the  following  additions,  at  a  cost  of  not  less  than  43,000/.,  for  the 
repayment  of  which  no  proviaon  was  made : — 

In  the  year  1833,  the  area  of  thip  market-place  was 
1834,  ..... 

„  looO,  •  .  •  •  • 

„  loo/,  .  •  •  .  • 

,,  1{#0«/,  •  •  •  •  • 

„  1847 

Making  the  area  at  this  present  time       .6     0  15 


A. 

4 

R.        P. 

2  35 

0 

1  10  1 

were 

'■  added  to  it. 

0 

0  13 

>» 

0 

2     0 

» 

0 

0     8 

»j 

0 

1   13 

>> 

0 

0  16 
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But  these  enlargements,  though  made  at  such  considerable  expense  to  the  Cor- 
poration, have  barely  kept  pace  with  the  increase  of  the  market,  and  though  they 
nave  mitigated,  they  have  not  effectually  removed  the  mischiefs  inherent  in  the 
situation  of  a  market  of  this  magnitude  in  the  midst  of  a  dense  population,  now 
amounting  to  nearly  2,000,000. 

We  have  not  adverted  to  the  want  of  lairage  close  to  the  market.  This  is  a  ^^^\z7\ ' 
serious  defect,  and  the  cause  of  much  additional  deterioration  and  loss,  for  which  Fii«cr*i597.' 
the  present  locality  of  the  market  affords  no  means  of  providing  an  adequate 
remedy.  Experience  has  shown  that  after  the  fatigue  and  injury  which  the 
animals  have  undergone  in  the  market,  they  do  not  feed,  are  subject  to  rapid 
waste,  and  rarely  recover  their  appearance.  In  a  depressed  market,  therefore,  the 
sale  is  forced,  the  salesman  considering  the  state  of  the  animals,  and  the  distance 
of  the  lairs  to  which  they  must  be  removed,  if  unsold,  seldom  thinks  it  prudent 
to  risk  the  effect  of  such  deterioration  in  a  second  market,  and  the  stock  is  sold 
beneath  its  real  value. 

Neither  the  evidence  taken  by  the  Committees  of  1847  and  1849,  nor  that  which 
we  have  ourselves  received,  leads  us  to  think  that  the  appropriation  of  the  area  of 
Smithfield  to  the  uses  of  a  market  for  live  stock  on  two  days  of  the  week  is  pro- 
ductive of  insalubrity  to  the  neighbourhood  to  any  appreciable  extent.  We  can,  Hutchi^OT*°iTi8^ 
however,  hardly  doubt  that  it  coDects  into  its  vicinity  various  establishments  of  a  i829. 
character  more  or  less  unwholesome,  such  as  slaughter-houses,  tripe-dressers,  &c. 
We  believe,  moreover,  that  the  immediate  neighbourhood  of  such  a  market  can 
scarcely  fail  to  be  inhabited  by  a  class  of  persons  whose  habits  and  mode  of  living 
are  unfavourable  to  cleanHness  and  order ;  and,  therefore,  engender  insalubrious 
influences. 

Having  described  Smithfield  market,  and  the  various  effects  which  it  produecs, 
we  proceed  next  to  an  account  of  the  markets  in  the  City  for  the  sale  of  meat. 

Newgate  Market. 

The  site  of  Newgate  Market  belongs  to  the  Dean  and  Chapter  of  St.  Paul's, 
and  has  been  held  by  the  Corporation  of  the  City  since  1670,  on  a  lease  of  forty 
years,  renewable  for  ever,  at  a  rent  of  4Z.  per  annum,  with  a  fine  of  one  year's  rent 
on  each  renewal ;  but  the  market  has  now  extended  greatly  beyond  the  ground  held 
on  this  tenure.  It  is  held  daily  for  the  sale  of  dead  meat  and  poultry ;  the  green  market 
which  was  formerly  held  here  has  been  removed  to  Farringdon  market.  Business 
commences  at  4  o'clock  in  the  morning  on  Saturdays  and  Mondays,  and  at  5 
o'clock  on  the  other  four  days.  The  wholesale  trade  is  usually  over  between  one 
and  two  o'clock  p.m. ;  but  there  is  no  fixed  hour  for  closing  the  market,  and 
some  sales  continue  during  the  day,  and  to  a  late  hour  on  Saturday  night. 

The  business  of  the  market  is  essentially  confined  to  the  wholesale  trade  in  dead 
meat,  principally  country  killed,  which  is  consigned  to  the  salesmen  who  are  the 
agents  for  the  country  carcass  butchers,  and  others.  Their  commission  is  calcu- 
lated at  per  stone  on  beef,  and  per  head  on  sheep  and  pork,  and  the  produce  of  the 
sale,  deducting  this  commission,  is  remitted  to  the  consigner.  Sometimes  live 
meat  is  consigned  to  the  salesman,  to  slaughter  and  sell.  Some  of  the  salesmen 
are  also  carcass  butchers,  that  is  to  say,  they  buy  and  sell  meat  wholesale  on  their 
own  account 

The  Corporation  are  entitled  to  a  toll  of  Id.  for  every  hamper,  2d.  for  every  Boi^if1S*i^7 
bundle,  and  6d.  for  every  pack  of  meat  brought  into  the  market,  with  Irf.  for  every  Vcnabfoi,  407— 9. 
hamper  or  coop  of  poultry,  and  the  same  for  every  flat  of  butter  or  eggs ;  but  these 
tolls  have  been  commuted  for  a  fixed  weekly  payment,  which  is  received  from 
those  who  are  tenants  in  the  original  market.  The  tenants  on  the  other  portions 
of  the  market  not  leased  to  the  Corporation  have  contested  their  liability  to  pay 
tolls,  and  the  question  has  now  stood  over  for  some  years — the  claim  never  having 
been  brought  to  a  legal  issue.  We  were  furnished  by  the  Markets'  Improvement 
Committee,  with  the  following  account  of  the  revenue  and  expenditure  of  the 
market  for  the  year  ending  the  31st  of  December,  1848,  which  shows  a  net  income 
of  above  3,0OOZ.  per  annum. 
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RSVBNUB. 

£.     s.  d. 

To  groFs  produce  of  the  rente  aiid\^  ^^^     -  . 

tolU  of  the  market      .     .     .      T' 

Deduct  wages  and  petty  expenses     •     167  17  8 


Total 


£4,412     7    5 


Expenditure. 

By  rates,  taxes,  &c 

By  idlowauce  to  collector  • 

By  expenses  of  works  and  repurs 

By    ditto  of  lighting  •     •     •     • 


£. 
345 
180 
751 

100 


d. 
8 
10 
6 
0 


Total    •     .     .  1,377  16    0 
Balance,  being  the  excess  of  re-\g^    _     ^ 
venue  over  expenditure    •     • '  ' 


Total 


£4,412    7     5 


Rvidence. 
Pocklingron,  573. 
Keutifh,  619—24. 


KTidene^. 
Mowley,  1871^75, 
Hayward,  1390. 


Efidence, 
Kentish,  648. 
WUlougfaby,  1317. 
Cbi|»piugdiae,1333-31. 


The  market  is  under  the  management  of  the  Markets  Committee.  The  officers 
are  a  collector  and  a  beadle ;  the  duty  of  the  collector  is  to  receive  weekly  the 
tolls  and  rents,  and  to  account  for  them  to  the  City  Chamberlain ;  he  also  acts  by 
the  appointment  of  the  Lord  Mayor,  as  inspector,  having  power  to  condemn  un- 
wholesome meat.  The  beadle  is  appointed  by  the  Markets  Committee  to  prevent 
disorders  and  obstructions  in  the  market. 

The  course  of  our  inquiry  brought  the  importance  of  this  market  and  the  extent 
of  its  supplies  strongly  under  our  notice.  There  are  no  means  of  ascertaining  with 
accuracy  the  quantity  of  meat  sold,  but  we  received  evidence  that  the  Eastern  Coun- 
ties Company's  railway  alone  is  now  carrying  600  tons  of  dead  meat  weekly,  the  great 
bulk  of  which  is  consigned  to  this  market ;  and  that  in  one  week  during  the  last 
Christmas  that  Company  pitched  here  about  1,000  tons  of  dead  meat,  poultry,  and 
game  ;  also,  that  Messrs.  rickford  delivered  in  the  last  four  months  of  last  year, 
on  an  average,  18J  tons  of  dead  meat  daily,  conveyed  by  the  North  Western  Rail- 
way Company;  and  from  Messrs.  Chaplin  and  Home's  letter  to  us,  their 
deliveries  of  meat  at  this  market  may  be  calculated  at  10  tons  daily.  Tlie  average 
deliveries  of  these  three  principal  carriers  may  now,  therefore,  be  taken  to  amount 
to  800  tons  weekly.  To  this  must  be  added  the  supplies  brought  into  the  market 
by  other  carriers,  which  we  have  no  means  of  estimating,  and  the  supplies  derived 
from  Smithfield.  Mr.  Gibleft,  whose  estimate  we  have  quoted  in  reference  to 
Smithfield  market,  made  the  following  calculation  of  the  value  of  the  meat  sold 
in  Newgate  fnarket : — 

Estimate  of  the  number  and  value  of  stock  slaughtered  by  carcass-butchers 
in  London,  expressly  lo  supply  Newgate  market.     In  winter  less ;  in  summer 


more :- 


Beasts  • 

ETidence. 

sheep  and  lambs 

Giblett,  1906. 

Calves . 

Pigs     . 

Average,  say  Weekly. 

1,000  at  £12     0  per  bead  £12,000 
3,000,,        1   15        „  5,250 


Annually. 


200 
200 


4 
2 


0 
0 


800 
400 


£18,450    =     959.400 
Estimate  of  the  value  of  meat  consigned  from  the  country 
to  be  sold  at  Newgate  market  annually,  taken  at  three 
times  the  amount  of  that  killed  by  the  carcass-butchei-s,  as 
above  2,878,200 


£3,837,600 


Evidence. 
Hickf,  821. 
Bonter,  186. 
Giblett,  77, 81, 1913. 


We  are  induced  to  believe  that  this  estimate  is  under  the  true  value.  The 
deliveries  of  the  three  principal  carriers  alone,  which  we  have  ascertained  with 
tolerable  accuracy,  will  amount  in  value  to  1,165,116/.  in  the  year,  calculating 
the  price  at  2s.  lOd.  per  stone.  But  adding  to  the  value  of  the  country-killed 
mea^  as  above  estimated  by  Mr.  Giblett,  the  estimate  which  we  have  made  of  the 
value  of  the  live  stock  sold  in  Smithfield,  we  find  that  the  meat  supplies  from 
these  two  markets  will  amount  to  no  less  than  9,477, 177?.  yearly. 

We  should  mention  here  that  the  supply  of  dead  meat  varies  according  to  the 
season  of  the  year,  and  that,  during  the  hot  months,  the  trade  in  dead  me^it 
falls  off  to  a  great  extent,  and  a  simultaneous  increase  takes  place  in  the  sales 
in  Smithfield. 

Newgate  market  affords  a  peculiar  advantage  over  the  live-stock  market  for 
the  disposal  of  the  parts  of  a  carcass  in  the  most  advantageous  markets.  This  is 
particularly  the  case  with  respect  to  mutton ;  and  we  are  informed  that  the  prin^ie 
parts  alone  are  now  frequently  sent  to  London, — as  the  hind-quarters,  legs  and 


Digitized  by 


Google 


INQUIRIES  relating  to  SMITHFIELD  MARKET. 


17 


saddles — and  that  a  better  price  is  obtained  for  the  other  parts  in  other  markets. 
The  same  practice  prevails,  but  not  to  the  same  extent,  with  respect  lo  beef. 
Newgale  market  also  provides  a  rejidy  means  of  sale  for  tlie  inferior  parts  of  the 
animals  slaughtered  by  the  butchers  of  the  west  end  of  the  metropolis. 

Since  the  introduction  of  steam-carriage,  the  increase  of  the  dead-meat  supply 
has  been  most  rapid.  We  have  evidence  of  this  in  several  collateral  facts.  Forty 
years  ago  there  were  only  thirteen  principal  salesmen  in  the  market,  there  are  now 
200 ;  and  it  is  stated  that  within  the  last  ten  years  the  sales  have  more  than 
doubled,  and  the  amount  of  country-killed  meat  quadrupled.  We  have  every 
reason  to  believe  that  the  supplies  to  this  market  will  contmue  to  increase.  We 
are  informed  by  men  of  experience  in  the  dead-meat  trade  that  farmers  and 
graziers  will  be  induced,  by  the  facilities  of  transport,  to  make  themselves 
acquainted  with  the  best  modes  of  slaughtering  and  packing,  and  will  consign 
their  supplies  directly  to  the  market. 

It  has  been  shown  in  the  preceding  part  of  our  Report  that  the  number  of 
sheep  sold  in  Smithfield  was  not  greater  in  1848  than  in  1828,  while  in  the  same 
period  the  number  of  cattle  sold  increased  fix)m  155,714  to  236,975.  Had  the 
sheep  increased  in  the  same  proportion  the  numbers  sold  in  1848  would  have  been 
2,148,912,  or  73L902  more  than  the  actual  numbers  sold  in  that  year.  The  con- 
nexion between  Smiihfield  market  and  Newgate  market  will  appear  in  many 
points  of  the  evidence  which  we  append  to  our  Report.  It  is  strongly  marked  by 
the  effect  of  season.  It  is  dependent  upon  prices,  and  upon  the  peculiar  means 
which  each  market  may  alternately  have  for  supplying  the  particular  wants  of  the 
trade ;  and  further,  by  the  sinmltaneous  large  increase  of  one  market  to  which 
modern  improvements  have  rendered  it  more  profitable  to  send  mutton  in  the 
carcass,  or  in  portions  of  the  carcass,  and  the  decline  of  the  other,  as  evidenced 
by  the  diminished  proportion  of  sheep  in  Smithfield. 

Steam  conveyance  has  increased  the  supply  of  dead  meat,  by  extending,  almost 
without  limit,  the  districts  from  which  it  may  be  brouglit.  Formerly  Newgate 
market  drew  its  chief  supplies  from  places  in  Surrey,  Berks,  Oxford,  Hants,  and 
Wilts,  within  100  miles  of  the  metropolis ;  now  tnose  places  have  to  compete 
with  the  supplies  brought  to  Newgate  market  from  the  ends  of  the  kingdom — from 
Suffolk,  Norfolk,  Lincoln,  York,  Northumberland,  Durham,  Bristol,  Liverpool, 
Berwick,  Aberdeen,  Edinburgh,  Fife,  and  from  Holland,  Hamburgh,  and  Bremen  ; 
and  carcass-butchers  have  established  themselves  in  Hull,  Leeds,  Durham,  New- 
castle, and  in  Edinburgh,  for  the  supply  of  this  great  market. 

These  supplies  are  partly  brought  by  the  steam  packets— but  the  great  pro- 
portion is  now  carried  by  railway,  ensuring  greater  certainty  of  arrival.  The 
Eastern  Counties  Railway  Company  are,  up  to  this  time,  the  greatest  carriers, 
and  they  provide  hampers  or  peds,  and  cloths  for  packing  the  meat,  for  which  they 
make  a  moderate  charge.  From  Scotland,  some  part  of  the  meat  is  sent  packed 
in  boxes,  but  usually  in  hampers ;  from  Yorkshire,  generally  in  sacks  made  to 
fit  each  carcass  of  mutton.  From  the  Riiilway  termini  it  is  conveyed  and  pitched 
in  the  market,  on  the  Eastern  line,  by  the  Company's  own  waggons,  and  on  the 
other  lines,  by  Messrs.  Chaplin  and  Home,  and  Messrs.  Pickford,  the  extensive 
carriers. 

The  extensive  trade  connected  with  this  large  supply  is  carried  on  in  a  market  of 
confined  area  and  bad — almost  impracticable — approach,  situate  between  Newgate- 
street  and  Paternoster-row,  in  the  midst  of  the  narrow  courts  which  intersect  that 
neighbourhood.  Its  area  is  2  r.  45  p.  It  has  one  foot-entrance  from  Newgate- 
street,  at  it  widest  part,  16  il.  6  in.,  and  three  other  foot-entrances  from  the  adjoining 
courts,  varying  in  width  from  5  ft.  8  in.  to  10  ft  The  only  carriage-entrance  is 
by  Warwick-lane,  a  thoroughfare  varying  from  14  ft.  to  18  ft.  3  in.  wide,  and 
turning  at  a  right  angle  into  the  market,  by  a  road  17  ft.  6  in.  wide — in  which 
two  carts  cannot  pass  each  other.  Into  this  confined  market,  by  such  approaches, 
a  supply  of  the  magitude  we  have  described  has  to  be  brought  in  time  to  meet  the 
demands  of  the  market,  while,  at  the  same  time,  all  the  accessible  channels  of  the 
market  are  crowded  by  the  numerous  purchasers  and  their  vehicles. 

ITie  City  deputation  stated,  that  they  are  quite  satisfied  of  the  great  want  of 
accommodation  in  this  market,  and  of  the  insufficiency  of  the  space  tor  the  purpose 
of  the  market.  Every  witness  whom  we  examined  on  the  subject  concurred  in  the 
extreme  inadequacy  of  the  market  for  the  proper  exposure  and  sale  of  the  large  and 
increasing  supplies  consigned  to  it;  and  the  great  inconvenience  which  is  suffered 


£fidence. 
BoQwr,  196, 231,  244. 
Venablet,  385, 373. 
PranUce,  447,  470-^ 
Hicki,805---6. 
Haywaid,  1387. 


Bvidence. 
Hiekt,  795,  810-820. 
Giblett,  1912. 


Evideuoe. 
Hicks,  793—5. 
Prentice,  439>-42. 
Giblett,  91. 
Veniblet,  385. 


Evidence. 
Motley,  1817. 
Giblett,  96. 


Efidenoe. 
Taylor,  2217. 
Prentice,  449—461. 
Venables,  340—355. 
Hayward,  1289—85 
BoQser,  195—0.  , 
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hotb  by  the  salesmusi  and  the  buyer.  It  is  stated  to  us  that  the  narrow  thorough- 
futB  are  ao  impeded  b}'  the  lar^  hampecs  of  meat  which  there  ia  no  room  t  o 
unpack  ear  remove,  and  so  crowded  bff  piireiiAsers,  tbat  the  salesmen  have  a  diffi- 
culty in  reaching  their  pvemises,  and  frequently  in  getting  from  one  shop  to  aa- 
^dlker ;  that  the  expense  of  carriage  is  increased  by  the  want  of  space  and  means 
^  approach^  and  that  packages  of  great  weight  are  frequently,  from  thb  cause, 
dtacharged  at  a  distance  ilrom  the  market ;  and  (more  than  one  salesnaan  expressed 
to  us  his  surprh^e  that  il  was  piossible,  by  aiiy  means,  Ao  transact  the  business  of 
the  market.  With  the  inMareaae  of  husiness  the  market  has  eadended  isflo  the 
smrrounding  pcopertgr.  Saksmen  hane  taken  shops^  where  they  •could,  in  the 
iac^cent  courts  and  aUeya».  and  any  premises  in  the  immediate  neighbourhood 
whidi  are  attainable  are  eagerfy  souis^ht  afbr. 
BoiMr'm^i9  From  this  state  ol*  things  grestt  kmes  hme  arisen^     Lacge  quaooitities  of  meat 

Venmbief,  357.  *      are  damaged  and  spoilt,  from  the  impossibility,  of  unfacking  it,  and  hailing  k 
Trm»k^^6y-7,     ^^^  ^  ^]^^  ^  may  be  both  ex  posed  for  sale  and  to  proper  wntidatien. 

JLeadenuall  Mabjult. 

Sfidence,  p.  88.  This  market  is  close  to  Leadenhall-street,  frem  which  it  has  good  access^    It 

Mr.  I.  CroM.  ^  ^^  apiproachahle  foT  carts  by  Limcrstreet,  and  has  footrthoroughfaj^es  through 
it  in  two  directions. 

It  is  the  chief  London  market  for  poultry,  aod  lias  a  wholesale  dead-meat 
trade,  and  general  retail  trade  tor  provisions.  The  market  is  held  daily ;  but  the 
chief  days  for  the  sale  of  meat  are  Tuesday,  Thursday,  and  Saturday.  OnMaodays 
and  Fridays  there  is  a  hide  and  leather  market 

The  greater  portion  of  the  market  is  of  modern  construction,  and  the  staUs  and 
shops  have  dwellings  over  them.  The  poultry-maiket,  with  some  porticms  of  the 
meat  market,  form  the  older  parts  of  the  market,  and  are  confined  and  ill  yenti* 
lated ;  but  the  market  generally  appears  adapted  to  the  amount  of  business,  which 
is  on  the  decline,  and  is  said  to  have  diminislied  ome4iaU*  within  the  last  twenty 
years. 

The  supply  of  meat,  which  is  chiefly  from  the  eastern  counties,  averages  from 
700  to  1,000  sheep  and  100  beasts  weekly';  about  two-thirds  of  which  are  killed 
in  inconvenient  cellars  and  slaughter-houses  in  the  market.  The  market  is 
attended  by  about  twenty  meat  and  twelve  poultry  saltfsmen. 

The  City  levies  a  small  toll,  which,  with  the  rents,  produces  an  income  of  about 
2^500/.  per  annum.  Ihe  expenses  are  about  1,5002.,  leaving  a  net  revenue  of 
1,000/.  per  annum. 

(FARJtlNGDOK   MaBXBT* 

This  market  nc^w  f(»ims  part  of  the  west  side  of  the  broad  street  of  the  same 
Dfmie,  which  leads  directly  north  from  the  end  of  New  Bridge-street,.  Blackfriars- 
bridge.  The  market  was  built  under  the  Act  of  the  5  Geo.  lY ,  c.  151,  which 
empowered  the  City  Corporation  to  remove  the  ancient  Fleet  Market,  for  which 
this  was  substituted,  and  vested  the  new  market  in  the  Corporation,  contiauji^  to 
them  the  accustomed  tolls,  rents,  and  profits  of  the  old  market. 

The  approaches  and  entrances  are  good.  The  market-place,  ii^nded  for  a 
general  retail  provision  market,  is  built  on  three  levels,  and  is  spacious,  well- 
constructed,  and  convenient,  but  it  is  alntost  tenantless.  Of  between  eighty  and 
ninety  retail  butchers  who  removed  from  the  old  mai*ket,  three  only  now  remain. 
The  shops  in  the  upper  avenue  are,  with  these  three  exceptions,  entirely  closed, 
and  the  other  two  avenues  are  more  than  half  untenanted,  and  impeded  with  lum- 
ber. Except  in  the  large  open  centre  space  where  the  green  market  is  held,  the 
market  is  abandoned ;  the  trade  has  found  other  channds,  and  this  valuable  pro- 
perty lies  nearly  unproductive- 

The  tolls  are  levied  upon  yearly  and  casual  standings ;  but  the  income  arising 
from  them,  and  the  rent  of  the  shops  (which  does  not  amount  to  1,0002.  per  annum) 
barely  covers  the  e34)enses  of  the  market,  without  providing  for  the  interei^  of  the 
large  sums  borrowed  for  its  erection. 

From  the  preceding  statement,  it  will  be  seen  that  the  chief  and  almost 
exclusive  supplies  of  dead  meat  are  confined  to  Newgate  market,  and  that  Newgate 
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majrket  now  stands  id  the  same  relation  to  the  metropolis  as  the  principal  dead- 
meat  market  which  Siuithiield  does  as  the  live-meat  market. 

Having  given  this  description  of  the  existing  state  of  Smithfield  market,  and  of 
the  markets  for  the  sale  of  meat  within  the  City,  and  having  pointed  out  their 
respective  advantages  and  disadvantages,  we  proceed  to  examine  the  practical 
questions  nK)re  immediately  proposed  for  our  consideration. 

Our  Commission  requires  us  to  report  our  opinion  whether  any  and  what  means 
can  be  properly  and  beneficially  adopted  for  carrying  into  effect  the  reconmienda* 
tions  of  the  House  of  Commons  Committee  of  1849.  The  principal  resolution  of 
that  Committee  was  that  the  market  for  the  sale  of  live  stock  m  Smithfield  ought  to 
be  removed  from  that  site.  We  will  therefore  begin  by  inquiring  whether  it  is 
expedient  that  this  resolution  should  be  carried  into  effect;  and  if  so,  what  are  the 
proper  means  for  the  purpose 

We  have  already  stated  that  the  Markets  Improvement  Commitee  of  the  Evidence,  2209, 2210. 
Corporation  of  London,  in  considering  the  means  of  improving  Smithfield,  came  to 
the  conclusion  that  the  present  accommodation  of  tUe  market,  both  as  to  its 
thoroughfares  and  its  area,  is  insufficient  We  may  add  that  they  came  to  the 
same  conclusion  with  respect  to  Newgate  market.  They  propose  to  remedy  the  Evidence,  2217.; 
inadequacy  of  the  two  markets  by  a  plan  involving  extensive  changes,  which  they 
communicated  to  us ;  and  as  to  which  they  explained  their  views,  both  orally  and 
in  writing,  without  any  reserve,  and  in  tJie  fullest  detail.  Everything  necessary 
for  the  complete  explanation  of  this  plan  will  be  found  in  the  report  of  our 
^conference  with  the  deputation  of  the  Markets  Improvement  Committee,  as  well  as 
in  the  written  documents  communicated  to  us  by  the  same  body,  all  of  which  are 
inserted  in  the  Appendix. 

The  following  are  the  principal  outlines  of  the  plan.  It  is  proposed  to  retain 
only  one  acre  of  the  existing  site  of  Smithfield,  and  to  form  a  new  market,  both  for  See  pUns.  Appendix. 
the  sale  of  live  stock  and  of  meat^  together  with  space  for  lairs  for  the  cattle, 
by  clearing  an  area  o!*  Ill  acres  lying,  to  the  west  of  the  present  market,  and 
extending  on  its  boundary  line  from  8mithtield*bars,  in  a  north-west  direction, 
through  Greenhill's-i-ents  to  near  Cow  Cross-street,  and  in  a  line  with  that  street 
westward  tilt  it  intersects  the  new  street  in  continuation  of  Farringdon-street, 
along  which  it  runs  southward  to  Field-lane,  near  Holborn,  returning  from  this 
point  eastward  to  the  King-street  entrance  of  the  present  market,  of  which  it  takes 
in  the  western  comer. 

In  addition  to  this  arra  there  would  be  a  certain  space  appropriated  to 
slaughter-houses.  The  projected  market  would  provide  room  for  tying  5,000  cattle, 
and  also  for  36,000  sheep,  500  calves,  and  1,000  pigs.  The  approaches  and 
thoroughfares  would  be  far  more  spacious  and  commodious  than  those  leading  to 
the  existing  market,  and  there  would  be  lairage  for  1,000  bullocks  and  5,000 


In  order  to  effect  this  great  improvement  and  enlargement  of  the  existing 
markets,  the  Markets  Improvement  Committee  propose  that  the  City  should  make 
a  considerable  pecuniary  sacrifice,  and  that  additional  charges  in  the  shape  of  tolls 
should  be  levied  on  the  animals  sold.  The  excess  of  revenue  over  expenditure 
for  Smithfield  market  in  the  year  ending  31st  December,  1848,  was  4,641/.  9^.  lOrf. ; 
the  similar  excess  for  Newgate  market  was  3,034/.  1 1^.  bd.^  making  together  a 
clear  income  of  7,676/.  Is.  3d.  which  the  Corporation  of  London  received  in  that 
year  from  these  two  markets.  The  gross  revenue  derived  from  Smithfield  market 
in  the  same  year  was  8,022/,  Qs.  Wd.  The  Markets  Improvement  Committee 
estimate  that  this  amount  would  be  increased  by  changes  in  the  rates  of  toll  to 
20,627/.  VSs.  4d.  per  annum,  it  is  proposed  that  the  whole  of  this  sum,  together 
with  the  whole  of  the  improved  rents  to  be  derived  from  the  new  meat  market,  Evidence,  2268, 2271. 
should  be  appropriated  to  defraying  the  expenses  of  the  new  market.  These 
expenses  are  estimated  as  follows : — 

Live-cattle  market,  to  be  provided  for  by  a  loan  extinguishable  £ 

by  annual  payments  in  thirty  years            ....  245,000 

Dead-meat  market  and  buildings,  to  be  provided  for  by  the  rent 

of  the  houses  and  the  charge  for  shops,  stallage,  tolls,  &c.  177,000 

Slaughter-houaes 45,000 

Total  proposed  expenditure  ....  £467,000 
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Connected  with  this  improrement  is  the  plan  of  a  new  communication  from 
Long-lane  to  Holborn,  at  an  additional  cost  of  60,000/.  This  suggestion,  how- 
ever, 18  only  incidental  to  the  improvements  of  the  market. 

It  is  further  proposed  that  the  area  of  Smithfield  market,  which,  according  to 
this  plan  would  be  abandoned,  consisting  of  five  acres,  should  be  appropriated  for 
the  erection  of  baths  and  wash-houses  and  for  the  accommodation  of  the  hay 
market,  leaving  an  open  space  opposite  St.  Bartholomew's  hospital  and  next  the 
entrance  from  Long -lane.  It  is  also  proposed  to  provide  model  lodging  houses 
adjoining  for  the  accommodation  of  those  who  would  be  displaced  by  the 
alteration. 

The  plan  which  we  have  described  has  been  conceived  in  a  liberal  and  compre- 
hensive spirit,  and  it  has  been  prepared  with  a  sincere  view  of  removing  all  the 
evils  in  Smithfield  market  which  are  not  inseparable  from  a  situation  within  the 
City.  It  appears  also  to  us,  so  far  as  we  are  competent  judges  upon  such  a  matter, 
to  be  framed  with  much  practical  skill  and  ingenuity  in  its  arrangements.  It 
proposes  entirely  to  change  the  site  of  Newgate  market,  and  also,  with  the  excep- 
tion of  one  acre,  to  change  the  site  of  Smithfield  market ;  substantially,  therefore, 
it  provides  two  new  markets.  The  joint  area  of  the  two  existing  markets  is 
6a.  3r.  Op.  The  area  of  the  proposed  market,  including  both  the  live-stock  and 
the  meat  market,  as  well  as  a  provision  for  lairage,  is  12|A.  In  addition  to  this, 
the  plan  contemplates  the  erection  of  public  slaughter-houses  on  an  adjoining  site. 
The  entire  outlay  for  these  purposes  would  amount  to  467,000/.,  and  the  City 
would  be  required  to  appropriate  8,022/.  Qs.  \0d.  of  their  net  revenue,  besides 
raising  an  additional  sum  by  tolls. 

There  is  no  doubt  that  the  plan  which  the  Markets  Improvement  Committee 
have,  deliberately,  and  alter  a  careful  consideration  of  all  the  circumstances  of 
the  case,  proposed,  would  effect  a  great  improvement,  as  compared  with  the 
existing  market,  and  that  if  the  changes  which  they  recommend  were  adopted,  a 
decided  amelioration  in  the  approaches  to  both  markets,  in  the  accommodation 
for  the  sale  both  of  the  animals  and  the  dead  meat,  and  in  the  general  facilities 
for  traffic  would  be  effected.  Accordingly,  if  the  only  alternatives  which  presented 
themselves  to  us  were  the  retention  of  the  markets  in  their  present  sites,  and 
the  adoption  of  the  plan  recommended  by  the  Markets  Improvement  Committee, 
we  should  not  hesitate  to  advise  the  choice  of  the  latter.  Agreeing,  however, 
with  the  Markets  Improvement  Committee  in  their  conclusion,  that  tne  existing 
sites  of  both  markets  are  quite  inadequate,  we  think  that  a  third  alternative 
requires  our  consideration,  namely,  the  expediency  of  disengaging  the  market  for 
live  stock  from  the  neighbourhood  of  the  thickly  inhabited  parts  of  the  me- 
tropolis, and  of  removing  it  to  a  situation  in  the  suburbs. 

Proceeding,  therefore,  from  the  assumption  that  the  existing  site  is  to  be 
abandoned,  ine  practical  question  which  we  now  have  to  consider  is,  whether  the 
plan  recommended  by  the  Markets  Improvement  Committee  shall  be  adopted,  or 
whether  tiie  market  for  live  stock  shall  be  removed  to  some  convenient  site  in  the 
outskirts  of  the  metropolis  ? 

We  have  considered  the  plan  proposed  on  behalf  of  the  City  with  every  disposi- 
tion to  view  it  in  a  favourable  light,  and  we  should  not  hesitate  to  recommend  it 
for  adoption  if  we  could  have  satisfied  ourselves  that  such  a  course  was  consistent 
with  the  public  interests ;  but  after  having  examined  it  with  the  utmost  care, 
and  weighed  it  in  all  its  bearings,  we  have  come  to  the  conclusion  that  it 
is  subject  to  insurmountable  objections.  These  objections  may  be  briefly  summed 
up  under  the  heads  of — 

1.  The  situation  of  the  projected  market. 

2. .  Its  estimated  expense. 

3.  Its  want  of  capacity  for  future  enlargement. 

Upon  each  of  these  heads  we  will  make  a  few  observations : — 
1st.  Although  the  proposed  plan  multiplies  and  widens  the  approaches  to  the 
cattle-market  and  enlarges  its  area,  it  does  not  provide  a  space  which  appears  to 
us  really  adequate  for  its  purpose.  It  will  be  considerably  larger  tnan  the 
existing  market,  but  still,  in  our  opinion,  not  sufficiently  large ;  moreover,  the 
standing  place  for  the  calves  and  pigs  will  be  upon  a  terrace  forming  the  roofs  of 
the  lairs ;  while  the  lairs  themselves  would,  on  account  of  the  difference  of 
level,  probably  be  imperfectly  lighted  and  ventilated.     The  latter  arrangements. 
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though  indicathij^  ingenuity  and  practical  resource  on  the  part  of  the  architect, 
prove  that  in  framing  this  portion  of  bis  plan  he  was  cramped  by  want  of  space. 

The  provision  for  lairage,  though  in  itself  very  desirable,  would  produce  the 
effect  of  keeping  a  large  number  of  cattle  and  sheep  (amounting,  if  the  lairs  were 
fully  occupied,  to  1,000  cattle  and  5,000  sheep)  stalled  close  to  the  crowded 
thoroughfares  of  the  City  and  the  adjoining  habitations.  The  provision  for  slaugh- 
ter-houses would  likewise  fix  the  permanent  and  most  considerable  establishments 
for  slaughtering  in  a  similar  situation;  and  it  is  to  be  observed  that  the  Cify 
Sewers  Act  looks  with  so  little  favour  upon  new  slaughter-houses  within  the  pre- 
cincts of  the  City,  that  it  absolutely  prohibits  the  use  of  any  place  as  a  slaughter- 
house which  was  not  used  as  such  before  the  passing  of  the  Act  (11  and  12  Vict, 
c.  168,  sec.  94). 

The  objections  stated  above  to  the  existing  Smithfield  market,  so  far  as  they 
relate  to  its  central  position,  would  equally  apply  to  the  proposed  market.  No 
improvements  in  the  internal  disposition  of  the  market  could,  in  our  opinion, 
obviate  the  fundamental  objection  inseparable  from  its  situation  in  the  heart  of  the 
City,  within  a  quarter  of  a  mile  of  St.  Paul's,  and  close  to  some  of  the  main  street 
communications  of  the  metropolis. 

2ndly.  If  the  expense  estimated  for  the  new  market  were  necessary  for  accom- 
plishing the  object,  it  might  be  justified  by  the  great  public  convenience  which  it 
would  produce.  A  large  portion,  however,  of  the  expense  which  it  is  proposed  to 
incur  arises  exclusively  from  the  great  value  of  the  land  intended  for  the  site.  In 
order  to  obtain  the  additional  area  of  more  than  eleven  acres,  it  would  be  neces- 
sary to  clear  away  a  large  mass  of  buildings;  and  although  the  houses  which 
it  is  proposed  to  demolish  are,  generally,  of  a  mean  description,  yet  the  ground 
upon  which  they  stand  must  be  purchased  at  a  hig^h  price.  We  fully  appreciate 
the  liberality  which  has  induced  a  public  body,  acting  on  behalf  of  the  Corpora- 
tion, to  propose  a  plan  involving  so  large  a  sacrifice  ot  the  revenue,  of  the  City ;  but 
it  is  our  duty,  in  estimating  this  plan,  and  in  comparing  it  with  other  more  econo- 
mical modes  of  attaining  the  same  end,  to  look  upon  the  Corporation  as  trustees 
for  their  fellow-citizens,  and  not  to  concur  in  advising  any  expenditure  of  the  City 
revenues  which  appears  to  us  unnecessary. 

3rd.  The  cattle-market  of  Smithfield  has,  as  we  have  already  stated,  existed 
from  a  time  reaching  beyond  the  records  of  the  Corporation.  It  is  proposed  to 
form  a  new  market  adjoining  the  present  site,  both  for  live  stock  and  dead  meat, 
with  a  provision  for  lairage  and  slaughter-houses.  The  cost  of  this  new  market  is 
estimated  at  467,0002. ;  and  the  buildings  connected  with  it  (of  which  a  finished 
model  prepared  by  the  architect  has  been  exhibited  to  us)  seem  to  be  planned  with 
solidity,  and  calculated  for  a  long  duration.  Looking  to  the  magnitude  and^ 
character  of  the  constructions,  and  the  amount  of  the  proposed  expenditure,  we 
think  that  the  market  must  be  intended  to  last  for  sevei*al  generations,  and  to  remain 
in  use  for  at  least  a  century.  The  loan  which  would  be  contracted  for  the  original 
outlay  would  not  be  repaid  for  thirty  years  (nearly  one- third  of  a  century).  Now 
in  adopting  a  plan  thus  calculated  for  permanence,  we  must  look  not  only  to  the 
present,  but  to  the  future  wants  of  the  metropolis.  In  the  year  1725,  the  total 
number  of  cattle  sold  in  a  year  in  Smithfield  was,  as  we  have  seen,  73,691;  and 
of  sheep,  555,620.  In  1828,  about  a  century  afterwards,  the  number  of  cattle 
sold  in  Smithfield  was  155,714,  and  of  sheep  and  lambs,  1,412,030.  In  1849, 
the  numbers  had  risen  to  cattle,  236,975;  sheep,  1,417,010. 

There  are  no  records  which  would  enable  us  to  place  side  by  side  with  these 
statements  of  increasing  supply,  or  to  estimate  with  any  due  approach  to  accuracy 
the  concurrent  increase  of  the  population.  But  we  quote  from  the  commencement 
of  the  decennial  census,  the  actual  growth  of  the  population  of  the  metropolis,  in- 
cluding the  Cities  of  London  and  Westminster,  the  Borough  of  Southwark,  with 
the  remaining  parishes  within  the  bills  of  mortality,  and  the  other  large  parishes 
which  now  form  the  immediate  suburbs  of  the  town,  and  we  have  added  the  present 
probable  amount  of  that  population: — 


1801 

864,845 

1811 

1.009,546 

1821 

1,225,694 

1831 

1,471,941 

1841 

1,690,084 

1850 

1,886,413 
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« 

AiiMitiiiig  th«t  thepopulatioa  of  Landon^llicaniiDue  to  uicsease  diuriii^  the  fteoi 
century  at  a  rate  not  allogethfir  4iaHmiliir  to  tihali  nD  wliieht  it  lus  ifiereased  dario^ 
the  last  50  years,  and  abo  aflBuming  that  the  conmiaiptkm.  of  liw.  aoflnala  will  cou- 
tinua  te  beer  a  similar  propoition  to  the  pofmlation,  it  follows  diat  8ueeef«m 
ealurgetnents  of  tiie  great  C4ttle-market  of  the  metropolie  wili  hocooae  Beeessary, 
asif  iadeed,  they  have  already  been  found  necessary  in  the  case^  of  SmithikM, 
Now  die  plau  w^k  is  proposed  o&rs  no  faeilitbs  ibr  aueh  enkrg^fiiiiftnta, 
aad  they  could  only  be  made  at  greait  cost  and  by  the  demolitiim  of  buiUinga. 
If  it  should  be  said  that  (he  necessity  of  enlarging  the  market  might  be 
obviated  by  establishing  subskiiary  raarketa  elseuhei^  it  mag^  he  ansirened»  that 
the  constant  tenor  of  the  evidence  points*  ho  the  superior  conyeiiieiiefl  of  one 
central  cattle-market,  and  that^  therefore,  it  would  be  an  improvident  i^range* 
ment  to  etAablidh,  at  a  great  expense,  a  market  which  affi)rds  no  facilities  lor 
eoiargement. 

Looking  to  the  reasons  whidi  we  haire  jast  stited,  we  are  of  opinion  that  it  would 
be  advisable  to  remoV'e  the  market  for  live  stock  fro^ti  its  present  site — not  to  Mnie 
ether  site  immediately  adjoiniag — but  to  a  site  detadied  from  the  central  portkio 
of  the  metropolis.  We  believe,  from  evidence  which  we  ha^e  iMoeivea^  that 
sewral  ehgibie  sitea  for  such  a  market  may  be  Ibiuid  oa  the  northern  suburhof  the 
town.  We  abstain  from  indicating  any  particular  site ;  but  we  will  briefly  enu- 
merate the  conditftons  which,  in  oar  judgmetit,  it  ought  to  fulfiL  We  think  that 
ks  area,  incladii.g  all  the  adjundss  for  wluch  it  may  be  expedient  thai  provisioii 
should  be  made,  ought  to  be  such  aa  would  -affbixl  room  for  a  liveH^toek  market.;, 
fw  an  a^iequate  provision  for  lairage ;  for  shLUghter-houses  accessiUe  to  the  public ; 
and  for  stalls  in  which  dead  meat  may  be  coaveniently  sold.  It  shoukl  also  be 
so  situated  aa  to-  be  approachable  by  tlie  principal  hoes  of  railway;  and  the 
efai^acter  of  its  neighbouniood  ought  to  be  such  as  to  a£#nd  facilities  for  sueeassiner 
anlargementa. 

If  this  transfer  weiie  made,  we  would  racooimend  that  the  cost  of  providing 
a  site  for  suc3l  luaidcet,  «f  making  the  neoessany  constructions,  and  of  main- 
taiuing  the  whole  in  repair^  be  defrayed  by  the  Corporation  of  London.  That 
for  this  purpose  the  tolls  of  the  market  be  levied  by  the  Corporation  on.  their  own 
account,  and  tliat  they  be  empowered  to  borrow  the  msnA  ot!  money  necessary  for 
effecting  these  purposes.  We  think  likewise  that  the  government  of  the  market 
should  be  vested  in  the  Corporation. 

In  order  to  make  the  changes  which  we  have  Uius  recommended,  new  legisla* 
tian  would  be  requisite ;  and  we  assume  that  the  legidative  measure  for  carrying 
them  into  e&et  would^  if  our  sug^tions  should  be  adopted;  be  prepared  under 
the  supmntendence  of  the  Executive  Government. 

With  respect  to  Newgate  market,  we  concur  with  the  )farket«  Improvemeaft 
Committee  in  considering  it  inadequate  for  its  purpose,  and  we  approve  of  their  pro* 
pc^al  for  abandoning  its  present  site.  We  likewise  su^est^  that  in  case  it  shouLd 
be  determined  to  retain  wholesale  markets  for  dead  meat  within  the  City,  a  new 
market  for  the  sale  of  meat  be  provided  by  the  Corpor^oa,  either  on  a  part  q£ 
the  site  of  Smithfield  market,  or  in  some  other  oonventent  phice  within  the  limita 
of  the  City. 

We  have  already  stated  that,  in  our  opinion^  provieion  should  be  made  for 
annexing  to  the  cattle-market  a  certain  numbei*  oft  slaughter-houses  accessible  to 
the  public.  This  recommendation  renders  it  necessary  that  we  should  add  a  few 
remarks  upon,  the  existing  practice  respecting  the  sLm^htering  o(  cattle  and  aheep 
in  the  metropolis,  and  the  law  relating  to  the  subject. 

The  general  law  of  the  country  imposes  no  restriction  with  regard  to  opening  or 
using  a  sJaughter4iouse,  provided  that  the  occupier  of  the  premises  doe»  not  render 
himself  liable  to  be  indicted  under  the  !aw  of  nuisance..  In  the  whole  ol*  the 
metropolis,  therefore,  except  the  City,  (to  which,  as  we  shall  see  presently,,  special 
enactments  apply,)  the  slaughtering  of  cattle  may  be  carried  on  in  any  building 
without  legal  impediment.  It  appears  that  the  majority  of  butchers  in  the  metro* 
polls  slaughter  cattle  or  sheep,  or  both,  in  private  slaughter-houses  adjacent  to 
their  shops. 

The  City  of  London  Sewers  Act  (11  and  12  Vic-  cap.  168,  passed  in  the  year 
1848)  introduces  special  regulations  for  slaughter-houses  in  the  City.  It  directs 
that  all  places  used  as  slaughter-houses  at  the  time  of  the  passing  of  the  Act  shall 
be  registered,  and  it  empov^ers  the  Commissioners  of  Sewers  to  make  rules  for  the 
cleanliness  and  better  management  of  every  place  then  used  as  a  slaughter-house. 
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It  fuvtW  directs  that  if  any  oeeupier  of  a  slaugfater-hou6€  kUls  any  beast  contrary 

to  the  Act  or  tke  regnklatiora  oi  tke  Commiaskmers,  a  jmtiee  may  suspend  the  slaugW 

4erin^  ia  has  bmse  £w  two  months  for  the  £r8t  offence,  Mad  uroU^k  it  abseluKelry 

irar  the  iKeond  offdiure.     Witkai  view;  aj^NUfently,  of  diumiiMwi^  tli«  xuiimber  -of 

slaughter-houses,  it  enacts  that  no  place  shaU  he  used  a»  a  ^laaghter^bouse  which 

was  not  so  used  at  the  passing  of  the  Act,     (Ss.  92-96)  Slaughter-houses  in  the 

City  are  likewise  subject  to  an  inspection  for  the  purpose  of  ascertaining  that  the         Evidence. 

reguUtiona  of  the  Commissioners  are  observed.     The  evidence  of  Mr.  Daw,  the  Daw,  p.  82.  ^ 

pnncipal  cfeit  of  the  City  Sewers  Commissioners,  and  of  two  inspectors  who  visit  ^"^08.*°*^  ^"*'*'' 

slaughter-houses,  will  be  foand  k  the  Appendix,  and  furnishes  information  as  to 

the  manner  in  which  these  piovkioos  have  been  carried  into  effect. 

It  appears  to  ns  that  the  yre^iom  'which  prevents  the  opening  of  new 
slaughter-houses,  though  it  may  he  advantageous  in  the  limited  district  of  the 
City,  is  unsuitcd  to  the  entire  metropolfs.  Jtt  would  not  provide  for  the  gradual 
extinction  of  slaughter-houses,  but  would  merely  perpetuate  those  which  already 
exist,  and,  by  giving  them  a  monopoly,  would  confer  upon  them  an  artificial  value. 
Questions  also  might  arise  with  respect  to  the  legality  of  enlarging  an  existing 
slaughter-house,  and  if  such  an  eftlargeiRe»t  weve  not  prohibited,  there  would  be 
a  ready  mode  of  evading  the  prohibition.  It  appears  to  us  desirable  that  private 
slaughter-houses  should  be  subject  to  a  licence  granted  by  the  magistrates,  and  to 
%e  annually  renewed.  Under  ^uch  a  law,  slaughter-houses  ill-managed,  or 
situated  in -such  manner  as  to-  be  mconvenieB*  to  the  neighbourhood,  would  be 
gradually  sitppres^.  It  has  likewise  been  stated  to  ns  by  several  experienced  wit- 
Besses,  that  the  slauglMeriiig  ofanimak  in  cellans  or  other  subteranean  places  ought 
to  be  prohibited,  in  wliich  opinion  w*e  concar. 

If  the  plan  for  forming  a  new  cattle-market  rewminended  by  us  should  be 
adopted,  a  power  of  making  regulations  and  bye-laws  for  the  government  of  the 
mafrket  wouM  be  Tested  in  the  Corporatie©  of  London.  In  exercising  this  power 
they  would  have  to  consider  en  w4iait  days  of  the  week,  and  on  what  honrs  of 
those  days,  the  market  couild  most  eeilVeniently  be  held.  At  present  the  principal 
market  is  held  at  a  very  early  hour  on  Monday  morning,  which  neeessitates  1(he 
driving*  of  the  cattle  and  sheep  from  their  lairs  in  the  suburbs  to  SmithfieM  during 
the  night  of  Sunday.  Moreover,  although  there  ia  another  market  held  on 
Friday,  the  attendance  en  that  day  is  inconsiderable.  If  the  site  of  the  market 
should  be  changed,  a  different  arrangement  of  the  trmes^  for  holding  the  market 
ought  to  be  adopted  for  obviating  these  inconveniences. 

If  the  new  market  were  situated  on  the  oii^kirts  ef  ^he  town,  wi^  a  conve- 
ttient  access  to  the  prmcipal  railways,  <he  live  ertock  would  peach  ift  witheul  BMte^ 
rial  inconvenience  to  the  puWie.  feat  in  onler  that  they  should  be  distributed 
fipoin  the  market  among  the  diffisrent  private  slaughter^lTouses  throughout  the 
twvn,  it  woi^W  be  necessary  thadi  they  should  be  driven  through  the  stveets.  On 
this  subject  the  Markets  ImprovemeHt  Committee  propose  the  foilowiagregulsitioiis, 
with  respect  to  thdir  projected^ market: — 

*  With  regard  to  the  mconvenience  snstahied  by  driring  cattle  through  the  streets 
**  from  the  market,  it  will  be  obviated  by  dosinr  the  gates  of  the  market  afl  an  early 
*^  honar,  and  by  regulations  to  promete  the  early  departare  ef  the  cattle,  and  to  prevent 
^  their  quittiag  the  market  after  14)  o^deck  in  the  meming  until  tlie  evening,  as  well 
'*  as  by  providiaff  well-regulated  and  well-ventilated  slaughter-houses  contiguous  to 
"  the  live  and  dead-meat  market,  aad  so  placed  as  to  be  subject  to  easy  regulation  and 
"  supervision.^^ 

We  concur  with  the  Markets  Improvement  Committee,,  in  thinking  that  restric- 
tions upon  driving  animals  through  the  streets  within  certain  hours  of  the  day  should 
be  im)>osed  l^  a  general  enactment ;  but  the  detailed  regulations  for  this  purpose 
would  depend  upon  the  other  regulation  of  the  market,  and,  therefore,  refer  to 
madiy  circumstances  which  it  is  impossible  for  us  to  anticipate. 

In  coacluding  our  Report,  we  think  it  right  to  state  that,  although  we  believe 
our  recommendation  for  tne  removal  of  the  Smithheld  cattle  market  to  be  impera- 
tively deiimnded  by  considerations  of  public  convenience,  we  are  not  unmindlul  of 
the  loss  of  custom  which  this  measure  would  entail  upon  certain  classes  of  retail 
dealers  resident  in  the  neighhourhood.  It  ks  with  sincere  regret  that  we  recom- 
mend any  change  which  would  be  attended  even  with  partial  and  temporary  loss 
of  trade  to  certain  individuals ;  but  such  local  diminutions  of  mercantile  profit  axe 
the  necessary,  though  undesigned,  conseipiences  of  all  extensive  improvements, 
which  alter  existing  traffic  and  communication.     We  will  add,  that  the  removal 


Appendix,  p.  140. 


Digitized  by 


Google 


24  REPORT  of  the  COMMISSIONERS  appointed  to  make 

of  tlie  cattle-market  from  Smithfield  is,  in  our  judgment,  likely,  upon  the 
whole,  ultimately,  to  enhance  rather  than  lower  the  value  of  property  in  that 
part  of  tlie  City,  inasmuch  as  its  existence  in  that  position  operates  as  a  dis- 
couragement to  the  residence  of  persons  whose  business  is  not  immediately  con- 
nected with  the  market  and  its  frequenters. 

All  which  we  humbly  certify  to  Your  Majesty. 

(Signed)  GEORGE  CORNEWALL  LEWIS,  (i.&) 

HARRY  VERNEY,  (i.S.) 
WILLIAM  MILES,  {L.S) 
RICHARD  OWEN,  {L.S) 
FREDERICK  BYNG,  {L.S.) 

Whitehall,  24  May  1860. 


We,  the  undersigned,  being  two  of  the  Commissioners  appointed  by  Her 
Most  Gracious  Majesty  to  make  inquiries  relating  to  Smithfidd  Market,  and 
the  markets  in  the  City  of  London  for  the  sale  of  meat,  having  carefully  and 
anxiously  weighed  the  evidence  submitted,  and  considered  the  statements^ 
documents,  plans,  and  model  laid  before  us,  with  an  earnest  desire  to  concur 
in  the  Report  of  our  colleagues,  while  we  cheerfully  admit  that  the  statements 
in  that  document  are  ably  set  forth,  and  with  the  full  intention  of  doing  sq 
impartially,  we  feel  compelled  to  dissent  from  the  principal  conclusion  arrived 
at  by  them,  and  from  the  reconmiendation  founded  thereon,  involving  the 
removal  of  the  live-meat  market  for  the  metropolis,  from  its  present  central 
position  to  the  suburbs  of  London. 

We  at  the  same  time  feel  it  necessary  very  briefly  to  state  the  grounds  for 
the  opinion  at  which  we  have  arrived. 

The  question  of  the  removal  of  Smithfield  Market  having  been  debated  ibr 
several  years  past  by  various  parties,  we  may  fairly  assume  that  in  the  course 
of  the  different  inquiries  all  the  grounds  for  its  removal  have  been  ascertained 
and  stated,  and  are  to  be  found  in  the  Minutes  of  Evidence,  as  well  as  in  the 
several  Petitions  and  Reports  from  time  to  time  presented  to  Parliament,  and 
upon  which  the  Select  Committee  of  the  House  of  ^Commons,  in  the  year 
1849,  doubtless  founded  their  recommendation  for  the  removal  of  the  market. 

The  resolutions  of  that  Committee  refer  in  general  terms  to  the  "  incon- 
veniences and  objections  *"  attendant  on  the  continuance  of  the  market  in  Smith- 
field;  but  they  add  **  those  inconveniences  and  objections  have  been  of  late 
years  in  some  degree  mitigated  by  care  and  attention,"  as  far,  therefore,  as  that 
mitigation  extended,  the  **  inconveniences  and  objections  "  cannot  be  attributed 
to  locality,  but  to  the  want  of  care  and  attention ;  and,  it  is  also  clear,  that  by 
care  and  attention  some  of  the  evils  have  been  mitigated,  which  affords  fair 
ground  for  assuming  that  the  evils  remaining  may  be  still  further  mitigated 
if  not  wholly  removed  by  an  extended  application  of  the  same  means. 

The  question,  therefore,  appears  to  be  whether  these  inconveniences  and 
objections  having  been  partially  mitigated  can  or  cannot  be  altogether  ob- 
viated. 

The  Committee  of  1849,  further  express  an  opinion,  that  in  providing 
market  accommodation  for  the  sale  of  cattle  in  substitution  for  Smithfield 
Market,  due  care  should  be  taken  to  insure  space  not  only  for  the  present,  but 
also  for  the  future  wants  of  the  metropolis.  The  Committee  also  state  their 
opinion  that  "  there  has  been  great  benefit  to  the  health  of  the  neighbouring 
"  inhabitants  from  the  presence  of  a  large  open  space,  such  as  Smithfield,  in 
*'  the  midst  of  a  densely  populated  district,"  which  would  be  proportionably 
increased  by  the  extension  of  that  space. 

They  further  state  that  there  should  be  only  one  "  Great  Metropolitan 
"  Cattle  Market;"  and  that,  ^'  in  the  selection  of  its  site,  regard  should  be  had 
"  to  the  position  of  the  Railway  Termini — ^the  place  of  disembarkation  for 
"  Scoteh,  Irish,  and  foreign  cattle — and  the  bridges,  especially  Blackfriars  ;*' — 
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they  allude  to  '*  the  immense  importance  of  the  supply  of  animal  food  to  this 
"  vast  metropolis/'  and  to  the  "  variety  and  magnitude  of  the  interests  involved 
**  in  the  satisfactory  settlement  of  this  question,"  all  which  observations,  in  our 
humble  judgment,  should  be  kept  constantly  in  mind,  and  we  could  noi  in  the 
face  of  such  recommendations,  concur  in  advising  Her  Majesty,  in  a  matter 
so  momentous,  to  adopt  a  measure  necessarily  attended  with  much  uncertainty 
as  to  its  effects ;  although  we  should  be  prepared  to  apply  every  safe  and 
practical  remedy  for  any  evil  which  is  real  and  can  be  defined. 

We  shall  confine  ourselves,  then,  as  briefly  as  possible  to  the  consideration — 

1st  Of  the  alleged  "  inconveniences  and  objections  of  Smithfield  Market,'* 

and 
2nd.  The  proper  remedy. 

The  principal  inconveniences  and  objections  which  have  not  been  altogether 
prevented  are,  the  cruelty  to  the  animals  not  tied  up,  but  driven  into  **  Ring- 
droves," — the  crowding  of  the  sheep, — ^the  interruption  to  the  thoroughfares 
through  the  market,  on  the  one  hand,  and  the  diminution  of  the  available  area 
for  the  use  of  the  market  by  those  thoroughfares,  and  the  footways,  on  the 
other — together  with  the  separation  of  the  different  parts  of  the  market,  and  their 
inconvaiient  arrangement 

The  whole  of  these  olrjections  resolve  themselves  into  the  want  of  prefer  and 
convenient  space. 

Various  witnesses  examined,  have  differed  widely  as  to  the  extent  of  additional 
accommodation  actually  required.  One  witness  of  great  experience  has  fixed 
it  at  one  acre;  others  have  thought  that  the  existing  space  ought  to  be  doubled, 
for  the  purpose  of  meeting  the  enormous  demand  for  standing  room  on  one 
day  in  the  year,  the  market-day  before  Christmas,  commonly  called  the 
"  Great  day ;"  and  likewise,  to  provide  reasonably  for  any  increased  demand 
which  may  grow  out  of  increasing  population. 

The  otlier  inconveniences  and  objections  arc  those  which  are  stated  to 
result  from  the  catde  being  driven  to  and  from  the  market,  through  the  streets 
and  avenues  of  the  metropolis — an  evil  increased  by  the  late  hour  to  which  tiie 
market  is,  by  Act  of  Parliament,  now  required  to  be  kept  open. 

The  first  inconvenience  (or  rather  class  of  inconveniences)  would  be  obviated 
by  an  enlargement  of  the  site  of  the  market  amply  adequate  to  its  require- 
ments ;  such  an  enlargement  as  has  been  proposed  by  the  Markets  Improvement 
Committee  of  the  Corporation. 

The  second  inconvenience,  with  the  sanction  of  the  legislature,  may  be  easily 
obviated  by  a  regulation  of  the  hours  for  sheep  and  cattle  arriving  at  and 
departing  from  the  market, — ^by  widening  the  avenues, — and  by  removing  the 
market  from  those  thoroughfares  which  now  convey  across  its  area  the  general 
public  traffic. 

This  being  the  case,  the  existing  inconveniences  of  the  market  do  not  seem 
to  us  to  justify  a  course  so  extreme  and  problematical,  as  its  removal  to  a 
distance : — accompanied  as  that  must  be  by  a  great  and  expensive  disarrangement 
and  dislocation  of  extensive  commercial  interests  connected  directly  or  indi- 
rectly with  the  existing  market.  Such  an  experiment  would  also  be  likely  to 
affect  the  regular,  certain,  and  cheap  supply  of  animal  food, — a  question  of  vital 
importance  to  a  population  of  two  millions  of  persons.  We  therefore  do  not 
feel  ourselves  justified  in  resorting  to  so  extreme  an  experiment,  unless  it  can 
be  shown  that  sJl  other  means  of  remedying  the  remaining  alleged  incon- 
veniences and  objections  would  be  ineffectual  or  impracticable. 

It  has  been  objected  that  St  Bartholomew's  Hospital,  the  Gaol  of  Newgate, 
Giltspur  Street  Prison,  the  Central  Criminal  Court,  Christ's  Ho^ital,  and  the 
Charter  House,  are  within  a  short  distance  of  Smithfield  Market;  no  complaints 
however  have  reached  us  from  any  one  of  these  establishmeixts. 

The  alleged  deterioration  of  the  cattle  in  Smithfield  aj^ears  to  be  founded 
upon  data  too  coiqectural  to  be  reUed  upon ;  so  far  as  any  such  deterioration 
may  arise  from  over-crowding,  it  will  necessarily  be  obviated  by  the  enlarge- 
ment of  the  site.  We  may  be  allowed  also  to  observe,  that  no  such  alleged 
deterioration  of  meat  sold  in  London  is  consistent  with  the  fact,  so  well  knowq, 
both  as  r^ards  the  provinces  and  foreign  towns,  that  Lcmdon  holds  a  cha- 
racter pre-eminrat  ^  to  the  superiority  oi'  its  butchers'  meat 

With  regard  to  the  effect  of  Smithfield  on  the  health  of  the  inhabitants  of 
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the  immediate  neighbourhood,  it  does  not  in  fact  appear,  either  from  he 
evidence  taken  on  former  occasions,  or  laid  before  us,  that  the  appropriation  of 
the  area  of  Smithfield  for  a  market  for  live  cattle,  during  a  few  hours  upon 
two  days  of  the  week,  is  productive  of  insalubrity  to  any  appreciable  extent 

We  may  further  remark,  that  no  clearly  defined  plan  for  a  substituted  market^ 
with  the  means  or  cost  of  carrying  it  out,  has  been  suggested,  so  that  we  are  not 
afforded  the  opportunity  of  judging  whether  it  is  likely  to  obviate  the  assumed 
inconveniences ;  the  removal  of  Smithfield  being  altogether  an  experimental 
proposition ;  the  Report  leaving  the  position  of  the  site  wholly  undefined ; 
excepting  indeed  it  is  said,  that  it  would  be  desirable  to  remove  it  to  a  site 
detached  from  the  central  position  of  the  metropolis,  and  that  several  eligible 
sites  may  be  found  on  the  northern  suburb  of  the  town.  It  must  be  borne  in 
mind,  however,  that  the  further  the  market  is  removed  from  the  central  position 
of  the  metropolis,  where  it  has  existed  for  centuries,  the  greater  will  be  the  dis- 
arrangement and  dislocation  of  the  present  commercial  relations,  and  the  greater 
will  be  the  direct  and  indirect  loss  for  which  the  public,  as  the  consumers,  will 
first  or  last  be  called  upon  to  provide.  The  removal  to  a  site  so  indicated  will 
involve  further  a  considerable  departure  from  the  desiderata  laid  down  by  the 
Select  Committee  of  the  House  of  Commons  before  mentioned,  viz. : — the 
proximity  to  the  place  of  disembarkation  and  the  bridges,  particularly  that  of 
Blackfriars ; — as  well  as  interpose  an  inconvenient  distance  between  the  place 
of  sale  and  the  monetary  district  in  the  neighbourhood  of  the  Bank  and  Lom- 
bard-street ;  and  if  in  the  locality  pointed  out,  a  larger  space  can  be  obtained 
at  less  cost  than  it  could  be  provided  in  the  City,  it  must  be  borne  in  mind, 
that  its  comparative  cheapness  is  attained  by  reason  of  a  sacrifice  of  conve- 
nience on  account  of  its  remoteness  from  the  centre  of  business ;  the  increased 
cost  of  a  site  near  Smithfield  would,  in  our  judgment,  be  more  than  counter- 
balanced by  the  benefits  arising  from  its  proximity  to  the  focus  of  trade. 

As  the  site  of  the  proposed  Live  Meat  Market  submitted  by  the  Markets 
Improvement  Committee  of  the  Corporation  occupies  only  one  acre  of  the  area 
of  the  existing  market,  and  leaves  a  space  of  five  acres  at  present  unappropriated, 
that  space  might  be  reserved,  or  occasionally  used  for  the  temporary  accommo- 
dation of  the  salesmen  on  the  "  great  day"  as  it  is  termed ;  and  for  the  future 
enlargement  of  the  live  and  dead  meat  market  should  it  be  required : — or 
the  dead  meat  market  might  be  placed  on  the  western  side  of  Victoria-street, 
leaving  a  space  of  nearly  13  acres  for  the  live  cattle  market 

It  has  been  shown,  by  long  experience,  that  the  supply  and  demand  in  the 
live  meat  market  fluctuate  with  the  seasons ;  and  that  at  the  period  of  the  year 
when  most  space  is  required  for  sheep,  the  supply  of  cattle  is  smaller;  and  vice 
versd.  Arrangements  may,  therefore,  be  made  by  means  of  shifting  pens,  so  as 
to  adapt  in  each  season  the  enlarged  space  for  the  particular  description  of  stock 
requiring  accommodation. 

Having  considered  and  commented  upon  the  alleged  inconveniences  and 
objections,  we  approach  the  second  question,  viz.,  what  is  the  appropriate  and 
practical  remedy  ?  being  satisfied  that  imperfect  or  impracticable  plans  which 
cannot  for  a  long  time  be  even  attempted,  much  less  carried  out,  will  only 
postpone  the  day  of  improvement : 

We  have,  therefore,  carefully  examined  and  considered  the  plan  and  model 
of  a  new  market  and  other  requisites,  which  have  been  laid  before  us  by  the 
Markets  Improvement  Committee  of  the  Corporation  of  London  in  such  full 
detail.  They  appear  to  be  conceived  in  a  liberal  and  comprehensive  spirit, 
to  be  prepared  with  a  sincere  view  of  removing  the  existing  evils,  and 
framed  with  much  practical  skill  and  ingenuity  in  their  arrangements,  afler 
deliberation  and  a  careful  consideration  of  the  circumstances  of  the  case-  In 
our  humble  opinion,  the  adoption  of  this  plan  would  effect  a  great  public 
improvement  and  decided  amelioration  in  the  approaches  to  both  the  proposed 
markets, — in  the  accommodation  for  the  sale  of  the  live  animals  in  Smith- 
field — and  the  dead  meat — as  well  as  improved  facilities  for  the  traffic  arid 
trade  of  London  generally. 

Under  these  circumstances  we  do  not  hesitate  in  advising  the  adoption  of 
this  measure. 

We  cannot  consider  that  the  course  thus  recommended  by  us  is  liable  to  the 
objections  urged  against  it;  namely,  want  of  space,  and  the  expense  which  it 
will  entail. 
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With  respect  to  space,  it  offers  accommodation  for  a  greater  number  of  cattle 
than  has  been  suggested,  by  parties  connected  with  the  trade,  as  likely  imder 
any  ordinary  circumstances  to  be  brought  for  sale;  while  the  area  proposed  to 
be  used  for  the  market  is  nearly  double  the  extent  of  the  present  market  area, 
and  it  is  capable  of  much  greater  extension,  if  necessary,  at  any  time  hereafter : 
it  also  makes  provision  for  lighting  and  well  ventilating  the  lairs. 

The  principal  objection  to  the  plan  proposed  appears  to  be  founded  upon  the 
expenditure  required  to  carry  it  into  execution ;  but  we  have  reason  to  believe 
that  the  Corporation  of  London,  having  a  due  regard  to  the  welfare  of  the 
citizens,  and  the  public  at  large,  are  well  aware  of  the  necessity  of  making 
sacrifices  to  prevent  so  extreme  an  experiment  being  made,  and  so  serious  a 
derangement  of  commercial  contiexions  as  would  be  produced  by  the  removal 
of  Smithfield-market ;  an  opinion  confirmed  by  the  fact,  that  the  Corporation 
have  expended  large  sums  in  the  improvement  of  Smithfield-market,  from 
time  to  time,  as  the  wants  of  the  public  have  rendered  these  improvements 
necessary. 

The  plan  proposes  that  the  Corporation  shall  advance  the  money  which  this 
great  improvement  will  demand,  in  the  belief  that  it  will  obviate  the  existing 
evils ;  at  the  same  time  it  will  prevent  that  serious  injury  to  the  property  of  a 
large  portion  of  the  citizens,  and  the  general  trade  of  the  City,  which  cannot 
fail  to  be  consequent  upon  the  removal  of  the  market. 

For  the  reasons  now  adduced  the  objections  do  not  appear  to  us  to  prevail 
against  the  proposed  plan : — ^whilst  the  evidence  in  support  of  it  appears  to  us 
strong  and  conclusive. 

First. — ^No  public  thoroughfares  and  footways  are  to  be  permitted 
within  the  market ;  by  which  the  whole  area  will  be  devoted  uninterruptedly 
to  the  purposes  of  the  market,  and  the  thoroughfares  and  footways  adja* 
cent  rendered  free  from  danger  and  annoyance  by  the  market  traflBc. 

Second. — ^The  market  is  intended  to  be  inclosed,  and  therefore  capable 
of  being  shut  up  at  any  hour,  as  may  be  found  requisite,  to  regulate  the 
passing  of  cattle  through  the  public  streets. 

Third. — ^The  different  parts  of  the  market  are  to  be  commodiously 
arranged ;  the  cattle  being  in  one  part, — the  sheep  in  another, — the  pigs  and 
calves  in  a  third :  and  all  seen  at  one  view. 

Fourth. — ^The  dead-meat  market,  now  cramped  in  the  small  space  occu- 
pied by  Newgate  market,  and  being  the  cause  of  the  obstructions  in  the 
great  thoroughfare  of  Newgate-street,  will  be  placed  close  to  the  live-meat 
market,  in  a  locality  where  it  may  be  enlarged  to  any  necessary  extent. 

Fifth. — Slaughter-houses  capable  of  proper  and  easy  control  and  inspec- 
tion, and  also  of  extension,  if  necessary,  will  be  in  the  immediate  vicinity 
(as  they  should  be)  of  the  live  and  dead  meat  markets;  whereby  the  three 
kinds  of  business  will  be  carried  on  less  expensively,  and  the  streets  less 
encumbered  with  cattle  and  carts  passing  and  re-passing  through  the 
same. 

Sixth. — Great  improvement  in  the  adjoining  approaches  will  be  effected, 
as  well  as  a  new  line  of  communication  made  both  eastward  and  westward. 

Seventh. — A  regulation  toll  is  proposed,  which  will  effectually  oblige 
buyer  and  seller  to  close  their  transactions  at  an  early  hour,  leaving  the 
streets  free  from  interruption  during  the  hours  of  general  business. 

Thus,  in  our  judgment,  will  all  the  principal  practical  inconveniencies  of 
Smithfield  and  Newgate  markets,  and  the  slaughter-houses,  be  removed ;  and 
a  market  will  be  erected  with  all  necessary  appendages  commensurate  with  the 
requirements  of  the  metropolis,  in  regard  to  its  supply  of  animal  food,  and  to 
the  manner  in  which  this  supply  is  now  conducted. 

In  conclusion,  we  suggest  that  facilities  should  be  immediately  afforded  for 
effecting  the  foregoing  objects  by  legislative  enactment,  so  that  no  delay  may 
be  interposed  to  prevent  the  realization  of  advantages  which,  in  our  judgment, 
will  be  greatly  beneficial  not  only  to  the  citizens  of  London  in  particular,  but 
likewise  to  the  inhabitants  of  the  whole  metropolis. 

(Signed)  JAMES  DUKE. 


Whitehall,  24th  May  1850. 


JOHN  WOOD. 
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MINUTES  OF  EVIDENCE 


TAKEN  BEFORE  THE 


SMITHFIELD    MARKET    COMMISSION. 


Tuesday,  December  11,  1849. 
George  Cornewall  Lewis,  Esq.,  M.P.,  in  the  Chair. 

Mr,  William  Giblett,  examined. 

1.  How  many  years  have  you  been  in  trade  as  a  butcher  in  London? — Upwards  of  40 
years. 

2.  Are  you  well  acquainted  with  the  manner  in  which  London  is  supplied  with  live  and 
dead  meat  ? — I  should  be  rather  a  dull  scholar  were  I  not  practically  acquainted  with  it 
after  so  much  experience. 

3.  Is  it  a  subject  which,  independently  of  your  trade,  has  occupied  a  good  deal  of  your 
attention  ? — It  is. 

4.  Do  vou  remember  the  Committee  of  the  House  of  Commons,  on  the  subject  of 
Smithfiela  market  in  1828  ? — Yes ;  I  have  a  perfect  remembrance  of  the  occasion.  I 
presume  you  mean  Mr.  Robert  Gordon's  Committee ;  and,  perhaps,  you  will  allow  me  to 
make  a  few  remarks  with  respect  to  that  Committee,  and  as  to  what  took  place  just  about 
the  time  that  was  appointed  or  a  little  before,  and  what  has  happened  through  a  series  of 
years  with  respect  to  Smithfield  market.  The  inquiry  in  Mr.  Gordon's  Committee  applied 
exclusively  to  Smithfield  market ;  the  master  butchers  of  London  had  had  a  public  meet- 
ing, I  think  at  the  Freemasons'  Tavern,  upon  the  subject  of  the  unfit  state  oT  -Smithfield 
market  then ;  they  complained  to  one  another  about  it,  and  they  agreed  that  they  would 
make  their  complaints  to  the  City  authorities.  They  resolved  upon  a  petition,  and  obtained 
the  signatures  of,  I  think,  more  than  1,500  master  butchers,  and  they  deputed  a  certain 
number  of  their  own  body  to  wait  upon  the  Court  of  Common  Council,  and  to  present 
their  petition.  I  happened  to  be  one  of  those  who  were  there.  We  were  received  in  the 
most  courteous,  respectful,  and  kind  manner,  and  it  was  admitted  that  there  were  cases  of 
complaint,  and  I  am  rather  desirous,  if  it  comports  with  the  arrangement  of  your  pro- 
ceedings, to  read  and  put  in  that  petition,  which  shows  exactly  the  nature  of  the  com- 
plaints we  then  had  to  make.      [  The  same  was  read  as  follows :] 

1828.-— Petition  presented  to  the  Court  of  Common  Council,  by  1,52*7  Master  Butchers. 

That  your  petitioners  form  a  deputation  from  the  Committee  of  Butchers,  appointed  at  a  public 
meeting  of  the  trade  of  Butchers,  of  the  cities  of  London,  Westminster,  and  the  parts  adjacent,  held 
at  Freemasons' Tavern,  on  the  l'7(h  January,  1828.  That  your  petitioners  and  the  trade  in  genera],  as 
well  as  others,  suffer  very  great  loss  and  inconvenience  for  want  of  sufficient  room  in  Smithfield  market 
to  transact  their  business,  and  that  the  cruelty  complained  of  by  the  public  chiefly  arises  from  the  same 
cau^;  that  animals  of  every  description  brought  there  for  sale  are  deteriorated  in  quality,  and  lessened 
in  value  by  various  descriptions  of  cruel  usage,  to  make  them  occupy  the  smallest  extent  of  room  pos- 
sible in  the  market  during  the  period  of  their  sale  there ;  that  your  petitioners  consider  an  enlarge- 
ment of  Smithfield  market  absolutely  necessary  to  remedy  the  evils  complained  of;  that  your  peti- 
tioners are  firmly  of  opinion  that  an  alteration  of  the  market-day  from  a  Friday  to  a  Thursday  would 
tend  to  equalize  the  market,  and  prevent  much  of  the  injury  and  cruelty  complained  of  taking  place  ; 
that  your  petitioners  are  confirmed  in  their  opinions,  by  the  unanimous  request  and  signatures  of 
1,527  master  butchers,  being  housekeepers  of  London^  Westminster,  or  the  parts  adjacent,  requesting 
your  petitioners  to  obtain  such  alterations. 

Tour  petitioners  therefore  pray,  that  you  will  take  this  their  petition  into  consideration,  by  first 
allowing  them  to  be  heard  at  your  bar  in  support  of  the  allegations  contained  therein,  and  further,  by 
adopting  such  measures  as  will  remedy  the  evils  complained  of. 

In  addition  to  that,  I  am  desirous  of  mentioning  to  the  Commission  very  particularly  that 
the  subject  of  Smithfield  market  had  drawn  very  largely  upon  the  attention,  and  I  may 
say  the  anxiety  of  the  City  authorities :  they  have  always  been  alive  to  the  important  subject 
now  in  hand.  From  the  year  1802  to  the  year  1835  or  1836,  the  City  authorities  made 
no  less  than  15  applications  to  Parliament  to  be  allowed  to  obtain  powers  to  enlarge  the 
market.  In  the  year  1809  a  very  important  circumstance  took  place.  The  city 
authorities  approached  by  deputation,  I  think,  the  then  existing  Board  of  Trade — and 
the  noblemen  and  gentlemen  there  refiised  the  prayer  of  their  petition,  which  was,  to  be 
privileged  to  enlarge  the  market,  and  they  recommended  them  to  apply  to  Parliament  for 
powers  to  obtain  a  site  outside  the  metropolis,  not  less  than  12  acres,  for  the  purpose  of 
noldinfi:  this  market.  To  return  to  the  Committee  of  1828,  a  great  amount  of  evidence 
was  taken  on  the  subject ;  the  want  of  space  was  Mly  admitted  by  all  parties,  aed  the  City 
authorities  pledged  themselves  to  make  certain  alterations :  those  alterations  were  in  pro- 


December  11, 1849. 
Mr.  W.  Oibktt. 
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December  11, 1849.  gress  some  time  afterwards — ^for  instance,  the  carts  and  carriages  were  shut  out  from  the 
wF7*-A«wy  market  during  market  hours,  up  to  12  o'clock  at  noon.  They  also  establish  a  very  eflTeo- 
Mr.  W.  GtbMt.  ^j^^  police,  and  too  much  cannot  be  said  in  their  praise  and  to  their  credit,  for  they  are 
alive  to  their  duties,  not  only  by  day,  but  by  night,  and  they,  the  City  authorities, 
enlarged  the  market  to  some  extent.  The  consequence  of  all  this  was,  that,  having 
reached  the  period  of  1634,  the  butchers  feeling  themselves  greatly  agCTieved  by  Mr. 
Perkins  who  went  to  Parliament  in  the  same  year  1834,  for  powers  to  hold  a  market  in 
his  own  right  at  Islington.  The  butchers  opposed  that  very  strenuously,  and  did  every- 
thing in  their  power  to  prevent  the  sncceas  of  Mr.  Perkins,  and  they  then  succeeded,  for 
they  brought  a  mass  of  evidence  which  was  not  to  be  doubted  or  questioned  for  a  moment, 
to  prove  uiat  those  very  evils  which  they  had  coinplained  of  so  seriously  in  the  year  1828, 
were  remedied  toso^ereat  an  extent  in  the  year  1834  that  they  were  content  and  satisfied, 
with  the  exception  of  some  few  days  in  the  year,  especially  in  the  autumn  months,  when 
they  complained  that  they  had  not  space  enough.  And  it  was  nearly  the  unanimous 
opinion  of  those  master-butchers  and  salesmen,  and  others,  that,  if  the  City  authorities 
^ve  them  one  more  acre  in  addition  to  the  site  they  then  had  die  supply  of  beasts  and 
^eep  that  then  came  to  the  market  might  be  accommodated  to  their  satisfaction.  That 
was  m  1834. 

5.  Did  you  conduct  the  case  of  the  butchers  before  the  Committee  in  1834? — Yes,  I 
did ;  that  is  to  say,  I  was  agent  for  them,  and  represented  also  many  graziers  whose  pro- 
perty extended  over  a  great  breadth  of  land. 

6.  Were  you  fully  informed  of  the  views  of  the  persons  connected  with  the  trade  wbo 
opposed  the  Bill  for  Islington  market  ? — Fully. 

7.  Will  you  proceed  with  your  statement? — Perhaps '  the  Commismners  will  aUow  me 
to  give  them  the  amount  of  the  supply  at  those  respective  periods  of  1828  and  1884,  as 
they  will  find  that  they  will  have  occasion  to  refer  to  them,  and  to  make  a  contrast  between 
them  and  the  present  supply.  With  the  permission  of  the  Commissioners,  I  will  cosfine 
myself  to  the  supply  of  Mondays,  because  it  is  only  on  Monday  tfast  we  find  the  inconve- 
nience that  is  complained  of    I  will  give  it  in  the  year  1827,  on  which  the  complaints  were 

,  grounded,  because  the  year  1828  was  the  current  year  when  the  oomplainta  were  made.  I 
will  give  1827  and  1833 ;  in  1827  the  average  number  of  beasts  ob  the  Mcmdmy  waa  2,378^ 
and  of  sheep  21,968.  There  were  five  Mondays  in  the  year  when  the  Damoer  of'  bea^ 
reached  3,000,  the  maximum  amount,  and  the  number  of  sheep  amounted  to  30,000  oaky 
once.  In  the  year  1833,  the  average  number  of  beasts  on  the  Monday  was  2,685,  and 
19,179  sheep.  T^e  number  of  times  the  beasts  reached  3,000  was  15.  At  that  time  the 
sheep  had  fallen  off  very  considerably ;  they  only  reached  24,000  three  times,  so  that  the 
supply  of  sheep  in  1833  fell  considerably  below  that  of  1827«  It  was  at  this  particular 
period  of  1834  (arguing  upon  the  data  of  1833),  that  the  butdiers  came  to  Padiameot 
and  gave  evidence  of  entire  satisfaction  on  their  part  if  the  City  would  acUL  one  acre  moie 
land. 

8.  In  what  maimer  was  the  question  with  respect  to  Smithfield  brought  before  the  Co»^ 
mittee  for  Inquiry  into  Islington  market? — ^By  Mr.  Perkins  applying  for  powers  to  hoiA  a 
market  at  Islington,  we,  antagonistic  to  Islington,  petitioned^  as  mitchecs,  to  be  heeid,  and 
our  petition  was  referred  to  the  Committee. 

9.  Did  the  promoters  of  the  Islington  Market  Bill  propose  to  abolish  the  market  at 
Smithfield  ?— -  When  pressed,  they  were  disposed  to  deny  that ;  but  the  clauses  of  the  Bill 
detected  their  intention,  and  it  was  very  evident  that  tlley  did  intend  to  abolish  Smithfield 
market.  When  I  spoke  of  the  butchers,  I  ou^t  to  have  spoken  first  of  the  City  authori- 
ties ;  th^  were  foremost,  of  course,  in  the  onpoeition  to  the  Islington  Market  Bill 

10.  Was  the  Islington  market  proposea  at  a  competing  market  or  as  an  exclusive 
market  ? — On  that  occasion  it  was  proposed  as  an  exclusive  market,  not  openly  or  avowedly^ 
but  by  the  clauses  of  the  Bill  we  fotmd  out  that  that  was  the  intention*  Subsequontlyi  m 
the  nextyear,  they  talked  about  a  competing  market,  but  not  in  the  year  18844 

1 1.  What  was  tne  result  of  the  Islington  Market  Committee  ? — The  result  was  Mr.  Per* 
kins'  defeat  in  1834;  if  you  please  to  aUow  me,  I  will  beg  to  draw  your  attention  to  one  great 
objection  which  the  trade  had  to  Mr.  Perkins'  market  at  Islington,  namely,  the  distance  of 
Islington  market  firom  the  dead-meat  market.  They,  the  butchers,  said  it  would  be  impossible 
for  them  to  conduct  their  business  properly  if  the  markets  were  at  so  great  a  distance  firom 
each  other.  Again,  they  objected  very  much  to  the  site  of  Islington  market ;  it  happens 
to  be  in  a  place  that  has  been  dug  out  for  clay  for  bricks,  and  it  is  a  mere  hole,  many  feet 
below  the  level  of  the  roads  surrounding,  and  the  approadies  to  Islington  market  were  such 
that  it  was  almost  ludicrous  that  a  person  should  be  found  who  would  come  forward  and 
ask  to  hold  a  market  there  which  should  have  25,000  sheep  and  3,000  beasts  to  be  passed 
into  the  market  and  then  to  be  passed  out;  it  was  next  to  impossible  unless  our  business 
was  spread  over  two  days  insteaa  of  one.  The  vast  number  oi  carriages  and  other  things 
that  they  would  have  had  to  meet  coming  southward  and  westward,  namely^  by  the  Angel 
at  Islington,  along  a  crowded  thoroughfare^  would  have  been  so  inconvenient  that  it  was 
almost  mrcical  to  talk  of  holding  the  market  in  such  a  place.  Thi«  was  the  way  in  whidi 
the  butchers  put  their  objections  at  that  time. 

12.  In  shorty  you  consider  that  under  any  circumstances  Islington  market  is  totally  inap- 
plicable to  the  purposes  of  a  cattle  and  sheep  market  for  the  metropolis  ?— I  should  almost 
ridicule  the  idea  that  the  business  of  Smithfield  market  could  be  conducted  at  Islington 
market.     It  could  not  exist  many  weeks  by  any  possibility. 

13.  That  was  your  feeling  in  1834  and  it  is  your  feeling  now  ? — Yes,  it  was  then  and  it 
is  now. 
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14.  Sm  clxperi^oe  eonfirmed  the  views  which  the  butchexs  then  eHtertained  with  respect  December  1],  1849. 
to  the  unfitness  of  Islington  market  ? — Decidedly ;  it  was  test^  in  the  beginning,  mien  --^ 
evenr  effort  was  made  to  qpen  the  market  with  Sclat  by  bringing  the  best  stock  to  the     ^'*  ^  GibM, 
market  that  they  could  possibly  .procure.    Th^  called  upon  their  mends  in  all  directions, 

aellers  as  well  as  bujers,  to  come  to  the  market,  hoping  that  they  would  do  the  best  that 
they  possibly  could  mr  Islmgton  market ;  and  so  they  tried  it;  but  after  a  few  weeks  the 
sell^s  b^an  to  find  out  that  the  principal  part  of  the  buyers  were  those  persons  who  were 
what  are  called  Jobbing,  or  (middlemen,  who  bought  up  the  stock  at  Islington  market,  and 
brought  it  to  the  City  market,  where  it  was  resold  at  a  considerable  profit  That  was  the 
&et. 

15.  An  Act  of  Parliament  was  obtained  for  Islington  market? — ^Decidedly;  but  it  was 
understood  that  it  was  to  be  a  competing  market,  and  we  went  away  almost  with  merri- 
m^it  at  the  idea  of  Mr.  Perkins  havmg  got  a  competing  market.  The  only  thing  that  pre- 
^vented  that  feeling  going  to  excess  was,  that  here  was  a  person  laying  out  his  money, 
SOfOOOl,  or  40,000Z>  and  no  one  could  help  feeUng  for  an  individual  who  had  been  so 
misled  as  he  had  been  by  his  firiends  and  those  who  had  represented  to  him  the  certainty 
of  success. 

16.  Did  the  City  and  the  butohexB  withdraw  their  opposition  to  the  Islington  market 
JBill  as  soon  as  it  was  undenttoed  that  it  was  to  be  a  competing  market  ? — I  thmk  they  had. 
I^TeoL  their  endence  before  the  declaration,  that  it  was  to  &  a  competing  market ;  but 
immediately  upon  learning  that  it  was  to  be  a  competing  market,  the  buu£ers,  generally, 
lock  no  further  interest  in  it. 

17.  Were  some  clauses  of  compensation  introduced  with  reference  to  the  City? — ^The 
City  authorities  had  to  look  to  that. 

18.  Did  the  Bill  ultimately  pass  by  consent  ? — ^Decidedly.  I  am  desirous  at  this  period 
of  allnding  to  some  evidence  that  was  given  in  the  year  1835  before  the  House  of  Lords, 
which  was  given  upon  oath,  and  in  a  very  serious  manner  by  some  persons  who,  I  think, 
would  be  as  far  from  saying  or  meanine^  wrong  as  men  can  be.  For  instance,  there  was 
Mr.  Collins,  an  old  amd  veiy  respectab^  salesman,  who  had  stood  upon  the  Smithfield 
stones  many  years,  and  his  father  before  him,  the  principal  part  of  his  business  life.  This 
Mr.  Collins  gave  schao  most  important  evidence.  He,  m  the  first  place,  admitted,  that  in 
ihe  year  1828  he  was  so  much  dissatisfied  with  the  state  of  Smithfield,  that  he  joined  with 
ihe  butchers  and  complained  of  it  He  stated,  that  he  also  joined  the  butchers  in  1834 ; 
lie  stated  to  the  House  of  Lords,  that  he  was  perfectly  satisfied  with  the  alterations  that 
had  been  made,  if  the  City  gave  them  one  acre  more.  It  was  put  to  him  upon  cross-exami 
nation,  whether  he  had  not  originally  made  an  estimate  of  the  damage  done  to  the  cattle 
in  Smithfidd  market,  and  he  admitted  that  he  had.  And  what  was  that  estimate  ?  It 
was  to  this  effect,  that  before  1828  the  damage  done  to  the  stock,  in  his  opinion,  was  not 
less  than  40,000^  a-vear.  They  did  not  follow  it  up  by  asking  him  questions  with  respect 
toithat  year;  but  if  it  is  the  pleasure  of  the  Connnissioners  to  see  the  evidence  taken 
liefore  tne  House  of  Lords,  they  can,  and  they  will  find  the  information  it  affords  to  be 
'vsry  considerable. 

19.  With  regard  to  the  statement  you'  have  made,  as  to  the  failure  of  the  Islington 
(market,  how  fiur  do  you  ccmsider  that  that  depended  upon  the  continuance  of  the  general 
i^ratem  which  prevailed  at  that  time,  and  whicn  is  still  m  use,  of  slaughtering  cattle  at  the 
i^aces  of  sale,  generally,  throughout  the  metropolis,  and  the  consequent  necessity  of 
dnving  both  boMts  and  sheep  into  the  metropolis  ? — I  think  Mr.  Perkms  promised  that 
lie  wmdd  give  all  those  fisusilities  if  he  might  have  his  Bill,  such  as  erecting  public 
abnighter-houses,  and  having  the  tallow  melted,  and  the  horns  burnt,  and  everythmg  of 
:ihat  sort  in  that  immediate  neighbourhood. 

20.  But  seeing  that  these  &cilities  were  not  given,  how  far  would  you  attribute  the 
'fiulure  of  Islin^^tOQ  market  to  the  fact  of  their  not  existing? — It  was  so  very  inadequate, 
md  die  local  disadvantages  were  such  that  it  could  not  succeed ;  the  neighbourhood  all 
Tound  about  is  so  completely  covered  with  houses  that  it  would  have  been  utterly  impos- 
sible to  obtain  a  site  on  which  such  business  could  be  transacted. 

21.  You  are  aware  that  there  were  Committees  of  the  House  of  Commons  upon  Smith- 
field  market  in  1847  and  1849  ? — Yes,  I  am  perfectly  aware  of  that. 

22.  Did  you  take  any  part  in  the  proceedings  before  those  Committees  ? — ^Not  any  in 
1«47  and  1849. 

28.  Have  you  any  objection  to  state  to  die  Commissioners  your  reason  for  abstaininfi" 
from  taking  any  part  in  the  proceedings  of  those  Committees  ?— Not  at  all.  We  have  haa 
•very  large  experieiiee,  wad  efforts  have  been  made  for  the  cure  of  the  evils  that  are  com- 
plamed  of  in  Smithfield  market.  They  have  been  now  going  on  for  a  period  of  neaily  50 
years,  and  aU  the  efforts  that  have  been  made  have  proved  abortive,  and  complete  failures 
an  the  end.  They  have  met  the  case  for  the  time  being,  in  a  certain  degree,  but  that  which 
renders  it  utterly  impossible  for  the  City  authorities  to  cure  the  evils,  at  the  present  time, 
is  tibe  enormous  increase  of  supply  which  counteracts  their  best  endeavours.  The  City 
audiorities  have  evinced,  at  all  times,  an  anxious  endeavour  to  remedy  those  evils,  and 
they  partially  have  done  so  when  the  supply  was  considerably  less.  But  now  the  supply  is 
above  one-third  more  than  it  was,  for  instance,  in  the  year  1834,  when  the  recommendations 
of  the  whole  trade  winre  brought  before  Parliament  in  the  way  of  evidence,  (and  it  is  that 
great  increase  of  supply  which  has  caused  the  increase  of  tne  evils  which  are  now  com- 
plained of,)  so  that  they  are  jretuming  towards  the  state  in  which  thin^  were  in  the  year 
1828,  with  this  exception,  that  th^  keep  out  carriages  till  12  o'clock  m  the  day,  and  they 
have  a  good  and  effective  police.  Thererore,  I  saw,  that  every  effort  of  the  City  was  in  vain 
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December  11, 1849.  to  meet  the  case ;  tliat  the  public  demand  was  growing  louder  and  louder,  and  ^ei^r^and 

greater,  for  an  alteration  of  the  present  state  of  things,  and  I  thought  the  time  nad  arrived 

Mr.  W.  Gitkit.     when  a  complete  alteration  and  change  of  the  present  state  of  things  must  take  place ; 
therefore^  I  took  no  part  in  what  I  should  call  a  palliative  measure. 

24.  You  abstained  from  acting  as  you  had  done  before,  as  the  organ  of  the  butchers,  ia 
upholding  Smithfield  market  ?— I  did,  during  the  last  two  or  three  years  I  have  expressed 
an  opinion  that  the  market  must  so :  lliat  it  is  only  a  question  of  time. 

25.  You  are  well  acquainted  with  the  present  state  of  Smithfield  ? — Decidedly.  I  am 
there  twice  a-week. 

26.  Are  you  in  the  habit  of  attending  Smithfield  market  in  the  way  of  your  business  ? — 
Yes ;  making  purchases  almost  every  market  day. 

27.  Will  you  state  what  you  consider  to  be  the  advantages  of  Smithfield  market? — The 
advantages  of  Smithfield  market  J  consider  to  be  very  sreat  to  the  trade  of  butchers  in 
London,  inasmuch  &s  the  position  is  central,  particularly  with  reference  to  their  shops ; 
and  they  can  always  procure,  to  any  extent,  whatever  they  want.  Hiey  have  it  almost  at 
their  very  doors.  It  is  the  locality  of  the  market,  that  gives  to  the  butchers  those  advan- 
tages that  I  am  speaking  of.  I  cannot  speak  of  any  advantages  which  are  derived  by  the 
public  from  the  situation  of  Smithfield,  except  through  the  butchers. 

28.  Is  there  any  other  recommendation  of  Smithfield  which  occurs  to  you  besides  its 
central  position  ? — Certainly  not.  I  can  think  of  no  other  parties  who  are  benefited  to  any 
extent  by  Smithfield  market  save  and  except  a  few  persons,  shop-keepers  and  publicans, 
who  live  round  about  the  neighbourhood  of  the  market.  The  advantage  of  the  locality  <rf 
Smithfield  market  consists,  as  I  have  said,  in  its  nearness  to  the  dead-meat  market,  which 
renders  it  most  important  to  the  trade  of  butchers. 

29.  What  do  you  consider  to  be  the  disadvantages  of  Smithfield  market  ? — ^The  disad- 
vantages of  Smithfield  market  I  consider  to  be  chiefly,  the  want  of  space,  the  want  of 
ample  room  for  all  the  purposes  of  the  market.  The  public  also  complain  very  greatly 
of  the  stock  traversing  through  the  streets,  and  that,  certainly,  is  an  evil  which,  while 
Smithfield  exists,  and  the  present  order  of  things  continues,  cannot  be  remedied  in  any  way 
that  I  know  of. 

30.  If  cattle  are  not  sold  on  a  market-day,  but  are  driven  in  and  out,  and  again  a 
second  time,  have  they  not  four  times  to  traverse  a  great  part  of  this  town  ? — ^Necessarily, 
if  they  come  twice  to  be  sold,  they  will  have  to  traverse  parts  of  the  town  four  times, 
wherever  they  may  eo  to,  whether  it  be  north,  east,  west,  or  south,  and  there  are  layers  at 
three  points  of  the  rour. 

3L  now  can  you  prove,  by  facts  which  the  Commissioners  can  verify,  that  the  area 
of  Smithfield  is  too  small  ? — ^When  we  have  large  supplies,  the  entire  stock  cannot  be  got 
in,  and  we  are  obliged  to  wait  till  some  are  sold  before  we  can  receive  the  residue  in. 
That  has  been  the  case  for  a  series  of  years  past ;  in  large  markets  it  has  been  the  case 
even  from  1828  to  1834.  We  have  had  markets  of  30,000  sheep,  and  the  maximum  number* 
they  could  pen  atone  post  was  2,400  at  that  time,  so  that  there  is,  first,  the  disadvantage  of 
wi^nt  of  space  in  getting  the  stock  into  the  market;  then  there  is  the  difficulty  of  hanming' 
them  in  a  fit  and  proper  way ;  and  I  cannot  pass  over  the  serious  deterioration  that  happens 
to  the  stock  generally,  but  more  particularly  to  the  sheep ;  they  are  often  in  a  dreadfol  state* 
of  damage  and  deterioration  in  consequence  of  being  so  hurried  and  pressed  by  dogs, 
and  squeezed  in  getting  them  into  the  market  the  best  way  they  can ;  for,  be  it  observed 
and  borne  in  mind  particularly,  that  the  approaches  to  Smithfield  remain  unenlarged,  not 
widened,  except  in  one  or  two  trifling  instances.  We  have  not,  therefore,  any  increase  <£ 
approaches  to  Smithfield  in  proportion  to  the  extent  of  the  increase  of  supply,  there  being 
no  more  avenues  than  when  we  had  little  more  than  half  or  two-thirds  the  amount  ^ 
stock.   If  the  difficulty  of  ingress  and  egress  was  very  great  in  1828,  what  must  it  be  now  ? 

32.  Do  you  think  the  want  of  space  in  the  market  leads  to  the  exercise  of  cruelty 
towards  the  animals  ? — Decidedly ;  the  cruelty  that  is  practised  generally  is  in  conse- 
quence of  the  want  of  space  to  get  the  stock  in  and  out  of  the  market.  That  is  the 
principal  cause  of  the  cruelty.  That  there  are  some  wanton  persons  who  inflict  blows  that 
are  perfectly  unnecessary  is  very  much  to  be  lamented,  but  the  principal  cause  of  the 
cruelty  is  tne  want  of  space. 

33.  Do  you  consider  that  the  chief  portion  of  the  cruelty  practised  towards  the  animals 
in  the  market  is  inevitable  ? — I  have  heard  it  described  under  the  term  •'  necessary 
cruelty ;"  and  if  the  animals  are  to  be  plaood  in  the  market,  in  a  certain  time,  and  in  such 
numbers,  I  do  not  see  how  it  can  be  avoided. 

34.  Have  you  been  in  the  habit  of  attending  country  markets  and  fiadrg  of  cattle  ? — ^Yes ; 
for  several  years  past  I  have  attended  the  market  at  Southall. 

35.  Does  it  appear  to  you  that  more  cruelty  is  used  in  Smithfield  market  than  in  other 
markets  and  fairs  ? — Decidedlv.  In  ordinary  times  they  walk  in  and  out  of  those  markets 
as  they  would  walk  from  one  field  to  another. 

36.  To  what  do  you  attribute  the  difference — is  there  any  other  cause  for  it  but  the 
difference  of  space?— I  should  say  that  difference  of  space  lies  at  the  bottom  of  all  the 
objections  I  have  made. 

37.  Do  you  think  that  there  is  anything  in  the  habits  of  the  London  drovers  that  leads 
them  to  be  more  cruel  to  animals  than  flie  country  drovers? — There  are  often  wanton 
blows  struck  by  low-lived  persons.  I  am  obliged  to  say  tnat  we  slK>uld  be  happy  to  rid 
ourselves  of  them,  but  they  are  not  in  our  employment,  they  are  generally  employed  by 
subordinates ;  that  is  to  say,  if  I  have  a  drover  who  is  my  subordinate,  he  is  a  master 
drover,  and  he  employs  who  he  thinks  proper,  he  being  answerable  for  the  care  of  the  stock 
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tome.     He'^ts  any  person  that  he  can,  at  a  cheap  rate,  who  has  a  badge.     I  should  December  11, 1849. 
insist  upon  his  having  fit  and  proper  persons  if  I  had  the  power  to  do  so;  out  he  works  td^'u 

for  15  or  20  othier  persons'  as  well  as  for  me.     If  our  stock  is  brought  home  not  to  our     ™^'  '^^  "^*W^ 
satisfaction,  we^  having  no  control. over  those  middlemen,  make  our  complaint  to  the 
master  drover,  but  if  they  bring  the  cattle  home  well  we  are  content :  no  inquiry  is  then 
made  into  their  moral  conduct. 

S8.  Does  the  central  position  of  Smithfield  market,  which  occasions  the  cattle  to  be 
driven  through  large  portions  of  the  town,  increase  the  cruelty  exercised  towards  them 
very  considerably  ? — If  Smithfield  market  was  large  enough  to  accommodate  the  entire 
stocky  the  circumstance  of  its  being  central  would  give  facilities  for  radiating  the  stock 
to  any  point  of  the  compass. 

39.  Supposing  the  some  quantity  of  stock  that  is  brought  to  Smithfield  were  brought  to 
Southall,  and  there  were  the  same  space  at  each  market,  are  the  facilities  of  access  to 
Southall  at  all  to  be  compared  to  those  of  Smithfield  ?— The  facilities  of  entering 
Southall  market  are  very  few ;  there  is  only  one  leading  road  to  and  firom  it,  and  the 
minor  roads  are  very  narrow,  and  by  no  means  qualified  or  fitted  for  such  a  traffic. 
Southall  is  a  very  insignificant^  small  village^  altogether  unfit  for  a  larffe  market. 

40.  You  have  made  some  observations  about  the  class  of  men  who  are  called  drovers, 
and  whose  cruelty  is  no  doubt  sometimes  the  effect  of  passion,  and  very  blameable  -,  but 
vou  are  aware  that  those  parties  cannot  be  employed  without  being  licensed  ;  so  that  the 
humblest  of  them  must  have  a  badge  to  entitle  him  even  to  move  a  beast  or  a  sheep  ? — 
Yes. 

41.  And  you  know  that  in  case  of  any  complaint  they  are  brought  before  a  magistrate 
and  punished  ? — Yes ;  but  I  understood  the  question  to  be  more  as  to  their  moral  cha- 
racter, Itnd  whether  those  people  do  not  sometimes  inflict  wanton  blows,  which  I  have 
admitted  they  unfortunately  do.  Those  who  have  badges  participate  in  that  character  to 
some  extent ;  I  do  not  mean  that  all  do  by  any  means ;  still  some  of  them  are  of  that 
gross  and  low  character. 

42.  You  were  understood  to  say  that  the  chief  part  of  the  cruelty  practised  at  Smithfield 
was  inevitable  in  consequence  of  the  want  of  sufficient  space? — Yes. 

43.  But  there  may  be  wanton  cruelty,  such  as  you  describe,  in  Southall,  or  any  other 
market? — Yes,  but  that  is  suppressed  by  the  salesmen,  aud  checked  by  the  presence  of 
the  police :  the  master  drovers  and  the  salesmen  would  do  as  much  as  they  could  to 
check  it. 

44.  You  stated  that  the  principal  part  of  the  cruelty  takes  place  in  taking  the  stock  to 
and  Arom  Smithfield  in  consequence  of  the  bad  access.  Supposing  there  were  a  railway 
communication  into  Smithfield  itself,  do  you  consider  that  that  would  materially  diminish 
the  evil  ? — Except  as  to  so  much  of  the  damage  as  is  incidental  to  railway  travelling,  it 
would  entirely  supersede  aU  the  damage  and  evil  that  I  am  speaking  of,  that  is,  going  into 
the  market. 

45.  Is  it  the  fact,  that  in  consequence  of  the  animals  being  urged  by  the  drovers  in 
cominff  into  the  market  and  in  going  out  of  it,  they  are  much  heated  ? — ^They  are  very  much 
heated  and  damaged  in  the  flesh  ;  the  muscle  is  interfered  with,  and  rendered  much  less 
valuable  than  it  otherwise  would  be.  In  taking  away  the  beasts  and  the  sheep  from 
Smithfield  market  on  crowded  days,  the  difficulty  tnere  is  of  getting  them  away  subjects  the 
animals  to  such  cruelty,  and  to  such  over-heating,  that  I  have  no  hesitation  in  declaring 
that  on  some  occasions  when  I  have  bought  the  best  that  money  could  buy  (according  to 
my  judgment)  in  the  market,  I  have  hM  whole  lots  of  stock  (of  sheep  more  particularly) 
from  wmch  I  could  not  select  a  superior  joint  of  meat  to  send  to  any  one  of  my  best 
customers.  I  have  found  that  to  be  the  case  several  times.  But  I  must  not  ascribe  the 
entire  of  that  to  Smithfield  market  The  sheep,  well  fattened  at  a  period  of  the  year  when 
they  have  a  heavy  fleece  upon  them  (those  that  walk  up  to  market),  encounter  a  great  deal  of 
fatigue  and  inconvenience  from  bein^  so  travelled,  and  they  come  into  the  market  without 
being  properly  rested ;  then  superadded  to  that  fatigue  and  inconvenience  is  the  market 
distress  they  are  subjected  to ;  these,  with  the  drift  home,  leaves  them  at  last  in  the  state  I 
have  described. 

46.  Then,  speaking  as  a  person  having  professional  knowledge  ut>on  the  subject,  you 
entertain  no  dbubt  that  the  quality  of  the  meat  is  deteriorated  by  the  treatment  of  the 
animals  in  Smithfield  market  ? — I  am  bound  to  admit  that,  to  a  ver^  great  extent,  it  is. 

47.  Is  it  your  opinion  that  that  is,  practically,  the  general  experience  of  the  trade  ? — I 
should  say  that  whoever  speaks  honestly  upon  the  subject  must  declare  after  the  manner  I 
have  attempted  to  describe. 

48.  Does  this  applv  altogether  to  the  Monday  market  ? — Chiefly,  but  not  exclusively  to 
the  heavy  supplies  of  the  Monday  markets. 

49.  Are  you  aware  that  many  cattle  and  sheep  now  come  to  London  by  railways  ? — 
Certainly. 

50.  Do  you  think  it  likely  that  any  part  of  the  injury  you  complain  of  may  take  place  in 
putting  those  cattle  and  sheep  into  the  trucks  ? — I  have  alluded  already  to  the  damage 
that  they  sometimes  receive  upon  the  railway.  On  some  occasions  thev  receive  a  very 
great  deal  of  damage.  I  have  Known  five  or  six  oxen  fall  one  over  another  in  a  railway 
truck,  but  that  applies  to  a  few,  and  it  is  an  exception ;  it  is  not  the  rule. 

51.  Are  the  ammals  that  are  brought  into  Smithfield,  after  having  travelled  up  by 
railway,  or  those  that  come  into  Smithfield,  after  having  vmlked  up  alon^  the  road,  in  the 
better  condition? — Decidedly  the  railway  travelled  are  in  the  best  condition;  they  oftenT 
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DeoesOer  11,1^49.  come  into  the  market  m  perfectly  ^ood  condition,  save  and  except  the  inconveiiieinie 
•       '^TZ,^'         which  they  suffer  from  being  pressed  m  heavy  market  days. 
Mr.  W.  Giblett.         52,  jy^  (f^^j  come  equally  ^rell  by  aU  railways  ?— I  am  not  a  judge  of  Aat, 

53.  Hare  you  any  opinion  with  regard  to  the  way  in  which  they  should  be  paid  for  in 
coming  by  railway.  Is  it  important  that  they  should  be  paid  for  by  the  head,  and  notbgr 
the  truck  ? — ^That  is  a  subject  of  very  great  importance.  When  a  pemon  has  a  number  of 
sheep  to  bring  to  London,  he  crams  as  many  as  he  can  into  a  truo4  to  save  expense,  and 
therefore  it  ishighly  important  that  they  should  be  paid  for  by  the  head,  and  the  numbers 
limited  according  to  size. 

54.  Bo  you  consider  thit  any  disadvantage  arises  from  tke  butdiersdealing  widi  ilia 
salesmen,  and  not  with  the  graziers  ? — I  am  not  at  all  aware  of  any  disadvantage  that  csa 
arise  to  the  butchers  in  this  way ;  the  salesmen  generally  know  a  great  deal  more  of  ihe 
value  of  stock  than  the  owners  themselves  do  ;  that  is,  some  of  them — }w  no  means  alL 
K  we  came  in  immediate  contact  with  the  owners  of  stock  in  the  marxet,  J  thiiik  W9 
should  often  get  much  better  bargains ;  still  it  is  of  great  importance  to  grazien  who 
choose  to  come  to  sell  their  own,  that  they  should  be  properly  accommodated. 

55.  Do  you  think  that  the  present  arrangements  of  Smrthfield  maricet  lead  to  the  exiai- 
ence  of  the  class  of  salesmen  intermediate  l^tween  the  graziers  and  the  butdiers  ? — ^I  think 
there  would  be  no  difference  let  the  market  be  where  it  may;  we  most  have  middleman 
to  dispose  of  the  stock ;  the  graziers  could  not  dispense  with  their  services.  You  fawre 
now,  generally  speaking,  men  who  are  consummately  experienced  in  tiieir 'business,  and  ta 
whom  I  would,  if  I  were  a  grazier,  rather  send  my  stock  generally  to  sell ;  I  would  tobe 
their  judgment  in  selling  in  preference  to  my  own — that  is,  supposii^  I  were  a  grazier 
without  the  practical  knowledge  of  a  butcher  that  I  thiilk  I  now  mive.  I  dbould  aay  that 
you  have  in  Smithfield  some  most  respectable,  honourable,  honest  men ;  and  that  Aa 
business,  as  a  whole,  is  transacted  in  a  manner  that  reflects  great  credit  upon  them  as  « 
class  of  salesmen.    I  do  not  mean  to  say  that  there  would  be  no  exceptions. 

56*.  Do  yx)u  think  it  a  disadvantage  to  the  grazier  to  employ  a  sidesman — do  you  be- 
lieve that  it  would  be  for  his.  interest  to  sell  his  own  cattle  in  the  nmrket  ? — 'His  mterest 
is, to  send  his  stock  to  a  salesman  who  understands  how  to  make  more  of  it  than  he  hinwrif 
could  do. 

57.  Is  it  the  practice  for  the  salesman  or  the  banker  at  Newgate  market  to  make  ad- 
vances to  the  butcher  in  many  cases? — Not  that  I  at  all  know. 

58.  Are  not  all  cattle  paid  for  in  cash  ? — Not  alwajrs.  There  are  certain  periods  df  enadit 
given  occasionally  where  persons  are  in  the  habit  of  doing  business  togemer.  The  usual 
way  is  for  the  butchers  to  pay  for  the  stock  before  they  take  possession  of  it,  but  there  ore 
persons  who  can  get  two  or  three  days'  or  a  week's  credit,  if  they  choose  to  tidce  it,  but  on 
extended  credit  beyond  that  is  not  customary. 

59.  llie  transactions  generally  are  ready-mon^  transactions  t — They  are.  If  I  go  ta 
Smithfield,  or  to  a  country  market .  or  to  a  fair,  I  take  my  money  or  my  cheek,  and  I 
always  pay  before  I  have  the  stock  driven  away  fix>m  the  market  That  is  the  ordinary 
rule  of  the  trade;  but  there  are  exceptions,  such  as  I  haTO  described. 

60.  Is  there  any  doubt  that  the  grazier  does  obtain  the  real  valoe  for  his  beast  when  it 
passes  through  tne  hands  of  a  salesman? — I  think  there  is  no  doubt  of  it  in  all  ordinarj 
cases.  There  may  be  exceptional  cases  where  a  person  may  be  wanting  in  judgmoit,  cr 
where  some  circumstance  may  occur,  such  as  an  extremely  bad  market.  If  a -man  has  1 
extremely  bad  market,  he  may  not  realize  so  much  as  he  Knows  the  uiimal  ought  to  1 
though  he  cannot  get  any  more  because  trade  is  so  bad,  and  he  must  effeet  a  sale. 

61.  About  how  many  beasts  has  a  salesman  to  sell  usually  in  a  large  market  in  Smith- 
field  ? — Some  50,  some  100,  some  200,  some  even  300,  upon  occasions.  I  have  known  oases 
(but  those  are  rare  instances)  where  they  have  had  800,  but  from  100  to  200  k  of  ccHnnuNl 
occurrence. 

62.  Within  what  period  of  time  are  those  sales  eff*ected? — At  this  time  of  the  year,  from 
daylight  to  three  o'clock — the  market  closes  at  three :  in  summer,  from  five  ocuxdc  in  the 
mormng,  or  even  before. 

63.  Five  or  six  hours ?-r-Longer  than  that;  it  is  from  seven  to  eight  hours  b^sie all 
the  stock  is  sold,  but  the  majority  go  away  in  half  that  time. 

64.  Do  you  entertain  any  doubt  that  a  salesman  who  has  so  many  beasts  to  sell  am  do 
justice  to  ^uii  of  his  customers,  and  assure  the  graziers  who  have  sent  their  beasts  to  him 
that  he  gets  the  best  price  for  them  ? — I  do  not  think  I  should  be  justified  in  giving  an 
answer  to  that  question  other  than  this,  that  I  myself  «hould  have  no  doufatiof  the  busi- 
ness being  done  as  well  by  one  who  sells  his  150  or  200  beasts,  as  by  a  mon^who  his  only 
"five  beasts  to  sell. 

65.  With  equal  justice  to  the  grazier? — And  with  ecjual  justice  to  the  nosier. 

66.  Are  particular  butchers  in  the  habit  of  purchasing  of  particular  salesmen  ? — There 
is  a  disposition  on  the  part  of  some  butchers  to  go  to  tnose  persons  with  whom  they  arc 
friendly,  or  with  whom  they  have  been  in  the  habit  of  laying  out  their  mbner;  the  sales- 
man knows  exactly  the  sort  of  bullocks  or  sheep  that  they  want.  Some  of  those  men  are 
timid  men,  and  if  they  are  in  the  hands  of  respectable  salesmen  they  are  not  taken  advan- 
tage of;  but,  generally  speaking,  I  buy  anywhere  and  ever)rwherey  and  of  anybody,  wh^ 
ever  has  got  stod^  that  happens  to  suit  me,  and  many  butchers  do  the  saane. 

67.  What  commission  is  charged  upon  the  sale  of  stock  ? — It  is  "very  small,  and  it  is 
arranged  in  a  way  that  I  should  like  to  see  revised.  For  instance,  if  you  send  a  buUook 
of  five  pounds'  value  (of  which  there  are  some),  and  if  you  sepdoneof  filty^theydiasgeyou 
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tlie  same  commiMioxr;  the  same  attention  is  given  to  the  small  bullock  as  to  the  large  December  u,  1849« 
one.     It  is  so  much  per  head,  4s.  or  5*.  as  the  case  may  be.  -oTtaj 

68.  Is  the  sale,  in  fact,  effected  when  the  salesman  sends  back  the  money  ? — In  ninety-     ^*  ^'  ^^*'^'»: 
nine  cases  out  of  one  hundred  throughout  the  year,  the  beast  are  sold,  decidedly.     There 

may  be  some. few  cases  where  it  is  not,  hut  I  should  repeat  that,  in  ninety-nine  cases  out 
of  one  hundred,  the  beast  are  sold  bond  fide*  I  have  been  myself  a  salesman  for  twelve 
months.  I  was  in  partnership  with  a  brother  in  the  trade,  and  I  know  everything 
about  it. 

69.  Win  you  state  shortly  what  the  process  is  of  selling  a  beast;  supposing  a  bectst  is 
sent  up  from  Northamptonshire,  what  does  the  grazier  do  with  it ;  does  he  consign  it  to  a^ 
salesman? — ^The  grazier  would  consign  it  by  a  drover,  who  is  in  the  habit  of  coming  to 
London.  Supposing  he  had  five  beasts  to  send  up  to  Smithfield  to  sell,  he  would  say, 
''•Take  these  five  beaats  to  Mr.  Maydwell,  or  to  any  other  salesman."  lliat  drover  drives 
them  up  to  Islington,  or  brings  them  by  railway  according  to  the  desire  of  the  grazier, 
and  he  then  deposits  th^m  with  the  drover  of  Mr.  Maydwell,  the  salesman,  aira  then 
Mr.  Maydwell  taxes  charge  of  the  animals ;  he  ffoes  to  see  them  before  they  come  into  the. 
market;  he  judges  the  value  of  them,  and  on  Uie  Monday  morning,  when  they  come  into 
the  market,  he  handles  them  over,  which  is  necessary  to  be  done  before  any  man  can 
arrive  at  their  exact  value,  and  then  he  sells  them  at  the  best  price  he  can,  and  sends  the 
money  forthwith,,  the  same  day  if  required,  or  the  next  morning  is  more  usual,  to  the 
grazier.  That  has  been  the  uniform  practice,  and,  in  fact,  I  know  of  no  exception  to 
tl»t. 

70.  Are  the  animals  driven  from  the  railway  to  Islington,  and  thence  to  Smithfield  by  the. 
salesman's  drover? — By  the  salesman's  drover,  who  has  received  them  into  his  charge. 

71.  Are  they  driven  from  Smithfield  by  the  buteher's  drover? — Afler  the  purchase,  the 
butcher's  drover  takes  charge  of  them,  and  gets  them  out  of  the  market  in  the  best  way 
he-can,  and  it  is  lus  duty  to  bring  them  to  the  premises  of  the  butcher. 

72.  You  spo&e  of  the  advantages  of  Smithfield  being  very  great  to  the  trade  of  butchers 
on  account  oS  its  central  position,  but  you  said,  you  saw  no  other  advantage  from  it  to  the 
puUic.  Is  not  that  an  advanti^e  to  the  public? — I  believe  I  said  that,  through  the- 
botcher,  it  .was  of  advantage  to  the  public  Any  benefit  given  to  the  butcher  is  incUrectly 
given  to  the  public. 

73.  Do  you  think  that,  if  the  cattle  market  were  removed  to  a  short  distance  from 
liondon,  the  butcher  would  be  compelled  to  sell  his  meat  at  a  higher  price  to  his  customer 
than  he  does  at  present? — I  should  not  be  able  to  define  the  fraction  that  would  be  added 
in  consequence  of  any  charges  that  might  be  so  made.  There  might  be  something,  but 
Leonid  not  define  it.  It  would  be  so  insignificant,  that  it  is  not  an  item  that  I,  as  a 
botcherv  or  as  one  of  the  public,  should  take  any  notice  of. 

74.  You  stated  that  Smithfield  is  a  central  situation.  Do  you  consider  Smithfield  now, 
after  the  great  enlargement  of  the  town,  to  be  in  a  central  situation  ? — Not  exactly 
central,  but  the  most  central  situation  to  the  trade  generally  who  supply  persons  even  at 
the  west  end  of  London.  For  instance,  there  are  many  butchers  who  uve  in  the  neigh- 
bimrhood  of  Bond-street  or  Oxford-street  who  supply  customers  at  the  extreme  western 
part  of  the  town. 

75.  The  metropolis  hi»  been  enlarged  northward  and  eastward,  as  well  as  westward  ? — 
Yes ;  but  it  is  not  very  far  form  a  central  position. 

76.  Are  you  in  the  habit  of  attending  Newgate  market  ? — ^Yes,  and  have  been  as  long 
as  I  have  been  in  business;. 

77.  What  is  sold  at  Newgate  market? — Newgate  market  is  a  seneral  depository;  first, 
for  what  is  called  carcass  meat,  which  consists  of  the  carcasses  of  animals  tnat  are  killed 
by  carcass  butchers  for  the  express  purpose  of  supplying  that  market.  That  applies  to. 
town-killed  meat.  Again,  we  nave  an  immense  quantity  of  meat  sent  from  Scotland. 
and  from  various  parts  of  England,  even  from  a  distance  of  150  or  200  miles;  and  the 
aopply  which  is  immensely  encreased,  more  than  the  proportion  of  stock  is  at  Smithfield, 
oomesin  of  all  sorts  as  to  quality,  and  as  to  kinds.  Aeain,  Newgate  market  is  a  depo- 
sttorr  for  the  coarse  parts  of  many  animals  that  are  slaugntered  in  neighbourhoods  where 
butchers  live,  who  cannot  dispose  of  such  parts,  and  consequently  send  them  there  for 
sale.  A^in,  it  is  a  depository  for  the  prime  parts  of  animals  that  are  killed  by  buchers 
who  live  m  poor  neighbourhoods,  and  who  send  the  prime  parts  of  their  animals  to  this 
depository  because  Iney  cannot  get  rid  of  these  prime  parts  to  advantage,  any  more  than 
the  butchiers  I  have  been  alluding  to  at  the  west  end  of  the  town  among  family  connexions 
can  dispose  of  the  coarse  parts;  so  that  at  Newgate  market  is,  in  point  of  fact,  a  place 
where  very  large  quantities  are  sent  to  be  sold,  good  and  bad,  wholesale  and  retail ;  and 
to  the  butcher,  it  is  of  incalculable  advantage  to  have  such  a  market  to  go  to.  • 

78.  Is  anything  besides  dead  meat  sold  in  Newgate  market? — There  is  a  poultry 
market. 

79.  Is  the  poultry  market  extensive? — It  is  but  smidl,  but  it  infringes  very  much  upon 
the  space  which  is  wanted  for  the  dead-meat  market. 

80.  What  is  the  distance  from  Smithfield  market  to  Newgate  market? — I  cannot  give  it 
in  yards ;  I  should  say,  about  three  or  four  minutes'  walk. 

8I4  What  do  you  consider  to  be  the  advantages  of  Newgate  market  ? — ^The  great 
advantage  consists  in  its  being  the  general  receiving-place  of  all  the  articles  I  have 
irttempted  to  describe ;  so  that  uiy  and  every  butcher  who  wants  anything  of  any  kind 
can  go  there  to  be  supplied,  and  in  all  ordinary  cases  he  can  get  what  he  wants,  except 
upon  extremely  short  supplies:  there  are  some  few  occasions  of  that  sort;  but  it  is  of* 
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December  11, 1849.  great  importance  to  butchers  that  there  should  he  such  a  market  as  Newgate  market,  as 
Mr  w'aniUtL     ^^P®^^  ^^  accommodation  it  affords  to  the  trade  in  every  point  of  view.  ;; 

'  ^^'^*^  82.  Is  it  also  convenient  to  the  trade  that  it  should  be  in  the  immediate  vicinity  of  the 

cattle  market  ? — It  is.  I  would  say  it  is  all  important  in  the  nature  of  things,  and 
according  to  the  custom  of  transacting  the  business  of  butchers,  that  they  should  be  in  the 
immediate  neighbourhood  of  each  other. 

83.  Are  the  butchers  in  the  habit  of  attending  both  markets  at  the  same  time  ;  that  is 
to  say,  do  they  go  from  one  direct  to  the  other? — They  are  generally  in  the  habit  of 
attending  both  markets  on  the  days  on  which  the  cattle  markets  are  held,  and  they  go 
from  one  market  to  the  other.  I,  for  myself,  have  no  means  of  knowing  how  to  regulate 
my  dealings  in  either  market  without  I  know  what  is  the  supply  in  each  ;  as,  for  instance, 
if  I  go  to  Newgate  market  in  the  morning  before  it  is  light,  at  this  time  of  year,  I  can  tell, 
without  asking  a  question  of  anybody,  whether  the  price  is  going  to  rise  or  fall  or  be  sta- 
tionary. 

84.  You  form  your  judgment  from  the  quantity  you  see  ? — My  judgment  is  formed  by 
the  supply  and  by  the  observation  I  make  of  the  state  of  trade ;  either  we  see  the  buyers 
very  snarp,  quick^  and  active,  buying  up  everything  in  a  rapid  way,  or  you  see  them  very 
slow  and  careless,  and  the  meat  hanging  about  untaught.  When  I  see  that,  I  infer  that 
that  the  market  of  Smithfield  will  naturally  be  depressed  from  the  state  of  the  dead-meat 
market,  and  I  go  to  Smithfield  and  bid  so  much  less  both  for  mutton  and  beef  in  conse- 
quence of  what  I  have  seen  at  the  dead-meat  market.  Just  so  it  is,  supposing  I  have  gone 
to  the  live  market  first  to  ascertain  what  number  of  cattle  and  sheep  tnere  is  in  it,  and  we 
can  always  learn  what  numbers  are  spoken  for,  the  salesmen  ask  for  so  many  pens,  &c. 

85.  According  to  your  view,  the  advantages  of  Newgate  market  amount  to  this,  that  it 
is  a  market  for  the  sale  of  dead  meat  of  all  descriptions,  and  that  it  is  in  the  immediate 
neighbourhood  of  the  cattle  market? — Yes. 

o6.  What  do  you  consider  to  be  the  drawbacks  which  accompany  those  advantages  ? — 
They  are  so  great  that  I  believe  any  description  which  I  can  attempt  will  fall  far  short  of 
the  fact  of  the  case.  I  will  begin  by  quoting,  if  you  will  allow  me,  what  a  gentleman  in 
the  Court  of  Common  Council  said  the  other  day,  and  which  is  identical  with  the  fact. 
Mr.  Lambert  Jones  said,  speaking  of  the  City  meat  market,  that  our  dead-meat  markets 
were  in  a  disgraceful  state ;  they  are,  from  first  to  last,  in  a  disgraceful  state. 

87.  Will  you  proceed  to  specify  the  inconveniences  which  you  consider  to  exist 
in  Newgate  mancet? — I  think  it  would  be  highly  important  that  there  should  be. 
a  plan  of  Newgate  market  put  before  you.  If  I  hsui  such  a  plan  before  me,  I 
could  point  out  more  clearly  to  the   Commissioners  the  extreme   unfitness  of  New- 

fate  market.  First,  in  respect  to  space.  The  objections  in  point  of  space  which 
have  spoken  of,  as  respects  Smithneld,  are  quite  as  great  in  every  way  in  New- 
gate market ;  the  approaches  are  few,  bad,  and  narrow ;  the  shops  are  insignifi- 
cantly small  generally,  with  some  few  exceptions,  and  badly  ventilated;  the  passages 
through  which  the  buyers  are  obliged  to  go  to  the  various  salesmen  are  narrow,  and  so . 
much  confined  as  to  be  extremely  inconvenient.  The  meat  is  what  they  call  "  pitched,'* 
that  is,  the  hampers  of  meat  are  pitched  in  those  narrow  passages,  and  the  trade  have  no. 
other  way  of  going  about  the  market  but  by  sideling  along  past  those  hampers.  On^ 
heavy  market  days,  when  there  are  large  supplies,  it  becomes  a  very  difficult  thing ;  iemd  it 
is  almost  a  day's  work,  a  moming^s  business  beforp  breakfast,  to  attend  and  buy  a .  larcre 
quantity  of  meat  at  Newgate  market.  What  with  the  crowding  and  the  pushing,  and  the 
efibrts  you  must  make,  it  is  an  exceedingly  fatiguing  and  onerous  duty.  Again,  there  is. 
not  sufficient  space' to  do  justice  to  persons  who  consign  meat  to  this  market.  I  should 
say  the  loss  occasioned  to  those  unfortunate  persons  is  very  serious;  it  is  an  item  so 
serious  as  to  demand  the  attention  of  any  and  every  party  who  have  authority  over  the 
market.  I  beg  to  speak  with  ffreat  deference  towards  the  City  authorities ;  but  I  feel  it  is 
my  duty  to  speak  of  facts  as  I  have  seen  them.  The  market  also  occasions  a  great  deal  of 
inconvenience  to  the  neighbourhood — the  streets  are  blocked  up  early  in  the  morning  with 
the  carts  and  waggons  and  so  forth ;  and  it  is  with  very  great  difficulty  that  the  meat  can 
be  got  in  and  out,  and  it  is  with  greater  difficulty  still  that  they  can  find  places  to  bang  it. 
In  fact,  there  are  times  when  there  is^  large  supply,  that  a  good  deal  of  meat  remains  in 
the  hampers  unopened ;  sometimes  it  happens  because  the  principal  part  of  the  business  is 
over  before  it  arrives,  but  it  often  happens  because  there  is  not  room  to  receive  it  and 
expose  it  for  sale.  I  have  seen  a  large  quantity  of  the  meat,  when  there  are  heavy 
supplies,  laid  on  the  stones  and  on  the  floors  round  about  the  interior  and  exterior  of  the 
shop,  because  they  have  nowhere  to  put  it.  Then  there  is  an  evil  which,  if  it  were 
possible,  is  greater  than  that,  and  it  applies  to  the  slaughterhouses  under  the  shops. 
^  88.  Is  much  meat  injured  by  keeping,  in  consequence  of  the  want  of  space  in  Newgate 
Market  ? — I  should  say,  an  immense  quantity.  The  deterioration  that  it  suffers,  and  the 
reduced  price,  the  insignificant  price  at  which  some  of  it  is  sold  on  days  of  bad  trade,  occa-. 
sions  to  the  owners  a  loss  that  is  very  serious — so  serious,  that  unless  it  were  seen  it  could 
not  be  believed. 

89.  To  whom  is  that  loss? — To  the  persons  who  send  it  to  the  market. 

90.  Who  are  they? — ^Those  who  consign  the  meat  to  the  dead  market;  they  are  the. 
owners  before  it  is  purchased  by  the  butchers.  The  observation  I  have  made  chiefly 
apnlies  to  dead  meat  that  is  consigned  from  the  country. 

91.  Who  are  the  parties  who  principally  consign  meat  to  the  salesmen  in  Newgate. 
Market? — Almost  every  ]provincial  town  has  its  butchers,  and  persons  who  what  they  call 
"job,"— they  buy  stock  alive  to  slaughter,  and  they  send  up  many  carcasses.  They  buy  in 
the  county  market  hind-quarters  of  mutton  and  roasting  beef  from  the  shambles,  and  sen ^ 
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them  up,  speculating  upon  it.     Others  send  directly  their  own  stock.     Many  farmers  kill  December  11, 1849. 
expressly  for  the  market,  and  send  up  carcasses.    At  Bury  St.  Edmund's,  for  example,  there  w^u^ 

is  a  party  who  will  send  up  three,  or  four,  or  five  hundred  sheep  a-week,  and  hind-quarters  *        GQMt. 

of  beef  to  a  very  great  extent.  From  Scotland  there  are  hundreds  and  thousands  and 
tens  of  thousands  of  carcasses  of  sheep  from  Leith,  and  from  Aberdeen,  and  different  part8> 
are  very  large  quantities  of  beef.  A  great  many  come  from  Berwick,  and  also  from  York- 
shire ;  in  fact,  now,  on  account  of  the  steam  and  railway  accommodation,  it  comes  from  all 
parts,  and  you  get  stock  sent  up  on  some  occasions  in  a  high  state  of  perfection,  a  distance 
of  three  or  four  hundred  miles,  but  in  bad  weather  gpreat  Quantities  come  in  bad  condition. 

92.  Is  all  that  dead  meat  consigned  to  salesmen  in  rfewgate  market? — ^Yes;  but  I 
believe  there  is  some  sent  to  and  sold  at  Leadenhall  market,  but  I  am  not  in  the  habit  of 
attending  these,  therefore  I  speak  only  of  what  I  know. 

93.  Does  the  meat  sent  up  under  those  circumstances  from  the  country  ever  come  direct 
to  private  butchers  ? — There  have  been  a  few  instances,  but  so  few,  that  they  are  hardly  to 
be  named. 

94.  Has  the  increase  of  steam  navigation,  and  the  introduction  of  railways,  increased 
the  quantity  of  dead  meat  sold  in  Newgate  market  ? — It  has.  I  should  say  it  has  doubled 
it,  or  perhaps  more  than  that. 

95.  Do  you  remember  how  many  avenues  there  are  into  Newgate  market  ? — TTiere  is 
only  one  carriage-way  into  the  body  of  the  market,  and  that  is  very  narrow,  two  carriages 
cannot  pass ;  it  leads  out  of  Warwick-lane  into  the  market ;  but  there  are  many  footways 
in  and  out  of  the  market, — ^narrow  passages  where  the  meat  is  hung  up  for  sale  on  both 
sides. 

96.  Is  not  the  meat  generally  brought  in  boxes,  and  carried  in  carts  ? — ^The  meat  from 
Scotland,  some  part  of  it,  comes  in  boxes,  but  the  majority  in  hampers.  From  Yorkshire 
it  comes  in  sacks,  or  cloths  made  up  like  sacks,  to  fit  a  carcass  of  mutton  ;  a  great  many 
come  in  that  way,  some  in  very  good  condition. 

97.  In  whatever  way  it  may  be  brought,  is  not  it  brought  in  carts  ? — ^From  the  railways 
it  is  krought  in  waggons  or  vans.  From  the  carcass  butchers'  slaughter-houses  round 
about  S.nithfield,  it  is  brought  in  carts  uniformly,  but  the  railway  conveyances  are  chiefly 
waggons  and  vans. 

98.  But  generally  speaking,  the  meat  is  brought  in  some  wheeled  conveyance,  drawn  by 
a  horse  ? — Always. 

99.  Do  all  the  conveyances  pass  through  the  one  lane  you  have  mentioned  ? — No,  that 
would  be  impossible ;  they  stand  all  round  about  the  entire  neighbourhood,  in  aU  the 
street  and  avenues.     They  unload  and  load  in  those  streets. 

100.  Then  they  unload  at  a  short  distance  from  the  market,  at  the  end  of  alleys  and 
thoroughfares  leading  from  the  market? — Yes. 

101.  And  the  meat  is 'carried  out  on  the  shoulders  of  men  ? — Yes. 

102.  Do  you  happen  to  know  whether  much  meat  in  a  diseased  or  unwholesome  state 
is  sold  in  Newgate  market  ? — ^We  very  often  see  a  quantity  of  meat  that  is  in  a  highly 
improper  state,  and  I  would  mention,  that  the  City  authorities  have  appointed  a  person 
whose  duty  it  is  to  reconnoitre  and  find  out  any  meat  that  is  not  fit  for  use.  Upon  that 
subject  there  is  a  great  difference  of  opinion:  some  &om  usage  would  not  object  to  what 
I  should  consider  unwholesome  or  unfit  for  use. 

103.  Is  Tyler's  market  exempt  from  this  inspection? — I  think  that  the  jurisdiction  of 
the  City  having  been  questionecl  as  to  Tyler's  market,  they  would  not  tolerate  an  inspector 
from  the  City,  that  is  a  receptacle  for  a  great  deal  of  the  worst  meat. 

104.  Are  you  aware  who  has  been  appointed  inspector? — No;  not  since  the  death  of 
Mr.  Fisher.     I  knew  Mr.  Fisher  very  well. 

105.  Do  you  know  Mr.  Pocklinffton  ? — Yes ;  perfectly  well. 

106.  Do  you  think  he  is  a  well  qualified  man  ? — I  would  not  risk  an  opinion  upon  a 
subject  of  that  sort,  for  I  have  no  means  of  testing  his  qualifications.  He  has  had  a  great 
deal  of  experience,  and  no  doubt  he  is  a  very  respectable  good  kind  of  man ;  but  to 
select  a  person  for  such  an  office  would  be  a  duty  that  I  shoula  be  very  particular  about. 

107.  In  your  opinion,  would  it  be  best  to  select  such  a  person  ttova  the  butchers,  or 
from  any  other  class  of  men  ? — If  you  can  get  a  person  who  is  perfectly  disinterested,  with 
the  knowledge  that  is  required,  and  having  no  connexion  with  the  trade,  it  would  be  far 
better  that  such  a  person  should  go  independently  of  all  persons  that  he  knows. 

108.  Are  you  aware  of  any  returns  tteat  he  has  made  of  the  meat  that  he  has  seized  as 
unfit  for  sale?— Not  at  all. 

109.  Have  you  visited  Tyler's  market  yourself? — I  have  often  been  through  it;  but  I 
do  not  ordinarily. 

110.  Then  you  cannot  speak  with  certainty  as  to  the  sale  of  meat  in  that  portion  of  the 
market  ? — No ;  it  is  out  of  my  way  to  go  through  it. 

111.  Are  not  some  physical  conditions  of  the  market  essential  to  enable  the  ablest 
inspector  to  perform  his  duty  efficiently ;  that  is  to  say,  sufficient  space  and  sufficient 
facilities  for  examination  ? — Yes ;  which  at  present  do  not  exist. 

1 12.  Would  not  the  crowded  state  of  the  market  afford  facilities  for  the  sale  of  diseased 
or  unwholesome  meat  ? — I  should  not  think  that  anything  that  is  diseased  or  unwholesome 
would  be  ordinarily  exhibited  in  common  with  the  good  meat  in  a  salesman's  shop.  It  is 
more  likely  to  be  put,  even  by  tne  salesman's  man,  back  out  of  sight  for  the  time  beinff, 
till  they  decided  the  point  whether  it  is  fit  far  sale  or  not.  It  is  common  for  a  respectable 
salesman  to  say,  *^  Send  for  the  inspector  and  let  him  examine  so  and  so,  and  see  whether 
it  is  fit  to  be  sold."    A  respectable  man  is  jealous  upon  the  subject. 
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10  MINUTES  ^EVIDENCE  t<am  h^e  tA9 

December  11,  I84d.       1 13.  Did  you  ever  hear  of  instances  of  diseased  sheep  being  slaughtered  in  the  country 
— T  .  and  sent  up  to  London  for  sale  ? — It  is  every  day's  practice. 

Mr.  W.  Oibkti,  114.  Is  not  it  a  notorious  fact  that  there  is  much  greater  facility  for  disposing  of  un- 
wholesome meat  in  London  than  in  the  country  ? — I  should  say,  Uiat  the  &cilities  ar« 
greater.     I'here  is  no  question  of  that  fact, 

115.  Are  those  facilities  in  anv  way  connected  with  the  present  state  of  Newgate  market? 
^—I  cannot  accurately  say  one  place  more  than  another ;  but  Newgate  market  is  a  depo<- 
sitory  of  a  great  deal  of  that  description  of  goods,  and  somehow  or  other  it  finds  a  sale ;  a 
gale  is  effected  upon  it,  and  away  it  goes  at  a  low  price  sometimes ;  where  I  do  not  know. 

1 16.  Would  yon  consider  the  size  of  Newgate  market  sufficient  for  a  town  containing 
40,000  inhabitants? — I  should  think  it  would  be  much  more  likely  to  accommodate  that 
number  than  the  present  population  of  London  with  propriety. 

117«  Would  it  be  a  sufficient  market  for  a  large  town  containing  40,000  inhabitants?^ 
Off-hand  I  should  say,  without  much  consideration^  that  it  might  amply  supply  40,000 : 
but  when  we  come  to  millions,  it  is  very  different. 

'  118.  Is  it  the  fact,  that  sheep  are  slaughtered  to  a  considerable  extent  in  cellars,  under 
the  shops  in  Newgate  market  ? — That  is  the  fact;  that  is  the  every  day's  practice. 

119.  Is  that  a  convenience  to  the  butcher  or  to  the  salesman  ?— To  the  salesman  it  is  it 
very  great  convenience,  inasmuch  as  they  have  no  other  accommodations  for  slaugphtering, 
and  some  are  exceedingly  unfit>  but  they  are  driven  of  necessity  to  the  use  of  these 
improper  places. 

120.  Is  it  the  practice  for  the  sheep  to  be  driven  from  Smithfield  into  the  cellars  under 
Newgate  market,  and  there  slaughtered  ? — Decidedly. 

.  121.  Is  anything  but  sheep  slaughtered  there  ?— Nothing  but  sheep  and  lambs  under- 
ground. There  are  some  slaughter-houses  wl^re  they  kill  calves,  and,  I  thinks  there  BXe 
one  or  two  slaughter-houses  where  they  kill  beasts. 

122.  You  are  speaking  of  slaughter-nouses  immediately  connected  with  Newgate  market? 
—Under  the  floors  of  the  shops  of  the  salesmen  at  Newgate  market,  who  reside  themselves, 
several  of  them,  in  the  upper  parts  of  the  houses. 

123.  Do  you  consider  tnat  practice  objectionable  ? — I  not  only  consider  it  objectionabte« 
but,  if  I  may  be  allowed  to  say  so,  I  think  it  is  a  blot  upon  civilization  that  the  state  of 
Newgate  market  should  exist,  particularly  with  the  manner  in  which  the  slaughteriog- 
houses  are  conducted,  and  the  cruelty  with  which  the  animals  are  treated. 

124.  Are  the  animals  treated  witti  greater  cruelty  in  those  slaughter-houses  than  in 
others  ? — You  see  them  pushing  the  sheep  down  steps  or  stairs — they  generally  have  stone 
steps.  They  thrust  them  down,  and  Uiey  often  roll  over  one  another ;  then  they  are  con* 
fined  in  a  very  small  space,  axid  the  slaughtering  goes  on  in  a  state  of  ventilation  which  is 
unfit  for  any  meat  to  be  hung  up  in. 

125.  Undfer  those  circumstances,  is  not  the  state  of  the  slaughter-house  rather  detrimental 
to  the  meat  than  cruel  to  the  anknals? — It  is  right  to  atate  that,  upon  killing  the  sheep, 
they  bring  the  carcass  up  to  the  shop  above  directly ;  they  do  not  leave  it  b^ow  in  orcU- 
nary  cases ;  if  they  did,  it  would  be  very  bad  for  it  indeed. 

126.  How  long  does  it  take  to  kill  a  sheep? — An  expert  man  has  been  known  for  a 
wager  to  dress  a  sheep  in  five  minutes  after  it  is  killed^  but  ordinarily  it  would  take  ten 
minutes  or  more. 

127.  What  do  you  snppose  is  the  number  of  sheep  slaughtered  in  a  week  in  Newgate 
market? — It  varies  according  to  the  time  of  year,  and  according  to  the  supplies  from  the 
country.  Many  consignments  are  made  from  Scotland  and  other  places  to  salesmen  of  the 
live  animals,  and  they  kill  the  sheep  on  the  premises  in  the  way  I  have  described ;  great 
numbers,  but  I  cannot  say  how  many. 

128.  Is  Newgate  a  daily  market  ? — It  is. 

129.  Should  you  think  that  there  are  4000  sheep  killed  in  a  week  in  Newgate  market? 
— I  should  say,  sometimes  it  is  probable. 

130.  What  is  your  principal  reason  for  objecting  to  the  system  of  slaughtering  the 
animals  under  the  shops  in  Newgate  market? — My  opinion  is,  that  the  animals  slaugh- 
tered should  be  slaughtered  with  as  much  humanity  as  is  possible  to  bring  to  bear  upon 
the  subject;  that  there  should  be  proper  places,  clean  and  well-ventilated  plaices,  and  par- 
ticularly that  the  meat,  after  slaugntering,  should  be  hung  up  and  exposed  to  a  fit  atmo- 
sphere ;  otherwise,  it  is  very  injunous. 

131.  You  mean  injurious  to  the  meat? — Injurious  to  the  meat.  It  will  spoil  so  much 
sooner,  by  reason  of  earlier  decomposition,  and  become  unfit  for  use. 

132.  Is  the  present  practice,  then,  injurious  to  the  producer,  injurious  to  the  butcher, 
and  injurious  to  the  consumer  ? — Certainly. 

133.  Assuming  that  the  area  of  Smithfield  market  is  too  confined,  in  what  manner 
would  it  be  possible  to  remedy  that  inconvenience? — I  have  recently  given  myself  to  that 
subject,  and  paid  very  considerable  attention  to  it.  I  fancied  that  the  time  is  near 
approaching  when  an  alteration  in  the  present  state  of  things  must  be  made.  I  hear  the 
public  complaints ;  it  is  in  every  one*8  mouth,  '^  What  an  abomination  Smithfield  is!*' 
That  is  the  way  in  which  it  is  spoken  of,  and  I  have  considered  in  what  way  the  existing 
9vils  could  be  completely  remedied,  supposing  that  it  should  be  determined  tnat  Smithfield 
9iarket  is  to  be  removed.  If  the  City  authorities  were  to  enlarge  the  area  of  Smithfield  to 
a  considerable  extent,  even  in  proportion  to  the  increase  of  the  stock,  namely,  about  one-- 
third  compared  with  the  year  183o  or  1834,  still  many  evils  would  continue  to  exist  under 
that  state  of  things^  as  we  now  have  to  regret  them.  As,  for  instance,  the  approaches  to 
the  market;  if  they  remain  as  they  are,  and  we  have  one-third  more  stodc  driven  in  and 
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dnyen  oot  in  addition  to  the  8ap])1y  in  1833^  all  the  difficulties  applying  to  the  crowding*  December  u,  1849, 
and  to  the  damage  to  the  stock,  with  all  the  rest  that  has  been  aeacribed,  will  still  exist.     ..    ^Tru 
1£  the  one-third  more  supply  continues,  and  especially  if  it  should  be  added  to,  of  which  '       (hbku. 

there  is  every  probability,  then  the  traversing  of  the  streets  by  the  cattle  and  sheep  will 
become  an  increasing  evil  in  the  estimation  of  the  public,  and  an  increasing  inconvenience 
to  the  neighbourhood  of  Smithfield  and  through  which  they  pass. 

134.  Do  you  think  that  the  addition  of  hal^an-acre  or  an  acre  to  the  present  area  of  the 
market,  combined  with  widening  the  approacBes  to  the  market,  would  effectually  remedy 
the  present  evils? — If  you  had  a  space  equal  to  accommodate  the  extra  increase  whidi  now 
^sts  over  and  above  what  it  was  in  Smithfield  in  1833,  and  widened  the  approaches,  or  gave 
new  approaches,  some  of  the  inconveniences  would  be  got  over,  and  some  of  the  evils 
would  be  diminished,  but  the  great  crying  evil,  of  which  me  public  complain,  would  remain 
in  an  increasing  rati^  with  the  numbers  of  the  stock  that  come  to  market  increasingly. 

135.  Can  you  suggest  any  means  by  which  that  could  be  remedied? — I  should  say  that 
it  is  within  the  scope  of  possibility,  in  my  humble  judgment,  to  effect  an  entire  and  com- 
plete remedy  of  all  the  evils  that  we  have  heard  of  appertaining  to  Smithfield  market  and 
to  Newgate  market  also.  I  am  of  opinion  that  a  new  order  of  thines  in  toto  should  be 
adopted,  and  that  the  business  of  the  two  markets  should  be  removed  contemporaneously 
to  some  suitable  site. 

136.  From  your  great  experience  can  you  surest  any  means  by  which  the  complaints 
may  be  remedied  against  the  present  market,  eiUier  by  enlarging  the  approaches  or  short- 
ening the  hours  of  the  market,  or  compelling  the  catUe  to  leave  earlier,  or  any  other 
means  ? — I  have  been  going  hand-in-hand  for  a  series  of  years  with  the  City  authorities 
and  those  who  have  been  prejudiced  strongly  in  favour  of  the  retention  of  Smithfield 
market,  and  We  have  done  every  thing  that  lay  in  our  power  as  individuals,  and  I  believe 
the  City  authorities  have  done  every  thing  that  lay  in  their  power,  and  there  have  been 
fifty  years  of  efforts  made,  but  all  the  efforts  that  have  beien  made  have  been  defeated  by 
the  fact  of  the  increase  of  the  supply.  They  have  remedied  things  up  to  a  certain  period 
to  a  certain  extent.  But  then  came  another  order  of  things  which  increased  the  supply, 
for  which  you  want  another  remedy  to  be  applied,  and  taking  the  whole  question  into  con- 
sideration, including  the  driving  of  the  cattle  through  the  streets,  and  prevention  of 
damage  to  the  stock.  Now,  while  I  would  speak  most  respectfully  of  the  City  authorities, 
and  of  their  efforts  on  all  occasions  (and  I  believe  that  their  anxiety  is  as  great  as  that  of 
anybody  can  be  to  do  away  all  the  evils  that  exist),  I  do  not  think  it  is  within  the  scope  or 
range  of  their  power  to  do  away  the  evils  that  are  complained  of.  I  have  only  come  to 
that  conclusion  after  I  have  seen  that  every  effort  has  failed. 

137.  Would  the  removal  of  the  market  get  rid  of  the  complaint  of  the  cattle  going 
along  the  streets? — ^To  a  very  great  extent,  with  the  superadded  arrangements  uiat  I 
should,  if  I  am  allowed,  endeavour  to  put  before  the  Commission. 

138.  Has  any  plan  occurred  to  you  for  the  purpose  of  providing  what  you  consider  an 
effectual  remedy  for  the  present  evils  in  the  cattle  and  meat  markets  of  the  metropolis  ? — 
I  believe  that  nothing  short  of  the  removal  of  those  markets  will  answer  the  purpose,  and 
that  to  a  site  where  uiere  is  ample  and  sufiicient  space,  the  nearest  point  that  can  be 
selected  to  afford  convenience  to  the  trade  and  to  be  the  least  inconvenient  to  the  public 
By  these  means  I  believe  the  evils  may  all  be  met  and  done  away  in  time. 

139.  Will  you  state  the  plan^ou  would  propose  ? — I  would  say  the  plan  should  be  this— 
supposing  you  had  an  area  of  ground  presenting  an  eligible  site,  you  should  purchase  suffi- 
cient for  all  the  purposes  I  am  about  to  speak  of.  You  want,  first,  the  cattle  market,  then 
lairs,  open  grass  lairs,  together  with  covered  lairs,  co-extensive  with  the  demand,  whatever  it 
may  be,  sufficient  to  accommodate  the  stock  that  may  come  to  market  before  it  is  exhibited  in 
the  market,  in  which  lairs  they  may  be  rested,  fed,  and  watered,  and  every  possible  care  and 
attention  be  paid  to  them  that  is  required,  where  they  shall  not  incur  those  extreme  pains  and 
penalties  (if  I  may  so  call  them)  that  they  are  subjected  to  in  coming  to  Smithfield  market 
mm  the  lairs.  Then  you  want  an  area  to  form  slaughterhouses  that  shall  be  commensurate 
to  the  demand  for  all  the  cattle,  sheep,  calves,  lambs,  and  pigs  that  are  wanted  for  the 
purpose,  first,  of  supplying  the  wholesale  meat  market  under  the  head  of  carcassing,  which 
would  amount  to  at  least  mm  one-fourth  to  a  third  of  the  entire  supply  of  all  that  come  to 
the  new  cattle  market.  That  amount  of  stock,  viz.,  from  one-fourth  to  a  third,  would  be 
prevented  from  occasioning  the  slightest  inconvenience  to  the  public,  because  after  it  was 
purchased  from  the  market  it  might  be  returned  into  the  lairs,  where  the  purchasers  of 
that  stock  would  be  accommodated  with  whatever  room,  shelter,  and  food  they  may 
require,  and  from  tiiose  lairs  they  would  take  such  stock  and  slaughter  them  at  the  new 
sbnighterhouses.  Supposing  that  the  cattle  market  was  on  the  summit  of  a  hiU,  with 
slopes  descending  nortn  and  south,  and  with  grass  lairs  behind  toward  the  north ;  on  the 
sides  of  the  cattfe  market  westward  and  eastward  commodious  covered  lairs  for  the  stock 
in  winter ;  the  slaughterhouses  should  be  built  in  front  of  the  cattle  market,  not  too  near 
nor  yet  too  far  off  (thus  acting  as  a  screen  to  the  cattle  market),  of  a  very  substantial 
character,  and  only  with  an  elevation  not  too  costly  but  such  as  would  be  worthy  of  the 
architectural  age  m  which  we  live,  leaving  ample  space  for  roads.  A  spacious  market- 
place for  the  wholesale  meat  market,  securing  abundant  space  and  thorough  ventilation, 
cooling  houses,  &c.,  and  large  areas  for  waggons,  carts.  Sec.,  and  buildings  for  stables  and 
cart-houses.  Near  to  those  slaughterhouses  we  should  have  accommodation  for  a  hide  and 
skin  market,  which  would  be  used  one  day  a- week  for  a  horse  market,  for  melting  fat,  for 
dressing  entrails,  and  so  forth,  and  for  other  obnoxious  trades ;  this  would  afford  great  fisudli- 
ties  to  persons  transacting  the  whole  of  that  kind  of  business  without  being  any  kind  of  in- 
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December  1 1, 1849.  convenience  to  anybody.    I  have  a  site  in  my  mind  that  I  think  would  do  well  as  to  locality 

and  be  co*extensive  as  to  size  with  the  demands,  whatever  thc^  mi^ht  be,  affording. space 

Mr.  W.  Gibiett.  for  all  the  purposes,  lairs,  markets,  slaughterhouses,  and  other  buildings,  leaving  space  near 
each,  so  that  if  at  any  future  time  the  stock  increased,  or  supposing  they  wanted  more 
slaughterhouses,  or  they  wanted  in  any  way  to  increase  the  business,  then  the  increased 
accommodation  might  be  gained  by  adding  to  the  buildings  or  markets  you  may  happen  to 
want.  I  am  in  no  way  interested,  not  in  the  sliffhtest  degree.  I  do  not  know  who  the 
property  belongs  to  that  I  am  about  to  name.  I  do  not  know  any  individual  who  is  at 
all  interested  either  in  the  site  or  in  the  neighbourhood ;  but  I  will  now  point  the  attention' 
of  the  Commissioners  at  once  to  the  site  which  rises  towards  the  north,  where  you  ma^ 
have  an  area  to  any  extent  that  you  can  reasonably  require  for  those  purposes,  it  is  as  if 
it  were  formed  by  nature  for  the  purposes  that  I  have  been  descrioing.  Its  situation 
would  ensure  one  very  great  and  important  object,  which  is  this,  that  the  sewage,  instead 
of  adding  to  the  difficulties  which  at  present  exist,  by  coming  southward  or  towards  the 
Thames,  might  be  directed  towards  the  north,  and  used  up  for  agricultural  purposes,  and 
I  have  no  doubt  there  are  companies  that  would  be  found  glad  enough  to  take  tne  sewage 
and  to  disinfect  it,  and  use  it  for  such  agricultural  purposes.  The  whole  of  the  sweepings 
and  filth  of  the  markets  and  slaughterhouses  might  be  conducted  away  in  its  fresh  state 
without  any  inconvenience  or  any  nuisance  either  to  the  neighbourhood  or  to  any  passers  by. . 
There  would  necessarily  be  many  avenues  and  approaches  required,  and  proper  arrangement 
would  be  very  important  for  the  prevention  of  all  kinds  of  collisions  of  the  cattle,  or  stock, 
or  of  the  carts  and  waggons,  and  so  forth*  It  must  be  borne  in  mind  that  they  should  be  • 
planned  aiid  arranged  toith  very  great  care,  and  I  firmly  and  most  conscientiously  believe, 
that  all  that  I  am  saying  may  be  carried  out  without  diflSculty,  to  great  public  advantage. 
A  most  important  acquisition  could  be  embraced  by  using  the  frontage  of  those  streets 
that  would  be  formed,  to  make  avenues  and  approaches  to  Uie  markets,  for  the  purpose  of 
giving  good  and  comfortable  dwelling-places  to  the  working  classes.  You  might  have  a 
considerable  number  of  dwellings  that  would  be  convenient  to  a  great  many  of  those  people 
on  account  of  the  locality,  which  would  be  the  means  of  meeting  that  great  desire  which  is 
manifested  by  the  public,  for  relieving  the  circumstances  of  those  persons  touching  their 
dwellings. 

140.  What  is  the  site  you  refer  to  ? — I  do  not  even  know  for  certain,  whether  I  am  right 
in  designating  it  the  Copenhagen  Fields,  but,  at  all  events,  it  is  the  rising  ground  mat 
you  see  from  the  Model  Prison,  at  the  back  toward  the  north  and  to  the  north-east  of  the 
Model  Prison.  This  particular  locality,  of  all  others,  would  receive,  with  the  least  possible 
inconvenience  to  the  public,  all  the  stock  that  comes  from  those  various  railways,  the  Great 
Western,  the  Great  Worthem,  the  London  and  North- Western,  and  the  Eastern  Counties. 
I  think  a  great  portion  of  the  stock  coming  up  by  those  railways  would  be  received  into 
that  market  witnout  any  inconvenience  to  anybody. 

141.  What  area  do  you  think  would  be  necessary  or  expedient  for  such  a  system  of 
markets  as  vou  contemplate  ? — I  should  say  it  would  be  e^edient  to  take  a  lai^  quantity 
of  land,  at  least  twice  as  much  as  you  would  contemplate  from  the  plans,  in  order  tnat  you 
might  use  up,  for  all  those  beneficial  purposes  for  markets,  &c.  &c.  &c.,  as  much  as  yoa 
wanted,  and  underlet  the  other  land  at  ground  rents  for  the  purposes  that  I  have  heea 
speaking  of.  I  think  that  there  would  be  no  difficulty  whatever  in  procuring  the  whole, 
under  an  Act  of  Parliament,  but  it  happens  to  be  the  case,  and  it  is  a  circumstance  of  great 
importance,  that  if  the  markets  were  built  there  they  would  be  no  nuisance  or  annoyance 
to  any  one.  There  are  very  few  houses  indeed  in  the  whole  neighbourhood,  and  it  is  as  if 
the  place  were  left  almost  for  the  purpose.  I  was  not  aware  that  there  was  such  a  place, 
till  in  looking  about  that  neighbourhood  for  a  proper  site,  I  found  this  place. 

142.  Do  you  speak  of  a  locality  to  the  east  or  to  the  west  of  the  Great  Northern  Rail- 
way ? — I  do  not  Know.     It  is  between  Camden  Town  and  Holloway. 

143.  Are  you  aware  that  the  comprehensive  plan  which  you  have  now  described,  is  in  its 
main  features,  at  least,  the  plan  upon  which  the  meat  supply  is  effected  to  almost  every 
large  metropolis  upon  the  Continent  of  Europe? — There  are  exceptions  ;  they  slaughter 
there  everytning,  and  upon  that  subject  I  would  merely  say  at  present,  that  it  is  so  import* 
ant  and  so  tender  a  subject  with  a  great  many  people  who  have  vested  interests  in  property, 
that  I  think  it  would  not  be  desirable  to  make  that  compulsory  on  any  account,  and  I 
think  it  would  not  be  necessary  to  do  so.  This  would  become  a  favourite  place,  and  a  great 
many  persons  would  be  glad  enough  to  slaughter  there,  because,  if  the  dead-meat  market 
is  in  the  immediate  proximity  to  the  cattle  market,  when  the  purchaser  goes  to  buy  at  tlie 
dead  market — having  previously  killed  his  ox  there  the  day  before— he  will  take  away  a 
side  of  beef  or  a  bullock,  and  perhaps  he  may  supersede  the  necessity  of  having  a  slaugh* 
terhouse  of  his  own ;  but  I  would  not  make  tnat  compulsory. 

144.  What  quantity  of  land  would  be  wanted  for  the  site  ? — I  would  rather  have  200 
acres  than  100^  and  it  could  ^be  used  most  advantageously  and  remuneratively ;  but,  if 
objected  to,  less  will  do,  but  not  be  so  productive  of  revenue. 

145.  Could  you  have  200  acres  at  the  spot  you  have  mentioned? — Yes;  but  I  believe 
100  acres  would  do,  as  I  have  said  before,  but  not  be  so  productive. 

146.  How  would  you  provide  the  funds  for  purchasing  this  area? — I  am  afraid  that  by 
some  persons  I  should  be  thought  quite  Utopian,  and  charged  with  introducing  a  plan 
that  would  be  so  costly  that  it  would  be  ridiculous  to  think  of  it ;  but  my  humble  opinion 
and  belief  is  this,  that  the  whole  may  be  made  a  remunerative  plan.  I  think,  more 
especially,  if  you  adopt  the  whole  of  my  plan,  and  hare  the  buildings  for  the  working 
classes,  and  the  groutid-rents  coming  in  from  them,  to  add  to  other  sources  of  income 
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which  I  will  now  name,  I  think  there  would  be  a  balance  left  after  a  series  of  years,  which,  December  11, 1849. 
when  the  interest  and  the  principal  shall  have  been  paid,  would  be  very  worthy  of  the 
attention  of  the  Chancellor  of  the  Exchequer  himself. 

147.  Is  it  your  view  that  the< tolls  from  the  markets,  and  the  revenue  from  those  indi- 
rect sources  would  be  sufficient  to  cover  the  cost  of  the  purchase  of  the  site  ? — Yes.  ITiere 
are  several  items  as  heads  of  income.  There  are  the  tolls  of  the  cattle  market;  there  is 
the  income  from  the  lairaee,  because  if  you  give  ample  accommodation  to  the  owners  to 
the  stock,  they  will  not  grudge  you  a  fair  remunerating  price  for  that  great  accommodation 
in  the  care  that  would  be  taken  of  the  stock.  We  always  find  that  men  are  quite  ready, 
if  they  receive  a  benefit,  to  acknowledge  it  in  a  willingness  to  pay  for  it.  In  addition  to 
the  tolls  and  lairage  there  is  the  slaughtering  department;  there  would  be  a  revenue 
coming  in  from  that ;  then  there  is  the  wholesale  meat  market,  the  rents  of  shops,  besides 
which  there  would  be  a  very  large  income  from  the  ground-rents  of  the  buildings  for 
the  working  classes ;  and  I  believe  that  in  the  result  it  would  leave  a  large  surplus  revenue. 

148.  Would  you  propose  that  the  plan  should  be  executed  by  the  Government  at  the 
public  expense  ? — Upon  that  subject,  which  I  have  deeply  consiaered,  I  am  satisfied  that 
the  trade  of  butchers  would  be  too  happy  to  leave  or  intrust  that  or  anything  pertaining 
to  the  markets  to  the  care  of  the  authorities  of  the  City.  But  in  order  that  all  parties 
should  have  the  most  ample  and  the  largest  amount  possible  of  security  and  guarantee  that 
they  could  have,  I  should  say  by  all  means  let  it  be  carried  out  by  a  working  Commission 
of  tne  Government ;  but  I  am  most  anxious  that  that  should  not  oe  until  the  Government 
have  conferred  with  the  City  and  made  equitable,  fair,  and  proper  arrangements^  having 
the  consent  of  the  City,  and  all  parties  gomg  hand-and-hand,  and  being  agreeable  to  the 

5)lan,  so  as  to  do  no  violence  to  the  City,  and  not  to  interfere  on  any  account  with  the  vested 
nterests  and  prescriptive  rights  which  the  City  have  in  those  markets  without  compensa- 
tion. 

149.  But  you  would  prefer  its  being  carried  out,  under  an  Act  of  Parliament,  as  a 
Government  measure  ? — To  all  intents  and  purposes.  I  am  afraid  I  shall  get  smiled  at 
by  parties  who  have  not  given  much  consideration  to  the  subject ;  but  I  am  quite  prepared 
to  bear  that,  believing  as  I  do,  after  mature  consideration^  that  the  plan  which  I  have  pro- 
posed to  this  honourable  Commission  is  of  very  great  importance ;  and  if  they  should 
think  so,  and  it  should  be  worked  out,  I  believe  it  will  be  a  great  public  benefit,  and  that 
all  parties  and  persons  connected  with  the  trade  would  be  satisfied  with  it,  and  receive 
immense  benefit  from  it.  With  respect  to  the  different  interests  that  will  be  menaced  by 
removing  these  markets,  I  see  no  difficulty  whatever  in  arranging  amicably  and  equitably 
with  all  such  persons,  after  the  manner  and  in  the  spirit  and  disposition  which  I  have  thrown 
out  in  my  remarks  touching  the  way  in  which  I  should  wish  to  see  the  City  of  London 
treated. 

150.  Upon  the  subject  of  slaughterhouses,  what  arrangement  would  you  make  for 
slauehtering  animals  in  connexion  with  your  projected  market? — ^There  are  two  ways 
which  I  would  suggest :  one  would  be  to  form  them  into  compartments,  and  let  them 
directly  to  the  butchers.  But  I  should  very  much  prefer  that  tne  whole  thin^  should  be 
vnder  the  same  authority  and  management,  namely,  a  working  Commission  of  tne  Govern- 
ment. It  may  appear  very  strange,  out  there  is  no  difficulty  in  the  management  and  order- 
ing and  conduct  of  a  slaughtering-house  any  more  than  there  is  in  the  management  and 
conduct  of  a  market,  nay,  not  by  any  means  so  much.  There  are  many  minute  and 
important  details  to  be  filled  up  in  the  formation  of  a  market,  in  its  arrangement,  in  the 
avenues  and  approaches,  and  in  all  particulars  relating  to  the  subject ;  and  in  all  those 
things  it  requires  practical  men  to  work  it  out ;  and  unless  it  is  done  oy  the  aid  and  assist- 
ance of  practical  persons,  it  cannot  be  carried  out  beneficially. 

151.  You  would  establish  slaughterhouses  in  the  neighbourhood  of  the  market,  to  which 
the  public  would  have  access  ? — Yes. 

.  152.  Would  you  have  fixed  fees  to  be  charged  for  slaughtering  in  those  slaughter- 
houses?— Yes,  after  being  well  digested.     It  is  a  subject  that  requires  great  consideration. 

153.  Would  you  interfere  at  all  with  the  right  of  the  butchers  to  slaughter  upon  their 
own  premises,  or  would  you  leave  the  law  in  that  respect  as  it  is  at  present? — I  hope  under 
no  circumstances  you  will  attempt  to  interfere  with  that  at  present.  Supposing  it  was  ever 
BO  desirable  in  the  end,  at  present,  in  my  humble  opinion,  it  would  be  injurious.  We  are 
not  ripe  for  it ;  we  are  not  prepared  for  it.  Let  the  butcher  see  another  order  of  things 
existing,  and  I  have  no  doubt  there  will  be  found  a  great  many  persons  who  will  be 
willing  to  use  your  lairs  and  your  slaughterhouses,  instead  of  the  lairs  and  the  slaughter- 
houses which  they  now  use.  The  parks  are  our  lairs  for  sheep  at  present  to  a  very  large 
extent.  There  are  many  hundreds  together,  and  every  time  any  sheep  are  wanted,  ever 
80  few,  the  whole  lot  is  driven  about,  and  there  is  great  trouble  and  inconvenience  in  con- 
sequence ;  but  in  the  lairs  I  propose,  you  should  nave  everything  arranged  to  the  satis- 
faction of  all  parties  using  them. 

154.  Do  you  think  the  butchers  would  slaughter  at  a  gveoi  distance  from  their  own 
shops,  if  they  had  the  alternative  of  slaughtering  upon  their  own  premises? — There  are 
some  that  would,  particularly  those  that  nave  bad  slaughterhouses ;  they  would  attend 
daily  at  the  dead-meat  market,  and  having  their  cart  and  horse  there^  they  would  bring 
their  meat  away,  and  it  would  be  no  additional  inconvenience  to  them,  but  you  cannot 
make  them  believe  that  at  the  present  moment,  and  I  believe  that  all  the  power  that  the 
press  have,  could  not  persuade  tnem  that  their  interest  is  involved  in  it  at  the  present 
time ;  but  I  think,  when  they  see  the  thing  at  work,  there  are  a  gpreat  many  of  them  who 
will  be  glad  to  avail  themselves  of  the  privilege. 
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December  11, 1849.       155.  Do  you  think  that  it  would  not  increase  the  price  of  meat  ? — ^Not  a  firaction  thai  I 
— ^  .  could  define. 

Mr.  W,  GibktL  ]5g  j)q  yQ^  conceive  that  a  butcher  who  sends  an  aninaal  to  be  slaughtered  at  a  public 
slaughterhouse  has  any  effectual  security  that  he  receives  back  the  identical  carcase  which 
he  sends  ? — If  in  a  common  slaughterhouse  they  leave  everything  in  the  charge  oi  the 
owner  of  the  slaughterhouse,  with  a  mere  mark  upon  the  carcass,  where  they  insert  the 
initials  of  their  name,  generally  upon  the  brisket  or  thin  flank  of  beef.  If  they  leave  the 
carcases  in  such  hands  as  those,  how  much  more  security  vrould  there  be  in  the  hands  of 
the  subordinates  of  such  an  authority  as  I  speak  of,  that  they  would  have  their  own. 

157.  You  do  not  think  there  is  any  danger  of  a  butcher,  who  sends  a  Hve  animal  to  a 
public  slaughterhouse,  getting  back  the  carcase  of  another  animal? — Not  the  least  in  the 
world. 

158.  If  the  butchers  should  continue  to  slaughter  upon  their  own  premises,  would  not 
the  practice  of  driving  the  cattle  through  the  streets  continue? — I  have  no  hesitation  in 
saying  that  to  some  extent  it  must  continue,  but  you  may  limit  the  hours  of  driving  in 
summer  to  nine  o'clock  in  the  morning,  and  in  winter  to  an  hour  later.  With  respect  to 
sheep,  the  majority  of  the  sheep  coming  to  the  butchers  may  be  brought  home  alive  n 
carts  and  vans,  and  not  be  allowed  to  traverse  the  streets  at  all,  except  at  the  early  hours 
before  named.  I  have  for  a  long  time  past  had  my  lambs  brought  home  from  Smithfield 
in  carts. 

159.  Are  you  in  the  habit  of  going  through  Cheapaide  and  Newgate-street  occasionaDy  ? 
—Yes. 

160.  Do  you  see  many  stoppa£;es  there  ? — ^I  must  acknowledge  that  there  are  stoppages 
If  a  butcher  wanted  sheep  for  slaughtering  purposes,  after  the  limited  hour  in  the  morn- 
ing, he  might  have  them  brought  home  in  a  cart.  There  is  another  class,  consisting  of 
stock  sheep,  which  are  bought  for  grazing  purposes — sheep  that  merely  pass  through  this 
market  as  a  transit  market,  and  which  of  course  it  would  be  out  of  the  question  to  talk  of 
conveying  those  in  carts,  but  they  mi^ht  be  subjected  to  the  limited  hours  in  traversing 
the  streets,  especially  as  they  could  have  good  lairage  till  the  next  morning,  and  they 
would  be,  after  the  fatigue  of  the  market,  refreshed,  and  more  fit  to  travel ;  and,  more- 
over, they  might  be  confined  to  certain  lines  of  road  that  would  be  least  inconvenient  to 
the  public ;  but  I  am  satisfied  that,  as  regards  the  butcher,  any  sheep  that  he  wanted  for 
daughtering  he  could  have  carted  home  the  next  day,  unless  he  preferred  driving  them  at 
early  hours  the  next  day.  His  drover  comes  to  him  for  orders,  and  says,  *'  What  sheep  will 
you  have  home,  Sir?"    He  says,  *'Cart  me  (or  drive)   home  20  or  30  the  ibllowisg 

,  monnng. 

161.  Will  not  that  increase  the  expense  ? — ^That  is  the  point.  The  benefit  to  me  as  a 
butcher,  in  the  care  that  would  be  taken  of  the  animals  would  be  such,  that  were  I  to  go 
to  ten  times  the  expense,  1  should  be  a  gainer  by  it. 

162.  Would  you  let  every  butcher  possess  a  slaughterhouse,  or  should  they  be  licensed  ? 
-- 1  am  very  jealous  of  licensing.  1  must  admit  that  I  should  be  sorry  to  see  the  system 
introduced,  unless  it  was  absolutely  necessary ;  anything  that  is  in  any  shape  or  degree  un- 
English,  as  that  is  considered  to  be ;  but  that  an  inspection  should  bo  made,  to  see  that 
a  slaughterhouse  is  a  fit  and  proper  place,  above  ground,  and  not  below  under  anv  circum- 
staiKes  whatever,  and  that  it  is  a  fit  place  for  the  pupose ;  where  the  public  shall  not  be 
annoyed.     I  think  such  a  kind  of  inspection,  no  reasonable  man  can  possibly  object  to. 

163.  What  objection  do  you  see  to  a  license  for  slaughterhouses  similar  to  that  which 
now  exists  for  public  houses  l-^^l  should  be  very  unhappy,  if  I  were  a  party  to  sueh  an 
arrangement  I  cannot  at  all  fall  in  with  the  views  of  any  persons  who  may  think  that 
that  will  ever  be  (I  was  going  to  say)  tolerated,  at  least  without  a  great  deal  of  dissatis^ 
faction,  and  I  humbly  conceive  that  there  is  no  necessity  for  any  inspection,  but  to  prevent 
improper  places  being  used. 

164.  What  power  would  you  give  to  the  Inspector,  supposing  he  found  that  a  slaugh- 
terhouse was  a  nuisance  to  the  neigbourhood  ? — To  report  to  his  superior. 

165.  What  would  his  superior  do? — ^The  superior  having  power  by  Act  of  Parliament, 
could  prevent  the  man  from  using  it  as  a  slaugnterhouse ;  if  it  was  an  unfit  and  improper 
place ;  by  all  means  forbid  the  use  of  it. 

166.  Does  not  that  amount  to  what  you  objected  to,  namely,  the  lodging  somewhere  a 
discretionary  power  of  suppressing  an  improper  slaughterhouse  7 — ^Let  them  be  suppressed, 
but  do  not  put  every  one  to  the  necessity  of  bein^  licensed. 

167.  You  would  prohibit  all  underground  slaughterhouses  at  once? — Certainly. 

168.  As  regards  the  expense  of  the  transport  of  sheep,  for  example,  taking  the  case  of 
a  butcher  in  Newport  market,  who  may  kill,  say,  12  sheep  a-week,  would  it  be  more 
expensive  to  him  to  pay  a  drover  for  driving  the  sheep  firom  such  a  locality  as  you  have 
contemplated,  to  Newport  market,  to  be  there  killed,  or  to  bring  the  carcasses  of  the  sheep 
killed  at  the  locality  which  you  have  in  view,  by  cart  or  van  to  Newport  market  ? — ^The 

*    carting  would  be  fractionally  more,  but  so  insignificant  in  amount^  as  not  to  be  worth  being; 
taken  exception  to  by  the  trader. 

169.  If  he  drives  the  entire  animal  to  Newport  market  he  hto  then  to  get  rid  of  the 
hide,  the  offal,  and  those  parts  which  he  does  not  sell  to  his  customers  for  food  ? — ^Those 
things  are  always  sent  for  to  his  house  by  the  skin  or  hide  salesmen.  But  if  the  she^ 
walk  to  his  house,  they  would  come  with  the  proportionate  deterioration  upon  them  that 
they  would  be  subject  to  firom  taking  their  diance  of  what  damage  they  might  receive  in 
going  through  the  streets. 

1 70.  Might  not  the  carcasses  receive  a  little  damage  in  the  way  you  described  in  the 
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packing? — They  might  be  suWected  to  that,  to  a  trifling  extent ;  but  if  that  happened,  I  December  11, 1849. 
should  say  to  my  servant,  "Tnis  must  not  take  place  again,"  and  it  would  be  remedied  -^^n-Ki 

immediately.  ^^'  ^-  ^**^'' 

171.  Supposing  that  a  market  was  established,  such  as  you  contemplate,  that  the  charges 
were  sufficient  to  remunerate  the  undertakers,  whoever  they  might  be,  for  their  outlay,  and 
that  the  tolls  and  fees  were  arranged  so  as  to  produce  a  profit  upon  the  original  capital,  do 
you  think  that  a  butcher  resorting  to  the  market^  would  be  able  to  sell  liis  meat  to  the 
public  in  London,  as  cheap  as  he  does  at  present  ? — I  think  the  charge  to  the  butdier  would 
be  insignificantly  more  than  die  present  charges  that  he  is  subject  to  at  Smithfield  market. 
I  think  that  the  stock  would  be  driven  to  his  house  at  the  same  price,  whether  per  score 
of  sheep  or  bullocks  per  head.  I  think  the  difference  of  distance  would  be  so  little,  that 
no  extra  charge  would  be  Hiade  by  the  drovers ;  that  is  to  say,  the  butcher  would  pay  the 
same  price  for  coming  from  the  site  that  I  have  spoken  of  as  for  coming  from  Smithfield. 
I  do  not  see  that  it  will  affect  him  to  any  extent  worthy  of  complaint.  The  tolls  and 
lairage  would  be  paid  by  the  grazier ;  and  judging  from  what  I  know  of  mankind,  I  should 
sav  it  would  be  paid  as  cheerfully  as  any  money  he  lays  out,  because  you  render  him  four- 
fold or  tenfold  benefit  for  it  in  the  care  of  his  stock.  The  best  thing  that  could  be  done 
for  the  grazier  to  prevent  the  present  damage  and  loss,  and  for  the  owner  of  the  meat  cost- 
signed  to  Newgate  market,  would  be  the  providing  fit  and  proper  places  to  accommodate 
the  stock. 

172.  Upon  the  whole,  as  regards  the  pro&ts  of  his  trade,  do  you  think  that  the  butcher 
would  be  a  gainer  or  a  loser  by  the  change  which  you  contemplate  ? — I  think  he  would  be 
a  very  great  gainer  by  having  all  his  stock  in  a  fit  and  proper  state  to  sell  to  hii. 
customers. 

173.  On  the  whole  he  would  be  a  considerable  gainer,  although  he  might  pay  a  frae- 
fion  more? — On  the  whole  he  would  be  a  considerable  gainer  decidedly,  having  a  prepon- 
derating benefit 

174.  Have  you  taken  into  account  Ae  number  of  conveyances  tliat  would  be  required  to 
attend  the  market  to  convev  the  meat  to  the  customers  ? — Respecting  the  dead  meat,  we 
sliould  only  be  subject  to  tne  same  ratio  of  expense  as  we  are  at  Newgate  market,  taking 
distance  into  account :  that  instead  of  its  being  a  mile  and  three-quarters,  it  may  be  two 
miles  or  two  miles  and  a  quarter,  according  to  where  the  butcher  lives ;  but  in  very  few 
instances  would  it  be  a  mile  more,  which  is  not  to  be  taken  into  account  when  you  are 
menaced  with  such  fearful  evils  as  are  attached  to  Smithfield  market,  of  which  the  public 
so  loudly  complain.  They  might  be  put  to  some  trifling  inconvenience,  but  they  would 
have  a  new  order  of  things,  which  would  more  than  compensate  them  by  the  improved 
state  in  which  the  meat  would  be. 

175.  The  question  referred  to  street  accommodation.  Have  you  turned  your  mind  to 
the  increased  accommodation  that  would  be  required  in  the  shape  of  carts  and  waggons  to 
convey  the  meat  slaughtered  in  this  new  marKct,  to  the  public  ? — I  do  not  thii^  I  have 
completely  made  myself  understood  with  respect  to  slaughter-houses  in  this  new  market 
1  should  erect  slaugnter-houscs,  in  the  first  instance,  to  accommodate  the  carcase  butchers, 
that  they  may  kill  all  their  stock  which  is  wanted  to  feed  the  wholesale  meat  market  with 
carcase  meat  I  have  said  very  little  about  the  private  slaughter-houses,  for  the  trade 
generally.  I  believe  that  that  is  a  subject  which  will  come  for  consideration  as  a  rider  to 
the  plan  (but  I  would  not  interfere  with  that  at  present),  so  as  to  obtain  the  sanction  of  the. 
trade  generally,  because  in  making  a  very  great  change,  it  is  a  very  difficult  thing  tQ  get 

Eersons  over  to  your  way  of  thinking,  though  you  may  be  right,  and  thev  may  be  wrong, 
ut  the  prejudices  will  gradually  disappear,  as  they  find  the  benefits  of  tne  new  arrange- 
ment 

176.  You  think  that  the  butcher  would  be  a  gainer,  because  he  would  find  that  the 
whde  of  his  animal  was  fit  to  send  to  his  customers ;  that  the  grazier  would  be  a  gainer, 
because  his  animal  would  not  be  deteriorated,  and  that  the  public  would  not  pay  more  ? — 
I  think  so,  and  say  so  without  any  reserve. 

.    177.  Did  you  give  evidence  on  the  Islington  Market  Inquiry? — No  ;  I  was  th«i  acting 
as  agent  to  the  trade  of  butchers,  and  I  had  to  examine  the  witnesses,  &c. 

178.  You  were  of  opinion  at  that  time,  that  by  an  extension  of  Smithfield  the  incon- 
venience then  experienced  would  be  remedied  1 — Yes. 

179.  In  1828  you  were  examined? — Yes,  in  182S  I  was  one  of  the  complainants. 

180.  The  change  in  your  opinion  with  respect  to  Smithfield  market  since  that  time,  has 
been  brought  about  by  seeing  that  the  remedies  then  recommended,  have  failed  in  their 
efiect? — ^Tney  were  effectual  when  we  spoke  of  them  in  1834.  They  are  beginning  to  lose 
their  effect  in  proportion  to  the  great  increase  of  stock  that  is  brought  to  the  market 

181.  You  think  that  although  an  increase  of  the  area  of  Smithfield  now  would  remedy 
for  a  time  the  evil  that  the  public  complain  of,  it  would  not  be  an  ultimate  remedy  ? — I  do 
not  think  it  would  be  a  final  remedy. 

[Adjourned  to  Wednesday  the  19th  instant  at  12  o'clock.] 
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16  MINUTES  of  EVIDENCE  taken  before  the 


Wednesday,  December  19, 1849. 
December  19,1849.  Geobqe  Cornbwall  Lewis,  Esq.,  in  the  Chair. 

Mr.  T.  Bonser.  Mr.  Thomas  Bonserj  examined. 

182.  Are  you  a  salesman  in  Newgate  market? — Yes. 

183.  How  long  have  you  been  in  the  habit  of  dealing  in  Newgate  market  ? — I  have  been 
there  40  years  within  a  few  days.  About  14  years  as  an  assistant,  and  26  on  my  own  account 
as  a  salesman. 

184.  Will  you  describe  the  nature  of  your  business? — It  is  entirely  commission,  and  prin- 
cipally  with  country-killed  meat ;  very  little  besides,  except  consignments  of  live-stock  for  me 
to  slaughter  and  sell  the  carcasses. 

185.  Do  you  receive  meat  from  different  persons  in  the  country  ? — Yes. 

186.  About  what  number  of  persons  consign  meat  to  you  in  the  course  of  a  week? — I  could 
not  tell  that,  but  I  suppose  I  do  business  for  more  persons  than  any  other  salesman  in  New- 
gate market.  I  mean  with  the  butchers  in  the  country  who  send  the  prime  parts  to  London, 
in  sirloins  of  beef,  hind-quarters  and  legs  of  mutton ;  also  the  carcasses  of  beasts,  sheep, 
lambs,  calves,  and  pigs,  and  sundry  joints. 

187.  Is  Newgate  market  a  daily  market? — ^Yes. 

188.  What  are  the  hours  during  which  it  is  open? — I  commence  at  foiu:  o'clock  on  Satur- 
days and  Mondays,  and  at  five  o*clock  on  other  days. 

189.  Does  it  remain  open  the  whole  day  ? — If  the  trade  is  pretty  brisk,  we  get  done  at  twelve 
or  one  o'clock,  but  in  bad  trades,  as  late  as  five  and  six;  on  Saturday,  some  salesmen  keep 
open  till  mid-night. 

190.  Is  there  any  regular  hour  for  closing  the  market? — There  is  no  time  fixed. 

191.  May  a  shop  be  open  the  whole  day? — Yes.  Very  little  of  Newgate  market  belongs 
to  the  Corporation ;  only  just  the  centre  of  it ;  the  greater  part  of  the  business  is  done  on 
private  property  not  belonging  to  the  Corporation. 

192.  Has  Newgate  market  undergone  any  change  in  your  recollection? — Very  considerable. 
I  was  on  the  Markets  Committee  four  years  myself  as  connected  with  the  Corporation. 

193.  What  change  has  it  undergone  in  that  time? — The  alterations  were  made  previous  to 
my  being  on  the  Markets  Committee.  The  green  market  has  been  removed  to  Parringdon 
market,  and  some  of  the  ground  has  been  covered  over  and  made  suitable  as  shops  for  the 
salesmen ;  the  poultry  market  also  has  been  improved. 

194.  Has  Newgate  market  been  enlarged  within  vour  memory? — ^Not  by  the  Corporation. 

195.  By  whom  nas  it  been  enlarged? — In  fact  it  has  not  been  enlarged  in  my  recollectk>D, 
for  there  is  just  the  number  of  feet  of  ground  belonging  to  the  Corporation  there  always  was ; 
but  the  business  of  the  market  has  increased  to  an  extraordinary  degree,  and  persons  have 
been  obliged  to  go  out  of  the  market,  and  take  shops  where  they  could  get  them,  in  the  neigh- 
bouring courts,  alleys,  and  streets. 

196.  Has  the  accommodation  been  enlarged  in  proportion  to  the  enlargement  of  the 
business  ? — No.    The  Corporation  could  not  enlarge  Newgate  market,  because  they  had  no 

f  round,  but  they  have  made  alterations  as  I  stated.     The  principal  part  of  the  business  of 
lewgate  market  now  is  carried  on  in  shops  unconnected  with  the  Corporation. 

197.  Are  they  all  under  the  jurisdiction  of  the  Corj)oration ? — I  think  not;  for  instance,  in 
Newffate-street,  Tyler's  market,  &c. 

19o.  You  have  spoken  of  the  existence  of  a  Markets  Committee,  will  you  state  what  that 
Committee  is? — There  is  what  is  called  a  Markets  Committee  of  the  Corporation  appointed 
annually.     Mr.  Deputy  Hicks  was  the  chairman  of  that  Committee  several  years. 

199.  Is  there  anybody  that  has  any  special  jurisdiction  over  Newgate  market? — ^The 
Markets  Committee  have. 

200.  Is  there  any  officer  appointed  to  have  the  peculiar  care  of  Newgate  market  ? — ^Yes, 
there  is  the  collector  of  the  rents  and  tolls  of  the  Corporation,  and  the  same  officer  is  the 
Inspector  of  meat 

201.  What  is  hb  name? — Robert  Pocklington. 

202.  Is  there  a  beadle  of  the  market? — ^I'here  are  two  beadles. 

203.  What  are  the  duties  of  the  beadles  ? — ^The  duties  of  the  beadles  are  to  see  that  the 
waggons  and  carts  come  into  the  centre  of  the  market,  or  rather  to  get  as  many  in  as  they 
can,  and  to  prevent  others  coming  in  when  there  is  no  more  room.  The  space  is  very  small ; 
there  is  only  one  carriage-way  into  Newgate  market  (Hart-street)  ;  two  carriages  cannot  meet, 
therefore  the  beadles  have  to  watch  or  keep  some  one  watching  at  the  bottom  of  Hart-street, 
Warwick-lane,  to  prevent  other  carts  or  waggons  from  coming  up  till  some  of  those  in  the 
market  have  unloaded,  and  leave  the  market.  Hence  there  is  very  great  difliculty  and  con- 
fusion for  want  of  room. 

204.  Does  that  remark  apply  generally  to  the  market,  that  there  is  want  of  room  in  it  ?• — 
I  am  now  speaking  of  the  market  belonging  to  the  Corporation.  I  have  said  before^  the 
greater  part  of  the  business  is  done  out  of  the  market,  not  upon  the  ground  belonging  to  the 
Corporation,  but  in  the  streets  and  lanes  leading  to  it. 

205.  Are  you  alluding  to  Tyler's  market? — I  have  not  yet  referred  to  it;  but  that  is  a 
market  that  has  sprung  up  in  consequence  of  there  not  being  sufficient  room  in  the  other* 

206.  Taking  not  only  the  portion  of  the  market  which  belongs  to  the  Corporation  but  also 
the  private  shops,  is  there  adequate  accommodation  for  the  existing  business? — ^There  is  not 
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adequate  accommodation  for  the  business  of  the  market,  and  the  difficulty  in  getting  the  December  19. 1849. 
waggons,  vans,  and  carts  to  unload  and  load  in  the  narrow  avenues  is  very  great.  

207.  Is  the  access  to  the  market  inconvenient  ? — ^Very  much  so,  there  is  only  one  carriage-      ^^'  ^'  ^<^^^^' 
way,  all  the  other  avenues  are  foot-pavement  passages. 

208.  Supposing  the  meat  has  found  its  way  into  the  market,  is  there  sufficient  room  to  un- 
pack it  and  to  display  it  for  sale  ? — ^There  is  not  sufficient  room  in  the  market  for  that  certainly^ 
and  there  is  very  great  inconvenience  attending  it. 

209.  When  the  supplies  are  large,  have  you  proper  room  to  expose  for  sale  all  the  meat 
4;onsimed  to  you  ? — I  have,  because  I  occupy  three  shops. 

210.  But  others  have  not  ? — ^I  think  not,  but  I  would  rather  not  answer  for  others. 

211.  They  are  obliged  to  put  some  of  the  meat  on  the  ground  or  floor? — Occasionally,  and 
sometimes  to  put  it  in  the  cellars  for  a  few  hours :  this  is  for  want  of  room. 

212.  Is  the  meat  that  is  unsold  and  led  for  the  next  day  placed  in  the  interior  of  the  shop? 
— At  my  place  we  have  room  to  hang  outside  the  shops  a  very  great  deal  of  meat  in  the  open 
air  all  night.  Mine  is  just  as  you  enter  Newgate  market,  from  Newgate-street,  and  we  have 
a  great  deal  of  room  outside  the  three  shops. 

213.  But  is  the  place  where  it  is  put  fit  to  keep  it  in  a  proper  state  ? — It  is  with  regard  to 
meat  that  1  have  left  unsold,  except  when  it  is  left  on  Saturday,  then  there  is  a  difficulty ;  we 
should  not  think  of  hanging  meat  out  on  Sunday,  therefore  that  meat  we  are  obliged  to 
put  in  until  Monday,  and  remains  shut  up  all  day  on  Sunday ;  on  such  occasions  the  meat 
takes  damage. 

214.  Is  much  meat  spoiled  or  damaged  in  warm  weather? — I  think,  not  so  much  on  that 
account  on  my  premises ;  but  there  is  an  immense  quantity  spoiled  throughout  the  year :  of 
that  there  is  no  doubt. 

215.  And  there  is  great  loss  to  the  owners  of  the  meat  on  those  occasions? — Yes,  very 
great  indeed. 

216.  What  is  the  effect  upon  the  meat  when  large  masses  of  it  are  crowded  together  in  hot 
weather  in  bringing  it  to  the  market? — ^There  is  serious  injury  done  to  the  meat,  and  great 
difficulty  in  gettmg  the  waggons  and  vans  to  the  market  to  get  the  meat  delivered  adds  to  the 
injury. 

217.  What  happens  to  the  meat  in  consequence  of  that  delay? — It  is  sometimes  left  till 
late  in  the  day,  and  is  sold  at  a  lower  price  in  consequence. 

218.  Is  there  a  CTeat  quantity  in  the  market  which,  when  fresh,  would  sell  at  a  fair  price, 
but  which,  from  being  kept,  is  sold  at  a  very  low  figure  ? — This  often  occurs  in  a  bad  trade, 
but  if  we  have  a  brisk  trade,  no  matter  what  quantity  the  salesman  has,  he  can  unpack  as  fast 
as  he  can  sell  and  clear  away.  If  there  is  not  a  demand  for  it  it,  remains  unsold,  and  in 
extreme  hot  weather  the  owner  sustains  severe  loss. 

219.  Taking  the  average  of  the  year,  is  the  quantity  of  damaged  meat  from  not  being  sold 
and  kept  back  considerable  ? — Yes,  in  hot  weather  particularly. 

220.  Do  you  attribute  that  damage  to  the  want  of  space  in  the  market,  or  to  the  difficulty 
of  sellin^it  to  the  public  ? — ^It  is  attributable  to  both  causes. 

221.  Do  you  think  there  would  be  nearly  an  equal  quantity  of  damaged  meat  in  the 
market  if  there  were  more  accommodation? — If  the  waggons  and  vans  could  get  into  the 
market,  meat  would  be  delivered  better ;  but  now  as  they  cannot  all  get  into  the  market,  they 
unload  in  Newgate-street,  Warwick-lane,  and  the  streets  around,  anywhere  lo  get  near ;  but 
if  they  could  get  bto  the  market  to  deliver  the  meat  quickly,  it  would  frequently  be  sold 
better. 

222.  Is  it  not  the  practice  of  the  carts  and  waggons  to  deliver  the  packages  at  some  distance 
from  the  market;  and  then  for  the  packages  to  be  carried  into  the  market? — Yes,  when  they 
cannot  get  near,  but  the  bulk  of  the  country  meat  is  brought  to  Newgate  market  by  Pickford, 
Chaplin  and  Home,  and  the  Eastern  Counties  Railway  Company;  therefore  there  are  only 
three  principal  deliverers  of  meat  Beside  the  country  light  waggons,  vans,  and  carts,  there 
are  others  as  well,  but  the  former  are  the  three  principal  parties  who  deliver  the  bulk  of  the 
country -killed  meat 

223.  To  what  description  of  persons  is  the  meat  that  is  stale  sold,  and  for  what  purposes  ? — 
The  butchers  will  themselves  buy  meat  stale  if  it  is  sweet,  and  some  of  their  customers  prefer 
it.  I  have  known  butchers  frequently  come  and  ask  for  stale  meat.  I  am  speaking  now  of 
meat  that  has  been  kept  as  long  as  it  could  be  kept  to  be  good. 

224.  What  is  done  with  the  meat  which  is  not  sweet  ? — That  is  sold  to  men  to  boil  for  cat&'- 
meat  and  dogs*-meat,  and  for  the  fat. 

225.  If  there  were  ample  room  and  good  ventilation,  would  not  that  save  much  meat  from 
damage? — Undoubtedly  it  would,  especially  on  a  Sunday. 

226.  The  alleys  into  the  market  have  shops  on  both  sides  ? — Yes. 

227.  Is  meat  hung  up  on  either  side  the  alleys  outside  the  shops? — ^Yes. 

.    228.  The  hampers  are  pitched  into  the  alleys? — ^Yes,  generally;  but  sometimes  in  the 
sliops. 

229.  Do  the  buyers  and  sellers  transact  their  business  in  the  alleys? — ^Yes,  and  in  the 
shops. 

230.  Are  the  shops  very  much  crowded  ? — ^Very  much,  at  times. 

231.  Has  the  supply  of  meat  much  increased  during  the  last  10  years? — ^Very  much 
indeed.  When  I  first  went  into  the  market  there  were  only  13  principal  salesmen,  and  now  I 
think  I  could  find  200. 

232.  By  what  means  has  accommodation  been  found  for  so  great  an  increase  of  number — 
Tyler's  market  has  been  referred  to ;  that  was  the  College  of  Physicians.    Mr.  Tyler,  the 
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December  I9«  1849.  brazier,  purchased  the  property^  atid  he  useb  piirt  of  ii  for  bis  buiioefls,  and  bas  oMMk?  tli^ 

other  part  suitable  for  ftxlesmen  atid  butoh«rft,  and  lets  it  oat  to  them. 

Mr.  T.  B<m$er.  233.  Do  you  happen  to  know  whether  th«  parts  which  hains  been  added  to  the  maritet  br 
private  speculators  enjoy  any  exclusive  ngtrti^  er  are  they  merely  priirate  shopa  wUeh 
happen  to  adjoin  the  market? — They  are  prlirate  shops^  and  not  within  the  Oity  tellage* 

234.  Are  tFiere  not  tolls  paid  fe*r  every  tlaai^  of  meat,  every  bondle  of  mcat^  and  every 
pack  of  meat  sold  in  Newgate  market? — ^The  Corporatton  hare  a  right  to  take  tell  upon  every 
package,  by  an  aneient  law,  in  their  own  market ;  but  it  has  generally  been  arranged  by  the 
Markets  Committee  with  the  persons  Hable,  and  paid  weekly*  The  Corpomtien  has  token. 
something  fixed  rather  than  count  the  peeks.  Bnt  I  am  speaking  ef  Newgate  market  only^ 
which  belongs  to  the  Corpomtion.    Tyler's  market,  I  believe,  pays  no  toll. 

235.  Is  your  shop  in  the  part  of  the  martiet  which  belongs  to  the  Qjrporation?-— No. 

236.  Is  any  toll  paid  fbr  the  meat  which  is  sold  in  yonr  shop?^^Not  now;  it  used  to  be* 

237.  What  is  the  reason  why  toll  used  to  be  paid  and  is  no  toneer  paid  ?-^When  I  eom- 
menced  business,  it  was  in  the  market,  and  then  I  paid  toll ;  I  was  there  but  a  short  time,  and 
then  removed  to  the  premises  I  now  occupy.  I  objected  to  pay  toll,  beeaose  I  then  said  I  wae 
not  on  City  ground.  During  the  four  years  I  was  on  the  Markets  Conmiitlee  they  agitated 
the  question  of  tolls.  The  law  officers  of  tbe  Corporation  were  consulted,  and  gave  it  as  their 
opinion,  that  every  one  who  transacted  business  of  the  market^  altiiough  not  IK  the  market^ 
was  liable  to  toll  the  same  as  though  they  were  in  the  market.  This  was  tbe  expression,  tbat 
those  who  refused  to  pay  were  depriving  the  lord  of  the  market  of  his  right  by  tM«sae6o)(  th^ 
business  of  tbe  marfcei ;  and  that,  therefore,  they  were  liable  to  pav  the  market  tolls.  In  a 
friendly  manner,  the  thing  went  on.  In  the  Cbmmtttee  they  said,  **  Weil^  Mr.  Beaser^  we  shaB 
commence  an  action  and  take  you  first.*'  I  said,  '*  That  is  perfectly  right  tbat  yoa  shoiidd 
take  me  first  as  being  on  the  Markets  Committee;  I  will  considt  my  neignboars,  and  let  you 
know  the  result.''  I  consulted  them  about  it,  and  nearly  all  my  neighbours  in  Rose-streat 
agreed  to  pay  a  weekly  sum,  and  at  the  next  Committee  I  reported  the  reenh  of  my  interview 
with  my  neighbours ;  but  I  said^  *'  Now  it  is  on  condition  that  you  make  ail  the  others  pay  toH 
likewise."  After  a  few  years  I  found  that  others  were  not  pnying  UdK  When  the  clerk  of  the 
market  called  upon  me  for  the  toll  I  said,  '*  Give  my  compliments  to  the  Committee,  and  teB 
them  that  I  decline  paying  further  toll^  beeaase  others  on  private  praperty  do  not  pay  :  if  they 
want  to  see  me  upon  the  subject,  I  will  wait  upon  them ;"  and  snce  that  I  have  paid  no  tolL 

238.  Has  the  question  ever  been  brought  to  a  legal  decision  ? — Not  in  my  time. 

239.  Has  the  Corporation  positively  warved  its  elaim  T^— Every  year  there  are  dmnges 
in  the  Commitlee :  the  subject  is  frequently  brougbt  up,  hot  I  have  oot  heatd  that  tbey  have 
done  anything  decisive. 

240.  Has  any  claim  for  toll  been  recently  naade  upon  you>  or  upon  persom  sinnlatiiy  sitaated 
to  yotfrself  ?— No,  not  Aat  I  have  heaiti  of. 

241.  Do  you  happen  to  know  whether  the  question  has  recently  been  agitated  in  the 
MaVkets  Committee  ?— I  think  it  has. 

242.  Do  you  know  Tvhat  has  been  the  result  of  that  discussion  f-^  do  not 

243.  Has  the  introduction  of  steam  eommmiications  by  sea  and  by  land  had  any  effect  upon 
biUiness  of  Newgate  market  ?— Very  great. 

244.  What  efie^  has  it  had? — I  think  there  must  be  four  timns  the  qaatiti^  of  meat 
brought  from  the  country,  or  ffiof«. 

245.  Within  whs^  period  ?— Within  10  years. 

246.  Is  dead  meat  now  sent  up  from  greater  distances  than  it  ased  to  be  sent  before  the 
present  acceleration  of  traflSe?— i  es.  When  I  came  to  London  we  thought  80  or  90  ddles  a 
great  distance.  I  think  very  little  dead  meat  canro  100  miles  to  Newgate  market;  now  we 
get  an  immense  quantity  (Vom  Aberdeen,  and  from  vartons  parts  of  Seothnd  and  England^ 

247.  Did  you  ever  hear  of  slaughtering  in  Yorkshire  bad  diseased  cattle  to  be  sent  ap  t* 
market  here  ? — I  have  heard  something  said  about  it»  but  I  cannot  speak  poshively  of  any  one 
person  in  particular. 

248.  But  you  have  reason  to  believe  that  such  is  the  case  ? — I  know  that  we  have  had  dia* 
eased  meat  sent  to  Newgate  market  for  years,  and  tbat  to  a  eensiderable  extent. 

249.  Has  the  tract  ofcomitry  from  which  tbe  supply  is  now  derived  to  Newgate  market 
been  much  increased  of  late  years  ?-^yery  much  nnce  steam  cemmmucation  has  become 
general. 

250.  Has  the  manner  in  which  the  metropolis  is  now  supplied  with  meat  had  any  eflbct  in 
diminishing  the  number  of  live  stock  sent  to  Smithfield  market  ?-^I  think  tbe  numbers  of  live 
cattle  have  increased  also. 

251.  Do  you  think  that  the  present  means  of  conmnnnication  from  the  coantry  tend  radier 
to  increase  the  proportion  of  dead  meat  sent  to  London,  and  to  diminish  the  proportion  of  live 
meat? — I  think  not«  I  do  not  think  they  tend  to  diminish  the  quantity  of  uve  meat,  because 
we  have  so  many  country  butchers  who  come  to  Smithfield  market  diat  we  nevar  saw  years  ago. 

252.  The  question  does  not  refer  to  the  absolute  quantity,  but  to  the  proportions  of  the  sop* 
ply  sent  to  the  two  markets  ?^^I  expected  that  steam  commankation  would  tbrow  a  great  deal 
of  dead  meat  into  our  markets,  and  would  throw  less  live  into  Smithfield^  but  I  find  that  the 
quantity  of  live  stock  in  Smithfield  is  iincreanng,  and  that  I  attribute  to  the  butchers  coming 
from  the  east,  west,  norths  and  south,  and  buying  in  Smithfield^  and  sending  it  into  the 
country. 

253.  Do  you  think  that  the  increase  of  live  stock  in  Smithfield  has  been  as  great  in  propor- 
tion as  the  increase  of  dead  meat  in  Newgate  market  ? — I  think  not;  but  that  information  can 
easily  be  obtained,  as  to  the  number  of  cattle  in  Smithfield  every  market-day. 
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254.  Supposiog  three  were  easy  accea«  ta  N^w^e  market*  do  ]fou  think  that  the  abaolutf  Seofmber  19, 184^ 
size  of  the  present  market  would  oe  sufficient  ?"^Not  that  which  belongs  to  the  Corporatioo»  

bj  aJiy  meane.  ^^  ^*  Bamer. 

255.  But,  adding  to  it  the  part  which  does  not  belong  to  the  Corporatiou,  do  you  tUiJc  the 
accommodation  would  be  sumcieni?-*!  think  not;  to  prove  whSqh^  if  a  house  is  to  be  let  in 
the  vicinity,  it  would  be  sought  after  by  the  salesman.  Any  shop  that  is  to  let  in  the  neigh* 
bourhpod  somebody  applies  for. 

256.  Have  you  ever  heard  of  tases  in  which  packages  of  meat  have  remained  unpacked  for 
«  considerable  tinae  in  consequence  pf  the  want  of  q^ace  ?*-^I  have  heard  of  a  case,  this  week, 
of  meat  being  kqpt  in  Pickford's  van  two  or  three  boutrs  before  it  could  get  near  to  the  toarket 
to  unload. 

257.  Did  you  ever  bear  of  ittstoAces  of  packages  which  had  been  delivered  in  the  market 
remaining  unpacked  for  want  of  room  ? — ^1  have  heard  of  such  instances  again  and  again* 
The  noeat  is  very  often  pitched  into  the  market,  and  if  the  trade  is  very  bad>  and  the  salesman 
thinks  that  it  wiU  keqp  good  till  the  nei^t  day,  and  that  it  will  make  «  better  price  then,  he  will 
not  touch  it  that  day,  but  will  keep  it  till  the  nejft  day. 

258.  Are  those  parts  of  tli^  market  not  paying  tolls  subjected  to  Mr.  Pocklington^s  visUa-* 
tion  ? — ^Yes ;  but  that  is  a  his  r<>^ulation  of  Sir  James  Duke's. 

259.  Does  he  iiospect  the  meat  m  Tyler's  market,  for  example  ? — Yes, 

260.  Is  there  not  considerable  confusion  in  the  market  during  the  busy  time? — Yes;  but  wo 
^o  not  ear^  how  mwh  bustle  there  is. 

261.  Is  the  bustle  not  sufficient  to  prevent  the  ready  sale  of  the  meat  ? — No ;  the  confusion 
in  the  nMu*ket  arises  from  the  want  of  spaoe,  and  also  for  the  want  of  pasasges  to  get  the  meat 
into  the  marlLet.  There  is  great  confusion  also  arising  from  there  being  only  one  carriage* 
way  into  the  <narket«  and  that  is  oi^  where  two  carts  cannot  pass. 

262.  Is  the^e  room  in  the  market  itself  for  the  customers  and  for  the  sellers?— In  what  w^ 
<»dl  the  market,  that  is>  including  Newgate-stre^  and  Warwick«lane>  and  Tyler's  market, 
there  is  room  for  the  persons  of  the  buvers  and  sellers,  but  they  are  very  much  crowded,  as  I 
have  said ;  but  that  which  belongs  to  the  Corporation  is  a  very  small  space. 

^  263.  Do  you  think  there  is  much  facility  for  selling  damaged  meat  in  Newgate  market? — 
not  now. 

264.  Was  there  at  any  time  ? — I  have  no  doubt  there  was  some  years  ago ;  but  when  Mr, 
Alderman  Thompson  F^  Mayor^  a  gentleman  dn  Ludgate^ill,  the  foreman  of  the  inquest, 
))ad  two  or  thifte  persons  summoned  for  selling  unsound  meat ;  by  order  of  the  sitting  alder- 
roan,  the  meat  was  burnt  and  destroyed  in  Guildhall-yard.  The  salesmen  in  the  market  felt  a 
|[Pfd  deal  of  diffienUy  a«  to  hoiv  jthey  should  act,  as,  if  a  bad  piaee  of  m/eat  happened  to  ]be  in  a 
||«l»iper  with  somegood,  they  niiighjt  be  poui^ced  upon  as  offenders,  aiul  taken  before  an  alder* 
man,  the  meat  burnt,  md  a  prosecution  might  follow.  Mr.  Deputy  Hicks,  Mr.  King,  M r« 
Chandler,  Mr.  Harris,  and  myself  waited  upon  Mr.  Alderman  Thomson  to  ask  him  what  we 
ahouk]  do.  He  asked,  '*  Have  you  a  clerk  of  the  market  ?  "  Yes."  '*  Who  is  he?*'  **  Mr. 
JFisher."  "  Is  he  a  butcher  ?"  "  Yes."  **  Then  let  him  be  called  in ;  if  you  have  anything  that 
is  at  all  doubtfujl  as  to  quality,  let  the  elerk  of  the  market  be  called  in,  and  if  he  passes  it  as  fit 
for  human  food,  that  will  ba  your  guarantee  to  sell  it  If  he  condemns  it,  let  him  take  it  away 
and  destroy  it,  and  do  not  let  us  have  it  burnt  in  Guildhall-yard.'*  He  gave  liim,  Mr.  Fisher, 
liuthority  to  th^  effect;  we  adopted  the  Lord  Mayor's  advice,  and  that  relieved  us.  I  believe 
the  salesnaen  in  the  market,  or  at  least  most  of  them,  would  not  sell  meat  for  human  food  that 
they  thought  ou^ht  not  to  be  sold  for  that  purpose.  The  thing  went  on  in  that  way  till 
Fisher's  death.  Mn  Fisher  often  regretted  that  he  had  no  authority  to  go  into  Tyler's  market 
nor  Warwick-lane.  After  Mr.  Fisher's  death,  Kentish,  the  head  beadle,  a  steady  respectable 
man,  performed  this  duty  till  Mr.  Pockjington  was  appointed.  Sir  James  Duke^  then  Lord 
Mayor,  Interpol^,  and  gave  Mr.  Pocklingtpn  power  to  go  to  Tyler's  market  and  the  adjacent 
streets,  courts,  and  alleys,  and  I  believe  new  the  difficulty  is  oyer, 

265w  Do  you  think  the  inspection  by  Mr.  Pocklington  is  sufficient?— Yes,  for  Newgate 
market  and  its  vioinity, 

266.  Is  his  infection  an  effi^^tual  seeunty  against  the  sale  of  unwholesome  meat  ?-*-If  be 
<loes  his  duty,  as  I  believe  he  does, 

267.  By  whom  is  the  clerk  of  the  market  appointed  ? — By  the  Corporation. 

268.  Not  by  the  Markets  Committee  ?-^No  ;  the  Corporation  elect  him  annually* 

269.  Do  you  believe,  in  point  of  fact,  that  very  little  unwhalesonoe  or  damaged  meat  is  Bcid 
in  Newgate  market  ?— ^  do  not  think  any  js  now. 

270.  Do  you  happen  to  know  whether  facilities  exist  generally  of  disposing  of  damaged 
meat  in  London  ? — I  do  not,  but  my  attention  has  been  ehiefly  confined  to  Newgate  market ; 
hut  allow  me  to  say,  that  I  think  that  damaged  tpeat  could  not  come  into  the  City  of  Loudon 
now  without  being  found  out.  Mr.  Fisher,  an  ^Ecient  person^  who  was  appointed  by  Sir 
James  Duke  when  lord  mayor,  has  seised  sevaral  bodies  of  beef  at  Wbiteohapel  and  otlier 
places ;  he  watches  for  the  waggons  coiping  into  the  Gty. 

271.  Can  you  give  the  Commissioners  any  suggestion  for  the  improvement  of  Newgate 
market,  and  rendering  it  more  efficient  for  its  purpose? — Enlargenoent. 

272.  Would  you  enlarge  the  existing  site,  or  would  you  select  a  new  site  ? — That  is  a. 
question  I  can  hardly  answer ;  we  want  room  very  much  indeed.  Newgate-street  is  very  much 
crowded.  We  want  more  room  in  the  market;  the  vans  are  obliged  to  be  unloaded  in 
Newgato-street  on  acoount  of  there  not  being  room  in  the  market  for  them,  and  from  there 
being  only  one  carriage-way,  the  difficulty  is  very  great. 

273.  Which  course  would  you  prefer,  enlarging  the  present  market,  or  taking  a  new  site 
in  a  convenient  place  ?-*!  am  not  prepared  to  give  an  opinion  upon  that.    I  have  been  located 
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December  19, 1849.  there  nearly  40  years^  and  should  not  like  to  leave  the  old  plaee  if  I  can  help  it,  and  I  Would 
— -•  rather  not  give  an  opinion.    I  should  rather  leave  it  with  others. 

Mr.  71  Bomer.  274.  Do  you  think  one  or  other  of  those  two  alternatives  desirable  ? — I  think  one  of  them 

desirable,  certainly. 

275.  Do  you  consider  it  to  be  an  advantage  to  Newgate  market,  its  being  close  to  Smithfield 
market? — Yes,  very  great. 

276.  In  your  judgment  is  it  important  that  the  principal  dead-meat  market  of  the  metro- 
polis should  be  in  the  immediate  neighbourhood  of  the  principal  live-stock  market  ? — It  is 
important^  but  I  do  not  think  it  is  absolutely  necessary ;  but  I  am  a  wholesale  salesman,  and 
not  so  competent  to  answer  this  question  as  a  retail  butcher,  who  attend  both  markets. 

277.  Why  do  you  consider  it  important  ?— Because  the  butchers  that  ffo  to  Smithfield 
can  come  to  Newgate  market  at  the  same  time  with  less  expense,  atld  they  lik^  to  attend  both 
markets. 

278.  Is  it  convenient  to  them  to  attend  both  markets  about  the  same  time,  that  is  to  say,  do 
they  go  from  the  one  direct  to  the  other? — Yes;  but  some  that  attend  Smithfield  market  never 
come  to  Newgate  market.  There  are  some  butchers  doing  a  good  deal  of. business  in  Londoi^ 
that  we  never  see  at  Newgate  market ;  but  many  go  to  both.  Butchers  coming  from  the 
country  on  Monday  to  buy  things  alive  in  Smithfield  market,  come  to  us  to  buy  hind-quarters 
of  beef  and  mutton,  and  the  prime  parts  of  everything  in  cold  weather,  enough  for  the  week. 

279.  Do  many  persons  attend  Newgate  that  do  not  attend  Smithfield  ? — Of  course,  many 
of  the  smaller  butchers  do  not  buy  anything  alive,  and  some  persons  even  doing  a  large  trade 
buy  nothing  alive. 

280.  Then  your  opinion  is,  that  it  is  convenient  to  the  trade  that  those  two  markets  should 
be  near  one  another,  but  by  no  means  absolutely  necessary  ? — As  I  have  said  brfore,  the  retail 
butchers  are  the  best  judges  of  that;  there  is  only  one  principal  live  market  in  the  week,  viz., 
Monday.  Friday  is  a  sort  of  bye  market ;  there  is  very  little  there  on  Friday,  except  in  the 
summer,  when  there  is  a  good  deal  of  business  done  there.  Supposing  the  marxets  were  apart, 
it  would  not  be  much  inconvenience  for  the  butchers  to  drive  a  short  distance  from  one  market 
to  the  other. 

281.  Are  there  any  other  markets  important  for  the  sale  of  meat  besides  Newgate? — 
Leadenhall,  I  believe,  but  I  am  not  aware  what  they  are  doing  there.  Leadenhall  has  always 
been  a  place  for  country  meat,  I  believe. 

282.  Is  a  portion  of  Newgate  market  used  as  a  poultry  market? — ^Yes. 

283.  How  large  a  part? — I  think  there  are  not  more  than  fifteen  shops  in  it;  it  is  a  very 
small  place. 

284.  Would  it  be  convenient  to  the  salesmen  of  meat  to  be  relieved  from  the  presence  of  the 
poultry  sellers? — It  would  be  convenient  for  them  to  have  the  room, but  it  woukl  be  a  rencioval 
of  some  of  our  customers  at  the  same  time ;  for  many  that  buy  poultry,  buy  pork.  We  should 
like  their  room,  but  we  want  their  custom. 

285.  Would  increased  space  remove  much  of  the  difficulty  without  an  improved  access  to 
the  market? — I  think  not. 

286.  Has  the  difficulty  of  adequate  access  to  Newgate  market  occasioned  much  obstruction 
to  trade  and  commerce  through  Cheapside  ? — I  am  unable  to  answer  that,  as  I  am  seldom  in 
Cheapside  during  market  hours. 

28/.  You  slaughter  sheep  at  Newgate  market? — ^Yes,  when  they  are  sent  to  us  to  slaughter; 
but  I  never  purchase  anything  alive ;  some  of  the  salesmen  do,  and  to  a  considerable  extent. 

288.  Is  your  slaughter-house  under  ground  ? — For  sheep  it  is. 

289.  Will  you  tell  the  Commissioners  the  way  in  which  those  sheep  are  put  into  the  cellar? 
—Down  the  steps. 

290.  How  lon^  have  you  ever  known  sheep  to  be  kept  there  ? — Never  more  than  a  night; 
and  I  do  not  think  any  man  who  had  any  regard  for  his  property  would  keep  them  there  even 
one  night ;  they  would  be  injured  very  much  by  being  kept  there  one  night. 

291.  You  have  never  known  of  their  being  kept  there  two  days? — I  never  heard  of  any 
being  kept  there  more  than  a  night,  and  then  but  a  veiy  small  number.  If  many  were 
crowded  together  in  a  cellar,  the  eflfect  would  be  seen  immediately  the  sheep  were  slaughtered. 

292.  Can  you  say  how  many  sheep  are  slaughtered  in  a  week  in  Newgate  market  ? — No ; 
but  I  think  not  very  many  now. 

293.  About  what  number? — I  could  not  say,  but  I  think  nothing  like  what  there  used  to  be 
before  the  country-killed  meat  became  so  abundant. 

294.  What  is  the  size  of  the  cellar  in  which  the  sheep  are  slaughtered  under  your  shop  ? — 
It  may  be  about  twice  the  size  of  this  room. 

295.  Is  it  kept  clean? — Very  clean. 

2%.  Is  there  a  ^ood  drainage  from  it? — ^Yes. 

297.  Does  any  disagreeable  smell  arise  from  it  in  sunmier? — Never. 

298.  Do  you  believe  that  the  practice  of  slaughtering  sheep  under  your  shop  at  all  injures 
the  quality  of  the  meat  in  the  shop  ? — Not  in  the  least. 

299.  How  many  sheep  do  you  slaughter  on  an  average  in  the  week  ? — Sometimes  we  have 
not  had  anything  for  months  in  the  winter  time;  what  we  have  is  generally  in  summer,  wheA 
our  senders  of  dead  meat  do  not  like  to  send  it  on  account  of  the  warm  weather,  and  then 
they  send  it  alive.  Perhaps  we  may  kill  sometimes  from  60  to  100,  and  then  only  occa* 
sionally. 

300.  Do  you  slaughter  any  animals  besides  sheep  ? — ^When  we  have  oxen,  we  send  them  to 
a  suitable  slaughter-house. 

301.  Do  you  ever  slaughter  calves? — ^We  send  them  to  a  calve  slaughter-house. 

302.  Do  you  ever  slaughter  pigs  ? — We  send  them  to  a  pig  slaughter-house.    We  send  our 
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oxen  to  "  The  Ram,"  in  Sinithfield,  the  calves  to  a  calf-butcher's  in  Warwick-lane — evety  man  December  19, 1849 
to  his  trade ;  and  the  pigs  to  Cow-cross.     We  tave  a  great  number  of  pigs  in  the  season,  sent  — ^ 

from  Scotland  alive.  Mr.  T.  ^on^: 

303.  You  say  that  the  practice  of  slaughtering  sheep  under  the  shops  in  Newgate  market 
has  been  diminished  of  late  years  ? — Very  much,  I  think. 

.  304.  Do  you  see  any  objection  to  its  being  wholly  discontinued  ? — Not  as  far  as  I  am  con<- 
cemed. 

305.  Would  it  be  inconvenient  to  the  trade  to  be  debarred  from  the  liberty  of  slaughtering 
under  their  shops? — Not  if  they  had  other  places  to  kill  them  in,  except  that  the  cellar  would 
be  useless.  Some  have  taken  their  places  with  a  view  to  slaughtering  sheep,  and  their  cellars 
would  be  useless  for  anything  else. 

306.  The  whole  of  the  slush  and  drainage  from  the  slaughtering  goes  into  the  sewers  ? — 
Entirely  in  my  place,  which  is  trapped,  and  an  abundance  of  water  washes  all  the  filth  away, 
so  that  no  genileman  would  be  ofTended  by  going  there  at  any  time.  i 

307.  Do  you  know  whedier  the  practice  of  slaughtering  in  the  cellars  at  Newgate. market 
has  been  complained  of  in  the  neighbourhood  ? — It  has,  I  have  no  doubt^  and  there  has  been 
ciBiuse  of  complaint ;  but,  I  think  now,  we  shall  do  justice  to  all  parties,  by  saying  that  they 
have  been  more  carefol;  there  is  no  occasion  for  there  being  anything  unpleasant  in  slaugh- 
tering if  the  offal  is  taken  away  immediately,  and  everything  is  washed  away.  I  think  the. 
slaughtering  cattle  contributes  more  to  health  than  otherwise,  if  everything  is  cleared  away 
afterwards.  I  think  there  is  not  a  more  healthy  spot  in  London  than  Newgate  market  or 
Smithfield. 

308.  What  is  the  distance  from  your  shop  of  the  slaughter-house  for  beasts  that  you 
employ? — It  is  in  Smithfield.  The  cattle  do  not  come  to  Newgate  market  at  all.  They 
are  taken  from  the  railway  terminus^  the  wharves,  or  wherever  they  may  be  brought  to,  by 
steam  direct  to  the  yard  where  the  slaughter-house  is. 

309.  How  do  you  get  the  carcasses  brought  to  your  shop  from  the  slaughter-house  ? — ^By  the 
slaughtermen,  in  carts. 

3i0.  Do  you  find  that  you  have  to  complain  of  the  bruising  or  crushing  of  the  meat  in  - 
carrying  it  by  carts  from  the  slaughter-house  to  your  shop? — No. 

311.  What  is  the  distance  that  it  is  carried  ? — Not  a  quarter  of  a  mile. 

312.  Supposing  it  were  carried  a  mile,  do  you  suppose  that  if  it  were  carried  with  the  same 
care  it  would  suffer  from  that  mode  of  transport? — Not  at  all. 

313.  Vou  ^ve  a  decided  opinion  about  the  healthiness  of  Smithfield  and  Newgate  market? 
— Yes;  that  is  my  opinion. 

314.  Have  you  been  always  resident  there? — No:  I  lived  in  Northampton-square  14 
years,  and  I  lived  at  Merton,  in  Surrey,  6  or  7  years,  but  the  other  portion  of  the  time  I  have 
lived  in  Newgate  market. 

315.  But  you  speak  from  40  years*  experience,  and  that  during  that  period  you  have  been 
in  the  market  from  four  o'clock  in  the  morning  till  one? — As  I  have  said,  I  commence 
business  at  four  o'clock  on  Saturdays  and  Mondajrs,  and  at  five  on  other  mornings  regularly. 
The  markets  are  getting  rather  later  than  they  used  to  be. 

316.  Are  you  aware  of  any  fearfully  bad  smells  during  close  wet  weather  in  the  market? — 
Yes,  we  have  had  them ;  but  I  think  Uiat  is  entirely  the  mult  of  the  persojis  who  belong  to  the 
premises. 

317.  Your  premises  are  remarkably  good;  but  are  there  not  other  premises  which  must  be 
venr  close  from  the  want  of  ventilation  ? — There  are,  certainly. 

318.  What  do  you  pay  your  slaughterman  for  slaughtering  beasts? — I  think  it  is  3^. 
a-bullock. 

319.  Has  he  the  offal  into  the  bargain  ? — Not  anything. 

320.  How  do  you  dispose  of  the  offal  ? — The  entrails  go  to  the  tripeman,  other  parts  of  the 
offal,  such  as  the  head,  tongue,  hide,  heart,  tail,  and  fat  are  brought  to  the  market  to  be  sold. 

321.  You  mentioned  that  the  markets  are  later  now  than  they  used  to  be;  can  you  suggest 
any  means  by  which  the  period  of  the  market  could  be  shortened  without  inconvenience  to  the' 
trade? — No;  because  I  think  the  Corporation  have  not  power  to  interfere  with  us,  who  are 
not  their  tenants.  If  the  Corporation  had  the  market  entirely  in  their  own  hands,  they  could 
interfere  and  very  much  relieve  us  on  that  subject 

322.  Do  you  think  it  desirable  that  the  Corporation  should  have  the  power  of  regulating 
the  hours  of  the  market? — ^Yes. 

323.  Do  you  think  it  desirable  that  they  should  exercise  that  particular  power  ? — If  they 
had  it,  I  think  it  would  be  well  to  exercise  it,  the  same  as  they  do  over  Smithfield. 

324.  Can  you  sug^st  any  mode  by  which  the  hours  could  be  shortened  ?  Would  you 
begin  earlier,  or  would  you  compel  parties  to  leave  off  earlier  ?  Could  that  be  done  without 
inconvenience  to  the  trade? — I  think  it  could  in  some  measure.  The  lateness  of  the  market 
arises  from  the  butchers  being  able  to  come  at  any  hour  to  buy.  If  they  knew  that  the  market 
was  closed  at  a  certain  time,  they  would  transact  their  business  earlier,  we  should  close  our 
shops  earlier,  and  that  would  be  to  us  a  great  convenience. 

325.  In  the  earlier  days  of  the  week,  are  not  the  avenues  to  Newgate  market  so  encumbered 
that  it  is  difficult  to  get  out  with  carts  ? — The  difficulty  is  in  getting  the  meat  there,  and  in 
getting  it  away ;  the  butchers  have  their  carts  in  the  neighbouring  streets,  and  the  men  carry 
the  meat  on  their  shoulders  to  the  carts ;  but  it  is  important  that  when  a  man  has  a  cart  full 
that  he  should  be  able  to  get  away  with  it,  which  I  believe  they  caimot  for  a  considerable 
time. 

326.  Can  you  suggest  at  what  hours  the  market  should  be  required  to  begin  and  to  be 
closed? — I  should  say,  that  four  or  five  o'clock  would  be  well  to  begin,  and  that  it  ought  to 
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December  19, 1849.  <^ose  at  one  or  two  o'clock ;  of  course^  leaving  a  Iktle  latitucle  in  the  ease  of  a  bad  trade,  or 
—  anything  of  that  sort. 

Mr.  T.  Bofuer.  327.  Is  there  any  other  remark  or  suggestion  which  you  would  wish  to  ofer  to  Ae  Coos- 
missioners? — 1  look  upon  the  subject  as  such  a  mighty  question,  that  I  am  confounded  wbea  I 
think  of  it^  because  I  do  not  see  what  can  be  done.  To  remove  Newgale  market  altogtdier^ 
or  to  enlarge  it  sufficiently  for  its  increasing  bustness,  would  be  to  son^e  a  moat  serious  mattsr. 
I  do  not  think  it  would  injure  me  in  the  least.  I  think  it  might  benefit  me,  and  I  am  sure  it 
would  my  employers.  And  if  I,  having  superior  premises,  should  reiap  an  advaatage,  kow 
much  more  those  whose  premises  are  so  much  more  ecmfiaed.  I  think^  also,  it  woiud  be  a 
particular  benefit  to  those  who  are  not  tenants  of  the  Corporation,  and  who  are  obliged  to  pay 
enormous  rents.  I  should  like  to  be  a  tenant  of  the  Corporation^  but  tbey  have  no  aecommo* 
detion  for  me. 

328.  That  remark  applies  to  private  shops^  the  occupiers  of  which  are  compelled  to  pay 
heavy  rents  ? — Yes. 

r ;  329.  Are  the  rents  of  the  Corporation  shops  more  moderate  tliaa  the  rents  of  the  pimte 
8hm>s  ? — Yes. 

330.  What  is  the  reason  of  that  diflferenoe  ? — Do  not  the  Corporation  take  the  full  rent 
which  they  might  obtain  ?— I  dare  say  that  if  they  were  to  turn  out  their  old  tenants,  and 
re«4et  the  ehops,  they  might  have  larger  rents. 

331.  Supposing  a  shop  belonging  to  the  Corporation  becomes  vacant,  is  the  rent  nosed? 
— ^There  is  a  notice  put  up,  that  this  shop  is  to  let ;  and  it  is  let  hf  tender.  These  shops  are 
all  very  small. 

332.  Supposing  there  to  be  no  possibility  of  increasing  sufficiently  the  siae  of  Newgate 
market  upon  the  present  site,  would  it  be  inconvenient  if  it  were  moved  a  short  distanee  ?•«** 
I  think  not,  if  it  was  about  the  eentre  of  London.  If  you  shmild  remove  Smitbield  market 
(which  I  hope  you  will  not),  you  might  make  a  good  Newgate  market  there. 

333.  Are  you  of  opinion,  that  a  dead-meat  market  is  essential  to  the  public  interefit  in  tiie 
city  of  London  although  Smithfield  market  might  be  removed  to  a  considerable  distanee  froiQ  ifc  f 
--^I  think  it  is  all«important  that  there  should  be  a  dead^meat  market  in  the  centre  of  London. 

334.  Similar  to  Newgate  market  ? — ^Yes. 

[The  Witness  withdrew!] 


1/Lt.  B.  Venatks,  Mr.  Benjamin  Venables,  examined. 

335.  Are  you  engaged  in  trade  as  a  salesman  in  Newgate  market  ?*-^As  a  commission  meat 
salesman. 

336.  What  is  the  nature  of  your  busine^  ? — ^To  receive  e(M)signments  of  country-killed  meat 
from  all  quarters. 

337.  How  long  have  you  been  in  your  present  business  ?~About  13  years. 

338.  Are  you  well  acquainted  with,  the  course  of  de^liog  in  Newgate  market ?«^ Yes. 

339.  And  with  the  market  itself  ?-^And  with  the  market  i^lf. 

340.  Will  you  teU  the  Commissioners. whether  you  think  that  the  accommodations  of  the 
market  are  satisfactory  ? — ^They  are  not  to  me  and  the  trade  in  general. 

341.  What  objection  do  you  make  to  them  ?^— I  have  not  suiSicient  room  to  transact  my 
business. 

342.  What  b  the  size  of  your  shop  ? — It  is  rather  difficult  for  me  to  state  the  exact  size.  I 
am  a  tenant  under  the  City,  and  my  shop  is,  I  think,  as  large  as  any  one  in  the  market.  * 

343.  Does  the  want  of  room  arise  from  the  smallness  of  your  shop,  or  from  the  narrowness 
of  the  passages  in  the  neighbourhood? — The  general  want  pf  accommodation  through  the 
market  for  uie  trade,  and  ako  for  transacting  my  own  business. 

344.  Is  there  ^  want  of  space  for  die  customers  ?— We  do  not  mind  bow  close  we  get  our 
customers  together,  but  we  do  not  like  to  get  our  meat  confiQed  in  so  9va;a}l  a  compass,  as  ii: 
does  not  give  the  buyer  so  fair  an  opportunity  of  seeing  the  article.  Often  I  have  several 
hundred  sneep  hanging  in  my  shop,  and  I  can  only  expose  a  certain  quantity  for  sale  because 
we  have  two  rows  of  jails,  therefore  the  under  row  cannot  be  seen  when  the  top  rail  is 
filled  with  sheep  or  beef,  no  room  being  left  to  separate  them.  The  meat  that  is  pnt  upon  the 
top  rail  will  not  allow  the  under  meat  to  be  sold.  Therefore,  if  we  had  more  acqommodation 
it  would  expedite  the  business  altogether. 

345.  Is  much  of  the  meat  obliged  to  be  placed  on  the  floor  T-r'It  is  occasiouaUy* ,    , 

'  346.  Have  you  sufficient  i^ace  for  unloading,  and  stowing  away,  and  exhibiting  your  meat? 
— No,  we  have  nothing  like  suffideot. 

347.  Is  the  accommodation  for  unloading  the  meat  insufficient  J — Quite  so. 

348.  Will  you  describe  the  process  of  unloading  it  from  the  carts  ? — I  have  known  27  wag- 
gons of  naeat  to  arrive  from  the  Eastern  Counties  Kailway  in  the  morning.  I  have  known  14 
waggons  to  arrive  from  Chaplin  and  Horne*s^  ft-om  the  diSerent  railways  they  are  connected 
with.  I  have  known  10  of  Pickford's  to  arrive  from  the  different  railways  they  are  connected 
with.  Those  are,  I  may  say,  the  major  carriers ;  but  there  are  several  others*  and  we  have 
also  a  few  country  waggons ;  those  country  waggons  take  up  great  space,  I  have  known  it 
happen,  that  while  one  or  two  waggons  of  the  Eastern  Counties  have  been  imloaded,  there  are 
others  loaded  standing  in  Cbeapside,  and  Pickford's  standing  near  the  Old  Bailey,  and  1  have 
also  known  Chaplin  and  Home's  to  be  standing  at  a  distanee.  The  space  in  the  centre  of  our 
market  is  so  small  that  it  will  not  allow  more  than  six  waggons  and  four  carcass-butehers* 
carts  to  be  unloaded  at  a  time.     Now  the  position  I  am  plac^  in  is  this ;  my  meat  may  be 
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upon  the  last  waggon  that  learee  tb^  railway  station;  when  the  meattsomes  from  the  nearest  December  19, 1849. 

station  to  London^  it  is  in  the  last  delirery,  being  the  last  truck  of  the  train.    It  is  then  put  upon  

the  waggon,  and  through  the  want  of  space  it  must  remain  for  softie  time  to  the  deterioration  of    Mr.  B.  Visndbks. 
my  seder's  property  f  therefore  I  have  not  an  opportunity  of  disposing  of  that  meat  on  account 
of  the  insuSciency  of  the  space  afforded  for  unloading  to  such  advantage  as  I  can  of  the  meat 
which  arrives  first  in  the  market     It  is  not  the  delay  of  the  train,  but  the  narrowness  of  the 
space  in  which  we  are  compressed. 

349.  The  space  will  only  hold  six  waggons  and  four  carcass^tchers'  cartSi  and  you  have 
sometimes  50? — I  conaid^  that  our  mai^et  will  not  hdld  more  than  the  six  waggons  and  four 
carts,  to  unload,  but  there  are  other  localities  where  they  unload,  such  as  Newgate^treet,  bnt 
there  the  faoilitiea  are  very  limited. 

350.  Then  if  there  was  a  better  access  to  and  from  the  market,  so  that  the  waggons  could 
be  easily  drawn  off>  it  would  give  great  fa^lity  to  the  trade  ?-^Certainly  it  wouM,  because  as 
the  waggons  come  in  now  to  be  unloaded,  the  others  must  watt  till  these  waggons  can  go  out 
again,  as  at  present  the  ingress  and  egress  is  the  same  for  all  waggons  and  carts. 

351.  But  from  the  actual  sise  of  the  market,  it  is  scarcely  possible  to  have  two  chamois,  one 
for  arrival  and  the  other  for  departure  T-^Hiere  is  not  space  sufficient  at  present  to  make  an 
ingress  and  egress,  but  that  difficulty  could  soon  be  overcome. 

352.  Does  it  often  happen  that  carts  are  unloaded  a  little  distance  fr^n  the  market,  and  the 
packages  brought  on  men*s  shouldenB  to  the  shops  P-^ Yes. 

353.  Is  there  anv  inconvenience  ia  that  practice  2-^The  only  partioular  tnconveoienee  is  the 
extra  labour  and  delay. 

354.  If  there  were  a  good  ingress  and  egress>  would  not  that  be,  to  a  certain  extent,  a 
remedy  for  what  you  Complain  of  r-^-^DecidecUy  it  would*  If  there  were  an  ingress  and  egress, 
it  would  be  impossible  for  the  Eastern  Counties,  and  ether  railway  carriers,  to  place  on  more 
strength  than  they  do  at  present,  because  now  they  cannot  work  their  strength,  but  if  we  had 
an  ingress  and  egress,  it  would  very  much  facilitate  the  delivery  of  the  meat 

S55«  Does  it  often  happen  &at  packages  of  meat  remain  unpacked  a  ocmstderable  time  ?— It 
does  ha{qf>en  so  sometimes. 

356.  Do  they  remain  in  the  car^  or  do  they  remain  in  the  shop,  or  el8ewliere?<*^-Sometimes 
th^  remain  in  the  shop. 

357.  To  what  is  it  owinff  that  they  remain  unpacked? — It  is  a  discretionary  power  which  we 
use  ourselves  on  a  late  delivery,  as  well  as  from  want  of  space  to  hang  them  up.  Sometimes 
our  market  is  full,  as  for  instance,  last  Saturday.  It  was  an  extremely  wet  morning,  and  the 
consequence  was,  that  our  supply  was  more  than  our  denaand,  more  especially  at  this  season  of 
the  year,  because  although  the  butchers  wisii  to  make  as  respectable  a  show  as  they  can,  yet 
the  meat  b^ng  higher  at  this  time  of  year  than  it  is  at  other  times,  they  endeavour  to  hold  off 
for  a  day,  so  1»at  in  the  event  of  a  glut  of  meat,  they  may  take  advantage  of  it,  because  the 
price  of  meat  is  much  higher  than  what  some  of  their  customers  are  being  served  at.  There 
18  often  a  greater  sopply  for  one  day  sent  to  the  market  than  there  is  a  demand  for,  ^nd 
probably  t^  next  day's  supply  may  be  very  deficient,  therefore  if  we  have  more  accommodation 
we  should  feel  justified  in  not  exposing  and  unpacking  the  whole  of  these  goods,  especially  at 
this  season  of  the  year ;  it  is  not  perishing  weather.  But  as  soon  as  our  country  meat  is  exposed 
to  the  atmosphere  in  damp  weatli^r,  it  looks  unsightly  to  the  eye,  atid  prejudicial  to  the  sender*s 
interest,  therefore  it  would  be  very  beneficial  if  we  bad  a  place  to  deposit  the  article  in, — ^not 
for  the  purpose  of  imposing  on  the  buyer  of  it,  or  to  make  a  great  racrease  of  price  for  our 
senders,  but  to  equalize  the  price  as  near  as  we  possibly  can,  to  agree  with  market  quotations, 
which  is  a  guide  to  the  sender.  That  would  be  to  the  interest  of  the  sender  and  the  purchaser, 
by  giving  an  equal  average,  so  that  it  would  be  a  great  acquisition,  if  we  had  room  sufficienft  to 
hang  up  the  packs,  and  deposit  the  hampers  on  such  days  as  I  before  alluded,  when  the  weather 
was  extremely  wet,  because  if  the  meat  is  taken  home  in  sueh  weather,  and  exposed  in  the 
carts,  it  looks  much  worse  after  the  butcher  gets  it  to  his  shop. 

358.  In  bad  weather,  is  not  there  often  meat  spoiled  ? — ^There  is,  in  summer  only. 

359.  What  becomes  of  that  meat  f-^^It  is  condemned  by  the  City  authorities. 

360.  Is  it  always  ooikdemned  ?>-^Ittvariably :  as  soon  as  it  becomes  unfit  for  human  food 
a  respectable  tradesman  sends  for  the  officer  of  the  market,  and  says,  "  I  have  such-and*such 
meat  that  is  not  fit  for  human  food,  give  me  your  order  to  say  that  it  is  condemned  ;'*  and  he 
takes  it  away. 

361.  Are  there  not  salesmen  who  let  boards  for  people  to  sell  other  meat  than  their  own  ?^- 
We  do  not  terra  tbem  salesmen. 

362.  But  such  things  are  pmctised  t«-^They  may  be  practbed  at  some  shops. 

363.  But  you  do  not  beliare  tlmt  there  are  great  facilities  for  the  sale  of  bad  meat  ? — No ; 
tbere  is  no  facility^  because  the  eye  of  the  officer  is  upon  us  from  the  first  thmg  in  the  morning 
tin  the  ^ops  are  dosed. 

364.  Is  vigilance  strongly  exercised  to  prevent  die  possibility  of  selling  bad  meat  by  any 
person  ? — I  think  it  cannot  be  openly  sold. 

365.  What  bs^)peR8  to  the  noieat  that  is  condeiomed  by  the  officer?— It  is  taken  to  Sharp's- 
alley,  at  Cow-'Cross,  to  the  knackers,  there,  and  the  (4Bcer  appointed  by  the  Corporation  there 
sees  diat  it  is  boiled  down. 

366.  Is  it  your  opinion  that  the  arrangements  of  Newgate  market  afford  security  against  the 
sale  of  unwholesome  or  diseased  meat? — Decidedly. 

867.  From  your  knowledge  of  the  rules  of  the  market,  you  feel  satisfied  t^at  no  quantity  of 
unwholesome  meat  worth  mentioning  is  sold  tiiere  ?-*^I  am  convinced  there  is  none.  I  am 
invariably  up  at  three  or  four  o'clock  in  the  moming^;  and  I  never  leave  my  place  of  business 
tJUl  business  is  finished ;  atid  I  am  placed  in  a  locality  in  whidi  I  can  see  very  nearly  20  shops. 
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December  19, 1849.       368.  At  what  nour  do  you  leave  your  business? — My  shop  is  closed  about  half-past  one 

on  Tuesdays,  Wednesdays,  and  Thursdays ;   on  Mondays  I  am  invariably  there  till  four  or 

Mr.  B.  VenMes.    gy^ .  ^j^  Fridays  till  four  or  five ;  and  on  Saturdays^  sometimes,  till  ten  o'clock  at  night. 

369.  Do  you  slaughter  below  your  premises? — Very  little  indeed— occasionally  I  do,  but 
very  rarely.  The  expedition  with  which  we  receive  goods  from  the  north  of  England  and 
Scotland  is  so  great,  and  they  come  in  such  beautiful  condition,  that  there  is  scarcely  any  need 
for  the  slaughtering  of  cattle  in  the  market. 

370.  Are  the  carcasses  so  sent  much  injured  by  transport  by  the  railway  ? — ^I  may  receive 
100  sheep  from  Edinburgh  alive,  and  slaughter  them,  and  I  cannot  make  so  much  by  a 
farthing  to  a  halfpenny  a  pound  of  those  that  I  receive  alive  as  I  can  of  those  that  I  receive 
dead  if  the  man  is  a  judicious  butcher,  and  a  judicious  packer  ;  those  being  the  main  points. 

371 .  Both  coming  from  the  same  place  ? — Yes. 

372.  Then  the  injury  of  live  cattle  must  take  place  in  the  transport  by  the  railway? — Most 
decidedly.  A  short  time  since,  I  received  large  consignments  of  live  stock  from  Aberdeen, 
as  the  butchers  there  are  mostly  jobbers  of  live  cattle ;  and  they  often  did  send  up,  in  the 
summer  time,  the  live  stock,  because  the  steam-boat  could  not  bring  the  dead  meat  quick  enough ; 
but  as  the  line  of  railway  has  been  opened  almost  to  Aberdeen,  and  it  is  a  line  of  daily  com- 
munication, it  is  my  impression  the  consignments  of  live  stock  will  greatly  diminish^  and  the 
dead  meat  will  considerably  increase  in  proportion. 

373.  Is  it  your  opinion  that  it  is  for  the  interest  of  the  owners  of  stock  in  the  country  to  send 
it  up  to  London  dead  rather  than  alive? — As  the  prejudice  on  the  part  of  the  public  will  wear 
away  with  time,  the  farmer  and  grazier,  I  have  no  doubt,  will  turn  their  attention  by  getting 
acquainted  with  the  best  mode  of  sending  their  stock  to  market  dead ;  at  present  I  do  not 
expect  to  see  very  large  consignments  of  dead  meat  direct  from  them,  because  it  will  be  some 
time  before  they  can  make  themselves  acquainted  with  the  practical  part  of  the  trade,  such  as 
slaughtering  and  packing  the  meat.  It  is  from  the  carcass  butcher  established  in  their  neigh- 
bourhood we  shall  expect  to  see  the  great  increase  of  quantity;  the  saving  in  the  rate  of 
transit,  and  the  difference  in  the  weight,  by  being  slaughtered  in  the  country  is  quite  4d.  in 
eight  pounds ;  and  in  consequence,  these  men  can  be  better  customers  to  the  man  that  makes 
tbe  stock  than  he  can  make  by  forwarding  them  any  distance  to  our  live  market,  as  he  takes 
the  responsibility  when  they  are  consigned  alive,  by  their  dying,  or  being  thrown  overboard  in 
stress  of  weather,  when  they  come  by  steam-boat,  or  being  bruised  and  damaged  when  by  rail. 
I  feci  convinced  our  market  would  bear  any  increase  of  its  supplies  if  the  article  should  be  of 
a  good  quality,  well  butchered,  and  packed ;  for  the  country-killed  meat  has  grown  so  much 
in  repute  with  the  trade  and  the  West  End  consumers,  since  tne  establishment  of  railways,  that 
they  now  give  it  the  preference  to  anything  they  can  purchase  alive,  and  slaughter  at  hom^. 

374.  Are  you  speaking  of  bullocks  entirely  ? — I  am  speaking  of  bullocks  and  5heep.  It  is 
on  account  of  the  transport  and  the  mode  in  which  they  dress  it.  They  are  not  so  particular 
in  some  parts  as  we  are  in  London  in  dressing  the  carcasses. 

375.  r  ou  were  understood  to  say  that  you  received  sheep  from  Edinburgh,  and  that  you 
get  a  belter  price  for  the  dead  sheep  sent  up  in  carcasses  than  you  can  for  the  live  sheep  ? — So 
we  do,  because  the  hind-quarters  of  the  sheep  which  are  sent  up  dead  make  considerably 
more  than  the  hind-quarters  when  they  are  killed  in  London.  Therefore,  upon  the  whole 
carcass  I  make  more  than  I  can  make  of  a  carcass  that  is  killed  in  our  market. 

376.  Do  vou  think  that  the  tendency  of  things  at  present  is  for  the  supply  of  dead  meat  to 
increase  in  London  rather  more  in  proportion  than  the  supply  of  live  meat? — I  think  the 
supply  of  dead  meat  will  increase  more  in  proportion,  and  that  considerably,  with  proper 
faciUties  to  transact  our  business. 

377.  Is  it  not,  therefore,  important  that  there  should  be  an  adequate  market  for  the  sale  of 
dead  meat? — I  certainly  consider  so. 

378.  At  present  are  the  accommodations  of  Newgate  market  at  all  adequate  to  the  supply? 
— I  think,  not  at  all ;  but  they  could  easily  be  made  so. 

379.  In  what  way  would  you  recommend  that  they  should  be  made  so  ? — One  way  is  by 
taking  the  poultry  market,  which  is  of  minor  importance,  to  Leadenhall.  As  the  City  are 
building  a  prison  at  Holloway  for  their  prisoners  that  are  now  deposited  in  the  Old  Bailey,  I 
think  that  they  might  apportion  the  greater  part  of  the  building  for  a  thoroughfare  and  an 
extension  of  the  market^  also  by  taking  under  their  control  Mr.  Tyler's  market,  and  purchasing 
the  Oxford  Arms  Inn,  carrying  a  road  direct  from  Farringdon-street  to  Cheapside,  which  wiU 
also  relieve  Newgate-street,  and  Ludgate-hill^  and  Paternoster-row.  It  is  my  opinion  that  all 
minor  improvements  entertained  by  the  City  will  be  quite  useless  with  respect  to  the  dead-meat 
markets,  as  it  is  my  belief  that  the  salesmen  of  Leadenhall  and  Whitecnapel  markets  will  be 
glad  bf  the  opportunity  to  avail  themselves  of  premises  in  Newgate  market,  that  being  the  most 
central ;  you  will  then  at  once  do  away  with  a  great  deal  of  the  slaughtering  of  cattle  in  White- 
chapel,  and  remove  our  poultry  market  to  Leadenhall.  After  making  these  alterations  (if 
practicable),  see  then  how  much  more  space  is  required  for  a  live  cattle  market  than  at  present, 
which  it  is  my  opinion  will  not  require  any  alteration. 

380.  How  much  space  would  that  set  free  ? — I  should  think  it  would  ffive  five  shops. 

381 .  Would  an  addition  of  five  shops  be  sufficient  ? — It  would  not ;  ana  in  carrying  out  those 
five  shops  we  still  should  not  get  a  thoroughfare. 

382.  Does  not  a  portion  of  the  present  market  consist  of  private  shops  which  are  not  within 
the  limits  of  the  market  belonging  to  the  City? — Yes,  they  are  private  property;  I  should 
almost  say  that  they  overbalanced  the  City  property,  taking  in  Mr.  Tyler's  market,  which  I 
consider  miffht  be  purchased,  which  has  not  any  way  out  for  carts,  and  causes  great  obstruc- 
tions in  the  leading  thoroughfare  to  our  market. 

383.  In  speaking  of  the  present  market  being  inadequate,  do  you  include  that  portion  which 
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is  private  property  and  does  not  belong  to  the  City? — Yes,  it  is  inadequate  on  the  ground  of  December  19, 1849. 
its  bad  ingress  and  egress.  - — - 

384.  Supposing  the  entrance  into  the  market  were  enlarged,  do  you  think  that  the  size  of     Mr.  P.  Venables, 
the  market  is  sufficient  ? — Yes,  1  think  there  could  be  quite  sufficient  accommodation  provided 

by  purchasing  property  which  could  be  turned  to  much  better  account  than  it  is  at  present. 

385.  What  do  you  apprehend  in  the  last  ten  years  has  been  the  increase  of  the  dead  country 
meat  that  comes  mto  Newgate  market  ? — ^Much  more  than  double;  as  I  take  into  considera- 
tion that  those  parties  who  were  in  the  habit  of  selling  a  great  many  things  who  gave  their 
evidence  in  the  year  1843,  as  carcass  butchers,  are  retired  from  business.  There  was 
Charles  Edwards,  Thomas  Harwood,  and  my  father,  who  slaughtered  a  great  quantity  of  live 
stock  bought  in  Smithfield.  These  men  are  now  retired  from  business,  and  their  places  have 
never  been  taken  up ;  the  cascass  butcher  now  cannot  compete  with  the  country  sender,  and 
for  this  reason — the  Scotchman  is  now  himself  a  carcass  butcher;  the  sender  from  Hull  is  a 
carcass  butcher;  the  sender  froie  Leeds  is  a  carcass  butcher;  the  sender  from  Norwich  is  a 
carcass  butcher;  the  sender  from  Durham  is  a  carcass  butcher;  and  the  sender  from  New- 
castle is  a  carcass  butcher.  But  at  that  time  that  was  not  the  case  anything  like  to  the  extent 
that  it  is  now ;  therefore  the  trAde  that  was  carried  on  by  men  purchasing  in  Smithfield,  and 
consigning  their  dead  goods  to  Newgate  market,  is  now  very  limited  to  what  they  were  a  few 
years  back,  as  the  trade  has  gone  more  into  the  country.  There  is  great  benefit  derived  from 
the  slaughtering  of  cattle  in  the  country,  instead  of  sending  them  up  alive  to  London,  as  I  have 
before  endeavoured  to  show.  There  are  some  parties  in  Edinburgh  who  are  in  the  habit,  I 
may  almost  say  through  the  year,  of  sending  up  500  or  600  sheep  each  weekly.  '  Those 
sheep  are  divided  between  four  or  five  different  salesmen.  Now,  at  the  time  when  carcassing 
was  carried  on  in  Newgate  market  to  its  greatest  extent,  there  were  very  few  of  the  London 
carcass  butchers  that  ever  did  that  extent  of  business.  Therefore  the  slaughtering  has 
diminished  very  much  in  London,  and,  in  my  opinion,  it  will  diminish  more  every  year  as  the 
railways  are  extended.  The  superior  mode  which  they  are  getting  into  of  slaughtering  the 
cattle  in  the  country,  and  the  pains  they  take  to  pack  them  to  make  only  a  small  profit  per 
head  for  themselves  must,  in  a  great  measure,  do  away  with  a  great  deal  of  the  slaughtering 
that  is  now  carried  on  in  London.  They  do  their  slaughtering  on  their  own  premises  in  the 
country.  But  a  butcher  feels  great  prejudice  in  sending  his  cattle  to  a  common  slaughtier- 
house  in  London,  and  justly  so,  as  it  is  known  so  well  in  the  trade  the  men  employed  there 
almost  consider  they  have  a  right  of  pilfering ;  they  do  this  with  the  greatest  assurance ;  they 
have  been  known  to  conceal  the  fat  about  their  person,  and  at  other  times  concealing  it  with 
the  dung  at  the  bottom  of  the  barrow.  A  common  slaughterman  is  looked  upon  in  the  trade 
as  an  employment  rather  degrading,  they  invariably  being  morally  bad.  The  owner  of  the 
property  cannot  be  present  at  the  slaughtering  of  his  cattle  the  same  as  if  it  was  conducted  on 
his  own  premises,  therefore  he  has  not  any  check  from  being  plundered. 

386.  Would  that  take  place  if  the  slaughter-houses  were  properly  supervised  and  ordered  ? — 
They  will  even  rob  you  while  you  are  standing  and  looking  over  them. 

387.  Then  you  consider  Newgate  market  as  it  at  present  exists  to  be  totally  inadequate  as 
a  dead-meat  market  ? — For  the  business  that  is  carried  on  there,  and  which  is  likely  still  to 
increase. 

388.  Are  you  aware  of  the  position  and  the  size  of  the  Giltspur-street  Compter? — I  am  not, 
but  1  should  say  that  it  stands  on  a  greater  area  than  those  new  shops  in  Newgate  market  are 
built  on  :  that  it  stands  upon  almost  as  large  a  space  as  the  City  property  in  Newgate  nfiarket. 

389.  You  are  aware  of  the  situation  ? — Quite  so. 

390.  It  would  afford  very  great  facilities  of  access  to  Newgate  market,  would  it  not  ? — It 
would  not. 

391.  Are  you  aware  that  the  Corporation  are  building  a  new  prison  in  lieu  of  that? — I  am. 

392.  Do  you  consider  it  an  advantage  for  Newgate  market  to  be  near  Smithfield? — 1  do. 

393.  In  what  does  the  advantage  consist  ? — In  my  opinion,  it  consists  in  this :  that  it  affords 
a  greater  scope  of  customers  for  both  markets.  A  man  comes  up  from  the  country,  for  instance, 
from  Kent,  with  an  intention  of  buying  one,  two,  or  three,  or  whatever  number  of  beasts  he  may 
think  proper ;  also  to  buy  sheep  when  the  season  will  not  allow  a  supply  in  his  own  country, 
because  every  country  has  its  own  time  to  give  its  supply ;  and  I  consider  that  when  there  is  a 
scarcity  sometimes  in  the  live  market,  there  is  a  greater  quantity  in  the  dead  market ;  and  the 
buyer  avails  himself  of  the  privilege  of  being  able  to  attend  both  markets  :  and  also  he  has  an 
opportunity  of  choosing  the  cheapest  market  price.  But  in  case  they  were  placed  at  a  distance, 
he  could  not  avail  himself  of  that  opportunity ;  and  if  the  buyer  cannot  avail  himself,  the  pur- 
chaser cannot. 

394.  Are  the  buyers  in  the  habit  of  resorting  to  both  markets  about  the  same  time  ? — In 
general  they  come  from  one  to  the  other :  perhaps  a  man  may  attend  Smithfield  market  two 
or  three  times  in  the  course  of  the  morning,  and  also  attend  the  dead  market  two  or  three 
times  in  the  course  of  the  morning. 

395.  Those  persons  who  attend  New|;ate  market  on  the  days  on  which  Smithfield  market  is 
not  held,  of  course  cannot  attend  Smithfield  market  on  those  days? — No. 

396.  Of  the  persons  who  attend  Newgate  market  upon  the  days  on  which  Smithfield 
market  is  held,  what  proportion  do  you  think  attend  Smithfield  market? — ^There  are  a  great 
many  buyers  that  come  to  the  dead  market  that  do  not  attend  Smithfield  market  at  all. 

397.  Do  you  sell  on  account  of  the  person  who  consigns  you  meat  from  the  (country,  or  do 
you  buy  it  of  him  and  sell  to  the  butchers? — I  receive  my  commission  the  same  aa  a  corn- 
factor  would  receive  it  for  selling  the  commodity.  I  have  so  much  per  stone  for  selling  beef; 
I  have  80  much  per  head  for  selling  sheep ;  so  much  for  selling  pigs ;  and  whatever  the  article 
makes  to  the  purchaser,  that  return  is  made  to  the  party  consigning  it  to  me. 
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December  19, 1849.       398.  The  commissioa  is  upon  the  article,  not  upon  the  price? — It  is  upon  the  article.    . 

399.  The  competition  in  the  market  amongst  the  salesmen  is  sufficient  always  to  protect  the 

Bfr.  B.  VcmI^.  interest  of  the  party  sending  ? — Quite  so.  We  are  placed  in  this  position  :  a  man  does  not 
send  me  the  wnole  of  his  commodity ;  he  divides  it  between  me  ana  others^  and  we  compete 
with  one  another  to  endeavour  to  do  the  best  we  can.  If  I  feel  disposed,  on  account  of  the 
multiplicity  of  meat  on  the  preceding  day,  to  make  a  reduction  in  the  price  according  to  my 
anticipation  of  the  value,  I  do  so ;  and  very  likely  it  turns  out  to  the  interest  of  my  employer. 
A  party  comes  in  the  market  to  my  shop ;  he  bids  what  he  pleases ;  we  make  no  remark  upon 
his  bidding :  if  I  refuse  it,  very  likely  he  goes  to  the  next  shop,  and  what  I  refuse  the  next 
may  take. 

400.  If  the  same  party  in  Edinburgh  consigns  meat  to  different  salesmen,  he  can  compare 
the  prices  obtained  from  each  of  them  ? — He  does. 

401.  In  that  way  is  he  not  completely  secure  agsdnst  any  neglect  of  hts  interest? — Quite  so. 

402.  You  will  sometimes  get  a  letter,  if  your  sales  are  not  so  good  as  your  neighbours? — 
We  do  daily. 

403.  You  stated  that  your  shop  belongs  to  the  Corporation ;  is  the  rent  which  you  pay  a 
moderate  rent? — I  cannot  say  that.     I  have  reason  to  find  fault  with  the  rent. 

404.  Which  rents  are  the  highest,  the  rents  for  shops  belonging  to  the  Corporation,  or  the 
rents  for  the  private  shops  in  and  about  the  market? — I  do  not  think  there  is  any  difference. 

405.  You  think  the  Corporation  take  the  full  rent  for  their  shops? — ^They  are  bound  Xo 
receive  the  rent  which  is  offered  to  them ;  their  shops  are  let  by  tender. 

406.  Have  your  rents  been  lately  raised  ? — No,  we  tender  for  our  shops,  and  the  Cor- 
poration cannot  alter ;  they  have  never  done  so. 

407.  Is  there  any  toll  payable  upon  the  meat  sold  in  your  shop  ? — There  is  a  toll  paid. 

408.  Is  the  toll  exacted  r — I  pay  a  toll  weekly,  but  I  forget  what  it  is. 

409.  TTien  it  may  be  presumed  that  the  tolls  are  not  very  exorbitant  ? — They  are  not  exor- 
bitant, but  what  the  exact  amount  b  I  cannot  remember. 

410.  In  describing  the  difficulty  in  getting  meat  from  the  vans  and  wagons,  you  stated  that 
it  is  sometimes  unpacked  in  Newgate-street.  After  vou  get  it  to  your  shop,  is  there  any  delay 
between  receiving  it  into  your  shop  and  disposing  of  it  there  if  you  meet  with  a  customer  ? — 
There  is  no  delay  any  further  than  meeting  with  a  customer  willing  to  purchase.  As  soon  as 
it  arrives  on  our  premises  we  hang  it  up  for  sale  immediately,  and  we  wait  for  the  first  oppor- 
tunity to  find  a  party  to  purdiase  it. 

41 1 .  Then  if  a  salesman  unpacking  his  meat  finds  any  diseased,  and  unfit  for  human  food, 
he  sends  for  the  Inspector  ? — My  practice  always  is  to  place  that  article  on  one  side,  and  send 
over  one  of  my  men  to  the  officer  appointed  by  the  Corporation  to  take  that  article  away ;  it 
goes  to  Sharp  s-alley  to  be  boiled  down,  and  he  gives  me  a  receipt,  and  I  ^nd  that  receipt  to 
my  employer. 

412.  Then  are  we  to  understand  that  the  condemnation  of  such  meat  whidi  may  be  brought 
without  difficulty  to  the  market,  and  unpacked  and  offered  for  sale,  depends  upon  the  honour 
of  the  salesman? — No;  in  case  I  did  not  think  it  proper  to  send  for  the  officer  of  the  market, 
and  the  carcass  were  exposed  for  sale  at  my  shop,  the  officer  would  then  exercise  his  duty. 

413.  There  is  in  your  opinion  sufficient  accommodation  in  the  market  to  enable  the  Inspector 
thoroughly  to  perform  that  duty  independently  of  the  salesmen? — Quite  so;  you  may  walk 
through  my  shop  the  same  as  you  may  walk  across  Whitehall. 

414.  Supposing  the  officer  goes  to  see  one  portion  of  meat  destroyed,  may  not  some  othcx 
portion  of  meat  that  is  equally  unfit  for  sale  escape  detection  in  the  mean  time? — He  oomes 
round  in  the  morning  and  the  salesmen  tell  him,  or  he  condemns  it  according  as  he  sees  it. 
At  a  certain  hour  when  all  the  pitchings  are  done  with,  at  ten  or  eleven  o'clock  in  the  morning, 
he  goes  round  and  collects  it  all  together  and  goes  to  the  knackers  and  sees  it  all  destroyed. 

415.  In  the  early  part  of  your  evidence  you  said  that  the  meat  slaughtered  in  the  country 
was  more  valuable  in  a  slight  degree  than  the  meat  that  comes  up  by  railways  alive ;  you  are 
aware  that  there  are  some  railways  in  which  the  stock  is  paid  for  by  the  head,  and  that  in 
other  railways  it  is  paid  for  by  the  'truck  ;  do  you  perceive  any  difference  in  the  state  of  the 
stock  that  comes  by  those  different  modes  of  conveyance? — No,  the  responsibility  in  a  great 
measure  rests  with  the  consigner  when  he  pays  per  truck,  but  if  the  consigner  is  of  that  greedy 
disposition  that  he  will  endeavour  to  place  more  in  a  truck  than  it  will  accommodate,  he  must 
meet  with  a  loss ;  this  is  invariably  the  cause  of  bruises ;  it  is  no  fault  of  the  Company^ 
They  say  we  will  take  the  sheep  or  beast  at  so  much  per  head,  and  we  will  afford  you  suffi- 
cient accommodation  ;  and  when  there  is  a  great  quantity  coming,  the  parly  consigning  sends 
a  person  with  them  to  keep  them  on  their  legs,  as  many  of  the  companies  give  a  free  pass 
to  the  owner's  drover.  . 

416.  Then  it  is  likely  that  those  that  come  charged  per  truck  are  less  valuable  than  those 
that  are  charged  per  head? — Yes. 

417.  Have  you  any  experience  of  sending  up  live  stock  to  Loudon  ? — Yes,  I  have  for  some 
years.  Some  parties  in  Aberdeen  have  been  in  the  habit  of  sending  dead  meat,  and  they 
have  sent  beasts  alive,  and  said,  "  Venables,  we  shall  be  glad  if  you  will  sell  those  beasts  alive 
for  us  in  Smithfield,  or  if  you  think  you  can  bring  them  to  a  better  account,  slaughter  them 
for  us  and  sell  them  in  your  dead  market."  A  discretion  was  left  to  me  to  act  as  I  thought 
most  beneficial ;  we  have  sometimes  sold  them,  and  sometimes  slaughtered  them,  but  we  take 
nothing  upon  ourselves.  We  act  as  agents  in  both  cases ;  we  never  make  the  property  our  own, 
but  we  slaughter  the  cattle  and  give  them  an  account  of  it  as  a  dead  carcass. 

418.  Did  those  come  by  railway  or  by  steam  ? — Sometimes  by  steam,  sometimes  by  railway. 
The  communication  by  railway  with  Aberdeen  was  opened  last  week.  The  week  before  we 
had  a  great  deal  that  was  almost  destroyed  that  came  by  steam,  having  been  much  delayed 
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by  bad  weather.    By  railway  the  es^nse  was  5^.  per  cwt,  and  now  they  have  reduced  it  to  Deoember  19, 1849. 
4s.,  and  the  vessels  charged  3*.  2d.     The  transit  by  rail  is  quick  and  daily. 

419.  Are  you  in  the  habit  of  attending  Smithfield  market  ? — No,  my  whole  attention  is  to 
the  dead  meat 

420.  Have  you  any  suggestions  to  make  as  to  shortening  the  duration  of  the  markets?  do 
you  think  that  might  be  done  without  injury  to  your  business  or  to  the  public  ? — ^With  respect 
to  the  dead-meat  market^  it  would  be  hard  upon  us^  as  the  tenants  of  the  City,  to  be  com- 
pelled to  close  our  shops  at  c^ain  hours^  if  parties  round,  that  have  property  of  dieir  own,  are 
allowed  to  keep  their  shops  open. 

421.  But  suppose  it  were  general  ?-^Tliat  is  a  question  tfiat  I  can  hardly  tell  how  to  answer, 
as  I  do  not  see  how  it  would  work. 

422.  For  instance,  the  carts  and  vans  stopping  in  the  neighbourhood  are  a  great  nuisance, 
from  their  remaining  about  the  Old  Bailey  and  Newgate-street  all  hours  of  me  day ;  could 
not  those  hours  be  safely  shortened  wiliiout  injury  to  the  public,  and  without  undue  inter- 
ference with  your  trade  f— With  respect  to  myself,  I  should  be  very  happy,  for  I  find  that 
they  leave  it  open  too  long,  and  I  cannot  see  why  the  market  could  not  be  closed  at  certain 
hours  if  it  were  general ;  but  if  it  were  not  general,  the  position  it  would  leave  us  in  as  tenants 
of  the  Corporation  would  be  very  serious. 

423.  Is  there  any  remark  or  suggestion  that  you  would  wish  to  offer  to  the  Commissioners 
in  addition  to  what  you  have  already  stated  ? — ^The  only  thing  that  I  have  to  offer  to.  the 
Commissioners  is,  that  I  should  b^  glad  of  a  further  extendon  of  my  premises.  I  think  that 
I  could  carry  on  my  business  more  pleasantly  to  myself^  and  more  beneficially  to  my  em** 
pWers,  and  with  less  annoyance  to  my  neighbours^ 

424.  Is  it  your  opinion  that  Newgate  market  should  remain,  or  that  there  should  be  a 
dead«>meat  market  somewhere  an  the  locality  ? — Most  decidedly,  on  the  ground  of  its  central 
^tuation. 

425.  How  near  to  the  Uve-meat  market  do  you  think  it  essential  that  the  dead-meat  mar- 
ket should  be  ? — I  think  the  nearer  they  are  together  the  more  beneficial  it  is  to  the  purchaser, 
and  also  to  the  seller. 

426.  You  think  that  half  a  mile  distance  would  be  a  serious  inconvenience? — It  would  be  a 
great  inconvenience  to  the  parties  that  attend  the  two  markets,  because  they  have  a  limited  timejto 
do  their  business  in.  I  think  the  nearer  the  markets  are  together  the  more  convenient,  because 
a  man  coming  to  purchase  one  article  does  his  whole  business  together. 

427.  Do  you  tUnk  that  the  substitution  of  Farringdon  market  for  Newgate  maiicet  would 
be  an  improvement  ? — I  do  not. 

428.  What  is  your  reason  for  that  opinion  ?•»!  think  we  should  be  worse  than  we  are  at 
present. 

429.  In  what  respect  ?-*-Ia  the  first  place,  I  do  not  know  whether  I  am  right  or  not,  but 
individuals  in  Newgate  market,  with  their  private  property,  would  not  be  driven  out  without  a 
very  large  compensation. 

430.  Assuming  the  transfer  to  be  eff&cted,  would  the  public  be  better  accommodated  in 
Farringdon  market  f^^-^They  would  not. 

431.  Why  would  th^  notf-^Beoause  the  access  is  so  bad,  and  you  go  direct  on  to  Ludrate- 
hill ;  there  is  a  dead  pull  for  any  meat  that  may  go  out,  and  there  is  a  dead  set  for  anjrtning 
that  may  go  into  it. 

432.  Do  you  diiiJc  the  poultry  market  might  be  advantageously  r^noved  (rom  Newgate  ? — 
I  should  agme  with  that  in  a  great  measure,  because  the  quantity  of  poultry  is  so  wonderfiilly 
different  from  the  quantity  of  meat 

[Ifie  Witness  wkhdreas.'] 


Mr.  WiUiam  Jee  Prentice,  examined. 

433.  You  are  a  siitesittan  in  Newgate  market  ? — I  am« 

434.  How  long  have  you  been  employed  in  that  mamier  ?— I  have  been  employed 
upwards  of  28  years. 

435.  Unintemiptedly  N^Uninterraptedly.     I  have  never  left  the  market 

436.  Will  you  describe  to  the  Commissioners  the  nature  of  your  business  ? — I  am  what 
is  called  a  commission  sidesman.  My  entire  occupation  is  the  sdling  of  meat  sent  up  dead 
from  tjie  country,  as  contradistingukbed  from  a  oarcass  batcher.  I  am  agent  for  persons 
sending  up  dead  meat  to  liondom 

437.  You  sell  meat  on  account  of  the  person  who  eonsigns  it  to  yovi^  and  remit  to  him 
what  you  receive  fkon  yo«r  customers  ?— Yes ;  and  I  have  a  commission  for  my  trouble. 

438.  Do  you  i>eoeiv«  meat  fipom  many  persons  in  different  parts  of  the  country? — A 
great  many. 

439.  Will  you  name  to  tlie  Commisstooers  some  of  the  principal  plcu^es  from  which  you 
receive  meat? — ITie  counties  of  Suffolk  and  Norfolk  in  tiie  east,  Dorset,  I>evon,  and 
Somerset  in  the  west,  and  most  of  the  Midland  Counties,  and  Liverpool  occasionally. 

440.  Do  you  receive  any  meat  from  Scotland,  or  from  the  Northern  Counties  ? — Yes,  I 
receive  some  from  Edinburgh,  and  even  as  &r  as  Cupar,  in  Fifeshire. 

441.  How  does  it  usnafiy  come  to  yon — by  railway? — Most  generally:  more  than 
through  any  other  medium. 

442.  Does  any  come  by  water?— *Not  so  mudi  now ;  Scotch  meat  comes  more  by  railway 
than  formerly. 
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December  19, 1849.       443.  Is  it  sent  to  you  in  boxes  or  in  hampers? — In  some  instances  in  boxes ;  most  fre- 

,      quently  in  hampers. 

^Iv.W.J.Prentwe.      444^  Does  it  reach  you  in  good  condition  ? — Most  generally ;  upon  the  average,  better 
than  it  used  when  it  came  by  water,  and  it  is  a  shorter  time  of  transit  by  railway. 

445.  Has  the  opening  of  railways  increased  the  transmission  of  dead  meat  to  London  ? 
r— It  has  very  greatly. 

446.  You  recollect  the  first  opening  of  railways  ? — Quite  well. 

447.  Has  that  change  in  the  means  of  conveyance  produced  a  great  effect  upon  your 
trade  ? — Decidedly. 

448.  Do  you  expect  that  the  supply  of  dead  meat  to  London  by  railway  will  increase  ? — 
I  see  every  prospect  of  it.     There  are  new  railways  opening  continually. 

449.  Do  you  find  that  you  have  facilities  for  unloading  packages  that  come  to  you  by 
railway  in  Newgate  market  ? — We  have  not  the  requisite  racilities,  for  want  of  a  thorough- 
fare for  carts  and  waggons.  The  great  difficulty  appears  to  be,  tibat  there  is  no  carriage 
thoroughfare.  The  market  has  but  one  inlet  for  tne  horses  and  carts,  and  that  is  not  eight 
feet  wide.  There  is  no  carriage-way  through  the  market,  and  consequently  a  vast  deal  of 
difficulty  and  trouble  is  the  result. 

450.  How  do  you  manage  to  make  this  one  inlet  suffice  for  the  wants  of  the  market  ? — 
It  is  wonderful  to  me  how  it  is  accomplished.  There  is  only  one  channel,  and  that  is 
sometimes  blockaded  completely  with  waggons  and  various  things. 

451.  Is  your  shop  situated  in  the  alley? — Mine  is  very  near  where  the  green  market 
used  to  be ;  I  am  in  the  centre  part. 

452.  Does  your  shop  belong  to  the  City  ? — Yes ;  I  am  a  tenant  of  the  Corporation,  and 
have  been  so  from  my  commencing  business. 

453.  What  is  the  size  of  your  shop? — I  have  together  three  shops.  I  have  added,  in 
two  instances^  a  shop  to  the  one  I  had  before,  for  the  want  of  room.  The  whole  extent 
of  the  premises  together  is  not  more  than  twice  the  size  of  this  apartment. 

454.  Then  the  exposition  of  your  meat  is  difficult  ? — Yes. 

455.  Is  it  often  placed  upon  the  floor  ? — We  are  not  allowed  to  do  that ;  but  we  are 
very  much  put  to  it  for  room,  though  I  pay  a  very  high  rental. 

456.  Will  you  state  more  in  detail  how  tne  unloading  of  the  meat  is  managed  ? — There 
are  large  town-carts,  which  principally  take  the  hampers  from  the  railways,  and  they  are 
brought  into  the  market.  In  some  instances  thejr  cannot  get  into  the  market,  consequently 
they  have  to  take  the  hampers  off  on  a  truck  with  small  wheels,  and  it  requires  three  or 
four  men  to  push  it  along. 

457.  Is  much  of  the  meat  unloaded  at  a  little  distance  from  the  market? — ^Yes,  in 
Newgate-street. 

458.  Without  bringing  it  through  the  narrow  inlet  you  have  mentioned? — If  it  is 
blocked  up,  they  cannot. 

459.  Is  there  much  inconvenience  in  consequence  of  their  being  unable  to  bring  the 
goods  to  the  edge  of  the  market  ? — The  inconvenience  is  not  felt  so  much  by  us  further 
than  the  stoppage  which  I  speak  of,  which  cuts  off  the  communication  from  one  of  my 
shops  to  the  other,  therefore  1  sustain  very  great  inconvenience  from  the  blockade.  But 
still  it  does  not  matter  to  us,  as  long  as  we  get  the  meat  in  good  time ;  but  "we  cannot  do 
that  at  all  times. 

460.  Assuming  the  meat  to  be  brought  into  the  market,  is  there  sufficient  room  for  un- 
packing it  when  it  arrives  ? — We  are  very  frequently  very  much  crowded  when  there  is  a 
large  supply,  even  after  we  get  the  meat.  We  often  feel  great  inconvenience  in  that 
way,  so  much  so  that  sometimes  in  the  morning  my  neighbours,  having  a  great  quantity 
of  meat,  I  have  difficulty  in  picking  my  way  through  the  hampers  to  get  to  my  premises. 

461.  It  would  be  a  great  convenience  to  you  to  have  more  space  for  unpaclung  the  meat 
when  it  arrives  ? — It  would  be  a  great  object  to  me. 

462.  Supposing  it  to  be  unpadded,  have  you  sufficient  room  for  disposing  of  it,  either 
stowing  it  away  or  exhibiting  it  in  your  shop  ? — I  am  now  pretty  well  off  in  that  respect, 
but,  as  I  before  observed,  I  have  had  to  get  an  addition  to  my  shops ;  I  have  three,  and 
now  I  have  enough  room  to  hang  my  meat,  when  it  is  opened. 

463.  Do  you  know  how  your  neighbours  are  situated  in  that  respect? — I  do.  I  know 
that  some  are  very  short  of  room.    I  can  speak  for  the  one  next  door,  for  instance. 

464.  Has  he  one  shop,  or  more  than  one? — He  has  two. 

465.  Is  much  meat  hurt  in  consequence  ? — I  think  sometimes  there  is  a  want  of  exhi- 
bition of  the  meat,  consequently  it  damages.  It  does  not  actually  spoil,  but  it  damages. 
From  not  being  able  to  open  it,  it  remains  in  the  hamper  till  the  next  day,  and  if  it  is  a 
bad  day,  it  Iooks  much  the  worse  for  it. 

466.  And  that  meat  is  sold  at  a  less  price  in  consequence? — Yes,  it  is. 

467.  Do  you  consider  that  the  want  of  space  is,  on  the  whole,  a  disadvantage  to  the 
persons  who  consign  meat  to  vou  ? — Decidedly. 

468.  Is  it  the  fact  that  through  want  of  room  you  are  unable  in  every  case  to  do  ftiU 
justice  to  your  employers  ? — Precisely  so.  We  are  not  at  all  times  able  to  accomplish  that^ 
from  want  of  space. 

469.  Do  you  consider  the  size  of  the  market  adequate  to  its  purposes? — Decidedly  not ; 
it  is  much  below  the  requirements  for  so  large  a  quantity  of  meat  as  we  have. 

470.  What  do  you  suppose  the  increase  in  the  last  ten  years  to  be? — I  have  been  looking 
over  mv  books  in  consequence  of  a  request  which  I  received  from  the  C\tj  Corporation, 
and  I  snould  compute  the  increase  in  the  market  itself  to  be  almost  double  m  ten  years, — 
that  is,  that  there  is  double  the  quantity  of  country  meat  that  there  was  ten  years  ago. 
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471.  Can  you  give  the  Commissioners  an  idea  what  the  quantity  is? — It  would  take  December  19, 1849. 
a  great  deal  of  trouble  to  get  it  out.     I  could  tell  my  own  quantity  nrom  my  books.  

472.  You  know,  from  practical  experience,  what  the  trade  was  ten  years  ago,  and  you  ^^'  ^'  •^^  Prentice. 
know  that  now  it  is  doubled  ? — Yes. 

473.  What  quantity  of  cattle  is  slaughtered  in  the  market  ? — A  very  small  quantity  of 
cattle  is  slaughtered  in  Newgate  market ;  it  is  merely  a  dead-meat  market. 

474.  Is  there  a  celler  used  for  slaughtering  under  your  shop? — No,  I  have  none. 

475.  But  are  there  cellars  so  used  ? — There  are  a  few  such  cases  to  be  found ;  but  they 
are  not  much  used. 

476.  And  they  have  greatly  diminished  in  number  ? — Yes. 

477.  Is  the  practice  of  slaughtering  in  cellars  in  Newgate  market  going  out? — Yes;  very 
much. 

478.  Has  the  sending  of  meat  by  railway  diminished  the  practice  of  slaughtering  in  the 
market  ? — Very  greatly. 

479.  Does  it  appear  to  you  that  there  is  any  advantage  in  continuing  the  permission  to 
slaughter  under  the  shops  in  the  dead-meat  market  ? — I  think,  to  prevent  that  being  done 
would  be  a  detriment  to  business,  for  in  some  instances  we  have  sheep  sent  up  alive.  I 
mvself  have  consi^ments  of  sheep  sent  up  alive,  and  I  have  to  get  them  slaughtered  some- 
where, and  it  is  highly  necessary  that  there  should  be  some  convenience  of  the  kind. 

480.  Do  you  thmk  it  necessary  that  they  should  be  slaughtered  under  the  shops  ? — It  is 
not  at  all  necessary ;  and  in  most  instances  now  they  have  slaughter-houses  on  the  ground - 
floor. 

481.  Would  it  not  be  sufficient  if  the  sheep  were  slaughtered  in  the  neighbourhood  of 
the  market  ? — Yes ;  if  it  were  in  the  immediate  neighlK)urhood,  and  if  they  had  not  to 
take  them  far  after  being  slaughtered. 

482.  Do  you  consider  it  advantageous  for  Newgate  market  that  it  is  in  the  neighbour- 
hood of  Smithfield  market  ? — DecidSlly. 

483.  In  what  does  the  advantage  consist  ? — In  this : — supposing  that  I  am  a  butcher 
requiring  to  buy ;  I  come  to  SmitlSeld,  and  find  mutton  at  6d.  a-pound,  and  I  do  not  like 
to  give  so  much,  and  I  go  to  Newgate  market :  when  I  get  there,  perhaps  I  find  it  is  6^^. 
a-pound,  and  I  have  an  opportunity  of  going  back  to  Smithfield  to  Duy  my  meat ;  and,  vice 
versdy  if  I  go  to  the  live  market,  and  find  meat  very  dear,  having  ascertained  that,  I  can 
come  to  the  dead  market  and  buy  meat  there,  if  cheaper. 

484.  Do  the  butchers  who  attend  Smithfield  market  generally  visit  Newgate  market  ? — 
Most  of  them  ;  they  go  backwards  and  forwards.  The  country  butchers  generally  deal  at 
both  markets. 

485.  Many  persons  must  go  to  Newgate  market  who  do  not  go  to  Smithfield  market  ? — 
Yes,  there  are  some  ;  but  the  greater  portion  go  to  both  markets. 

486.  Is  it  not  the  fact,  that  Newgate  market  is  held  every  day  in  the  week,  whereas 
Smithfield  is  held  only  two  days  in  the  week? — Yes. 

487.  Therefore  on  the  days  on  which  Smithfield  market  is  not  held,  those  who  attend 
Newgate  market  have  no  opportunity  of  attending  Smithfield  market? — No,  they  have 
not. 

488.  Is  it  the  fiict  that  Newgate  market  is  better  attended  on  the  days  on  which  Smith- 
field  market  is  held? — Yes. 

489.  Is  there  a  great  difierence  between  the  attendance  on  those  days  and  other  days? 
— Yes;  on  Mondays  and  Fridays  we  have  a  great  many  more  butchers  at  Newgate 
market  than  on  the  other  days  of  the  week,  except  Saturday. 

490.  Is  not  Saturday  a  great  day  at  Newgate  market? — Yes. 

491.  Is  the  attendance  mller  on  Saturday  than  on  other  days? — Yes. 

492.  Than  on  Monday  or  Friday  ?— Yes. 

493.  Then  the  greatest  attendance  is  on  the  day  on  which  Smithfield  market  is  not  held? 
— ^Yes ;  but  that  is  easily  accounted  for,  by  Saturday  being  the  day  upon  which  everybody 
provides  for  the  Sunday. 

494.  Do  people  come  to  Newgate  market  on  Saturday  more  than  on  Friday  ? — Yes ;  the 
public,  as  well  as  butchers,  come  on  Saturday ;  we  get  an  influx  of  all  kinds  of  buyers. 
The  tavern-keepers  and  a  great  many  persons  use  the  wholesale  market. 

495.  The  smaller  butchers  in  the  surrounding  districts  come  on  Saturday  to  Newgate 
market  ? — Yes. 

4%.  And  you  have  persons  who  come  to  Newgate  market  who  never  go  to  Smithfield 
market  at  all  ? — ^Yes,  small  butchers. 

497.  Do  they  come  on  Saturday  more  than  on  Tuesdays,  Wednesdays,  and  Thursdays? 
— Yes,  that  class  of  buyers  come  principally  upon  Saturday. 

498.  As  soon  as  you  have  unpacked  tne  meat  that  you  receive,  do  you  proceed  to  sell  it 
if  you  have  ^t  a  customer? — Yes;  directly  we  unpack  it  we  put  it  upon  the  hooks  and 
begin  to  sell  it. 

499.  You  do  not  wait  for  a  visit  from  the  Inspector  of  the  market  ? — ^Yes,  if  we  have  an 
article  that  we  are;  in  doubt  about ;  if  we  have  any  article  of  that  kind  it  is  not  exposed 
for  sale  till  the  Inspector  has  seen  and  examined  it. 

500.  But,  as  a  matter  of  fact,  you  sell  a  certain  portion  of  meat  which  is  not  seen  by  the 
Inspector? — Yes;  anything  that  is  of  an  unquestionable  character  we  sell  without  the 
least  hesitation. 

501.  The  attention  of  the  Inspector  is  called  to  unsound  meat  by  the  salesmen  ? — Yes, 
not  only  as  a  matter  of  propriety,  but  as  a  matter  of  convenience  to  ourselves,  because  if 
we  sell  meat  which  is  found  to  be  unwholesome  we  are  brought  before  a  magistrate. 
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December  19, 1849.       502.  The  Inspector  would  have  an  opportunity  of  seeing  unsound  meat  if  it  was  exposed 
"~^     .      ^^  *b®  market,  even  if  you  did  not  give  him  information  ? — ^Yes,  he  is  always  walking 
-tlLt.W.  J,  Prentice,  about  the  market. 

503.  Do  you  believe  any  considerable  quantity  of  unwholesome  meat  is  sold  in  Newgate 
market  ? — I  think,  not  to  the  amount  persons  ima^ne.  Tliere  is  a  great  deal  of  plain  meat 
sold  which  many  persons,  who  do  not  understand  it,  imagine  to  be  unwholesome,  whereas 
it  is  notoriously  good  meat,  but  very  thin  and  poor.  A  great  deal  of  plain  meat  is  sold, 
but  it  forms  a  small  proportion  of  the  aggregate  of  meat  mat  is  sold  in  the  market. 

504.  What  do  you  mean  by  •*  plain  meat"  ? — Very  poor  meat,  that  is  killed  in  an  unfit 
state.  You  may  compare  it  to  a  fruit  gathered  before  it  is  ripe ;  a  great  deal  of  poor 
mutton,  for  instance,  which  is  very  thin,  but  wholesome  enough. 

505.  Do  you  believe  it  to  be  possible  to  enlarge  Newgate  market  suflSciently  for  the 
Want9  of  the  metropolis  ? — Yes,  I  think  it  is  possible ;  and  I  think  that  an  enlargement  of 
Newffate  market,  to  a  certain  extent,  would  accomplish  every  object.  It  is  Wonderfiil  to 
me  that  we  have  been  able  to  conduct  the  business  without  those  thoroughfares  which  I 
have  before  alluded  to.  We  have  nothing  like  a  thoroughlkre,  which  makes  a  great  deal 
of  difference  to  the  whole  process. 

506.  If  you  had  good  thoroughfares,  and  the  market  were  enlaced,  do  you  tiiink  it 
would  be  sufiicient  for  all  the  wants  of  the  Metropolis  ? — I  do. 

607.  That  is,  if  it  were  enlarged  to  the  extent  of  double  the  spaee  now  occupied  in  the 
sale  of  meat  ? — Yes ;  if  we  had  half  as  much  space  again  it  would  do  very  weU. 

508.  Do  you  think  that  if  it  were  a  third  larger  than  the  mresent  market,  and  proper 
inlets  made,  the  public  would  be  sufficiently  accommodated  ?— Yes. 

509.  If,  for  instance,  the  poultry*market,  or  any  other  part  of  the  business  which  is  now 
done  in  Newgate  market,  were  removed,  and  that  space  were  added  to  the  dead-meat 
market,  do  you  think  it  Would  be  attended  with  advantage  to  the  dead-4netit  market  ? — 
We  should,  in  that  case,  get  the  benefit  of  the  space  so  occupied,  but  we  should  lose  in 
another  way — ^we  find  that  persons  who  come  to  buy  poultry  buy  meat  of  u«,  and  by  the 
removal  of  the  poultry  maricet  we  should  lose  it  in  ttie  same  way  as  we  lost  when  the  green 
market  was  removed.    When  the  green  market  e^risted,  we  used  to  serve  a  great  many 

Ecrsons  who  came  to  buy  vegetables :  we  found  that  when  they  had  half  a  load  of  V^;eta- 
les,  thev  often  filled  up  with  meat,  and  we  miss  a  great  many  of  those  kind  of  people. 

510.  When  you  have  live  beasts  consigned  to  you,  where  do  you  send  them  to  be  slaugh- 
tered ? — To  the  neighbourhood  of  Smithfield  market  5  there  is  one  particular  peison  that  I 
send  them  to. 

511.  What  do  they  charge  for  slaughtering  beasts  ? — The  present  price  is  3*.  6rf.  per 
head ;  some  charge  3*. 

512.  Do  you  think  you  get  all  the  fat  and  profit  of  the  beasts  that  th^  slaughter?— 
We  take  care  to  send  a  man  with  the  beasts ;  but  I  believe  1  have  a  vety  honourable  man 
to  deal  with. 

513.  But  you  have  to  send  a  man  in  all  cases  ? — Yes ;  that  is  the  t^ular  custom,  or  we 
go  ourselves. 

514.  Supposing  there  were  public  slaughter-houses,  with  parties  appointed  to  supervise. 
Would  there  be  any  necessity  for  sending  a  man  with  the  beasts  that  were  to  be  slaughtered  ? 
— ^I  do  not  think  there  would  be  any  advantage  in  that — there  Would  be  a  great  jeidousy 
existing. 

515.  How  is  the  carcass  brought  to  your  place  of  business  ?^-In  a  large  eart. 

516.  Does  it  suffer  from  the  transit  ?— No ;  it  is  so  short  a  trattsit*^ve  minutes  would 
accomplish  it. 

517.  Do  they  usi6  any  particular  care  in  the  transit  of  the  carcasses,  to  prevent  their 
knocking  against  each  other  ? — Yes ;  they  have  a  large  and  capacious  catt,  wiA  rails  to 
lay  the  carcasses  ott. 

518.  How  fiir  do  you  think  a  carcass  could  be  conveyed  without  any  injury  to  ft?— It 
would  not  do  to  have  it  carried  about  in  that  state  before  it  is  thoroughly  settled.  We 
require  the  meat  fresh,  and  there  is  always  a  loos^ess  about  it,  and  a  moistatts ;  if  it  were 
aft  hour's  ride,  or  half  an  hour's  ride,  it  would  be  Very  detrimental  to  tihie  state  of  tie  meat 
before  it  was  hung  un  on  our  hooks,  particularly  in  warm  weather. 

519.  And  it  Would  ["interfere  with  the  trade,  by  the  accumulation  of  carts  employed  in 
bringingthe  carcasses  ? — Yes ;  and  it  would  give  us  a  great  deal  more  trouble  than  it  does  timr. 

520.  1)0  you  find  that  meat  which  is  sold  to  poor  customers  must  be  more  frc»h,  and 
have  a  more  florid  look  than  that  which  is  sold  to  families  ?— 1  do  not  know  mudi  about 
what  the  butchers  do ;  but  this  1  know,  from  those  who  buy  of  me,  that  country-killed 
meat,  which  looks  inferior  to  other  meat,  is  frequently  sold  to  fiimilies,  though  tne  poor 
people  will  not  buy  it. 

521.  If  it  does  not  please  the  eye  they  think  it  unwholesome  ? — Yes ;  in  fk<^  I  have  had 
articles  hanging  for  sale  that  poor  people  look  at  and  turn  up  their  noses,  but  which  is 
very  good  country  meat;  it  is  frequently  a  little  injured  in  appearance  by  the  packing, 
but  is  just  what  a  good  judge  would  appreciate. 

522.  Is  there  any  other  observation  that  you  would  wish  to  make  to  Ae  Commisstoners, 
with  re^rd  to  Newgate  market  ? — I  would  say,  with  respect  to  my  own  evidence,  I  am  in 
a  very  independent  position :  it  would  not  matter  to  me  in  what  way  the  business  was 
done,  being  merely  an  agent ;  I  have  no  local  interests,  being  a  tenant  of  the  Corporation, 
I  am  as  much  at  liberty  as  any  one  can  be,  and  I  have  been  many  years  a  tenant  off  tiie 
Corporation,  and  have  paid  very  large  sums  of  money  lor  rent :  at  the  same  time,  I  am  very 
well  satisfied,  but  1  am  quite  aware  that  there  is  great  room  for  complaint.  With  respect 
to  the  want  of  thoroughfare,  and  the  obser^^ation  that  I  would  make  would  be  this :  that  if 


Digitized  by 


Google 


SMITHFIELD  MARKET  COMMISSION.  31 

the  market  were  enlarged  to  the  extent  I  have  stated,  ev^  purpose  would  be  accomplished,  December  19, 1849, 

and  we  should  also  be  near  Smithfield  market,  and  have  the  benefit  I  have  described,  of  

giving  the  buyers  the  option  of  either  market  ^^-  ^-  •'•  ^^^f*^^ 

523.  Supposing  the  cattle  market  were  removed  from  Smithfield,  what  effect  would  that 
have  upon  Newgate  market  ? — I  should  look  forward  to  its  being  productive  of  a  benefit 
to  the  salesmen  in  Newgate  market,  inasmuch  as  the  butcher  would  be  compelled  more 
than  at  present  to  buy  dead  meat.  He  would  not  have  the  facility  of  making  the  choice  at 
cither  market. 

524.  Supposing  the  cattle  market  were  at  a  greater  distance  from  the  centre  of  the  town, 
would  that  chaise  of  site  have  any  tendency  to  increase  the  importance  of  the  dead^meat 
market  ? — ^Yes ;  it  would  oblige  many  butchers  to  buy  their  meat  dead  who  now  buy  it 
alive,  and  they  would  be  obliged  to  come  to  the  d€»d-meat  market  instead  of  goii^  to  the 
cattle  market, 

525.  On  that  supposition,  th^re  would  be  an  increased  necessity  for  the  enlargement  of 
Newgate  market  ?— Y  es. 

526.  With  reference  to  those  who  transmit  the  dead  carcasses  from  great  distances— from 
Scotland,  and  so  forth — does  it  come  within  your  knowledge  whether  they  suffer  the  car-* 
casscs  to  get  cold  and  stiff  before  they  send  them,  or  whether  they  pack  them  warm  ? — Tfeey 
suffer  them  to  get  cold  before  they  send  them ;  they  are  very  particijdar  about  that ;  ana 
it  is  of  very  great  importance,  for  if  they  packed  the  carcasses  when  warm  they  would 
arrive  in  a  putrid  state,  particularly  at  certain  times  of  the  year. 

527.  If  you  had  carcasses  to  be  transmitted  to  your  place  of  sale,  apd  then  to  be  carried  one 
or  two  miles,  the  practice  would  be  that  they  should  be  suffered  to  get  cold  and  stiff  before 
they  were  transmitted  to  you? — That  would  be  very  important ;  but  I  would  make  another 
observation  with  regard  to  that  i  if  a  butcher  were  obliged  to  have  his  meat  killed  at  a 
certain  diistance,  it  might  be  exceedingly  inconvenient  for  him  to  ffet  it  killed  at  that 
place  and  remove  it  to  his  shop,  and  it  would  frequently  happen  that  he  must  move  it 
whether  it  was  in  a  proper  state  to  be  removed  or  not,  in  order  to  get  it  to  his  place  of  sale, 
and  thus  the  public  would  suffer  from  the  establishment  of  abattoirs. 

528.  If  the  place  at  which  cattle  were  slaughtered  were  any  great  distance  fi'om  the 
place  of  business,  you  think  the  public  would  suffer  ? — I  am  sure  they  would.  Perhaps  I 
might  be  allowed  to  make  an  observation :  I  was  in  Paris  on  one  occasion,  and  saw  the 
abattoirs^  and  I  at  once  saw  the  complete  fallacy  oS  the  boasted  statements  respecting  the 
French  butchers,  and  I  have  no  hesitation  in  saying  that  the  French  are  quite  a  century 
behind  us  in  the  preparation  of  meat  and  the  dressing  of  moat,  in  order  to  render  it  a 
good  article. 

529.  Will  you  describe  the  particulars  in  which  the  French  are  inferior  to  the  Unglish 
butchers  ?— In  the  first  place,  tney  inflate  the  animal  with  a  large  pair  of  bellows.  I 
observed  that  invariably  they  tooK  an  immense  pair  of  bellows  and  blew  out  the  animsd 
so  as  to  disguise  the  meat,  that  one  would  not  know  whether  it  was  a  cow  or  an  ox. 

530.  For  what  reason  do  they  inflate  their  animals  ? — I  presume  they  do  it  because 
they  are  not  so  fat  as  our  animals. 

531.  Do  they  inflate  them  in  order  to  facilitate  the  removal  of  the  skin  from  the 
carcasses  ? — Yes,  that  is  one  reason ;  and  I  observed  that  they  took  off  all  the  lower 
portions  of  the  animal,  and  left  them  in  the  hide ;  they  were  left  for  the  people  to  ccwne 
and  take  out  for  the  soup-houses. 

532.  Does  it  come  within  your  cognizance  that  people  are  permitted  to  enter  those 
abattoirs  for  that  purpose  ? — Yes ;  certain  parties  who  contract  for  it  I  may  perhaps  be 
allowed  to  make  one  more  observation  respecting  what  I  observed  in  France,  which  is, 
that  they  have  so  much  skill  in  cooking  the  meat  uiat  it  hardly  matters  to  them  whether 
it  is  tainted  or  not.  I  am  speaking  from  my  own  observation.  I  went  into  a  caf4  there^ 
and  called  for  a  beef-steak,  in  order  to  test  the  quality  of  the  meat,  and  the  cooking  made 
it  very  savory,  but  directly  I  put  my  knife  into  it,  it  crumbled  under  it,  being  positively 
decomposed. 

533.  Are  you  able  to  say  that  the  meat  was  bad  by  merely  touching  it  with  your  knife  ? 
— I  can  say  that  it  had  be«a  kept  a  good  deal  too  long  to  suit  the  English  taste  j  but 
being  so  well  cooked  and  flavoured,  any  one  not  knowing  what  it  was  might  have  pro^ 
nounced  it  very  good. 

534.  Is  there  anything  else  which  it  occurs  to  you  to  mention  ? — I  should  observe,  that 
the  system  which  they  adopt  in  Paris,  as  regards  tne  slaughtering,  appeared  to  me  exceed- 
ingly defective ;  their  system  of  order  was  carried  to  that  extent  that  I  observed  animals 
lying  upon  the  ground  with  the  entrails  inside  of  them  for  nearly  half  an  hour,  which  in 
this  country  would  be  thought  quite  out-of-the-way.  In  order  to  carry  out  the  system  of 
of  one  man  being  employed  to  do  this,  and  another  man  being  employed  to  do  that,  a 
great  many  animals  were  kept  much  too  long  with  their  entraus  inside  of  them.  Now 
every  experienced  butcher  in  this  country  knows  that  that  ought  not  to  be  allowed ;  the 
object  in  England  is,  to  get  the  entrails  removed  as  quickly  as  possible  after  death,  for 
sometimes  in  hot  weather  the  entrails  remaining  inside  the  animal  for  a  very  short  time 
only  after  death  would  be  sufficient  to  taint  the  whole  body  of  the  meat. 

535.  Is  it  the  fact  that  in  France  their  operations  are  much  slower  than  in  England? 
— Yes,  there  are  more  people  employed,  but  the  work  is  done  more  slowly  notwith- 
standing. 

536.  To  what  do  you  attribute  that  difference  between  the  EugUsh  and  the  French 
butchers  ? — To  tha  love  they  have  in  Franco  for  form  and  ceremony. 
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December  19,  1849.       537.  Is  it  owing  to  the  natural  habits  of  the  trade  or  to  over-regulation  by  the  Govem- 
•  •      ;— —  '  ment  ? — I  think  it  is  owing  to  over-regulation  by  the  Government. 

iJLr.W,  J.  Prentice.       538.  Do  you  happen  to  remember  the  name  of  the  abattoir  which  you  visited? — 
Mont  Martre. 

539.  Are  you  of  opinion  that  that  plan  of  inflating  the  carcass,  and  also  the  circum- 
stance of  the  intestines  being  allowed  to  remain  a  longer  time  than  you  think  right  in 
contact  with  the  carcass,  are  essential  to  the  system  of  abattoirs?^— I  am  not  aware  that 
they  are,  but  that  was  the  system  in  that  abattoir  which  I  visited,  and  I  was  likewise 
informed  that  it  was  the  same  in  another  place,  but  that  I  did  not  see. 

540.  Have  you  considered  the  subject  of  slaughtering,  with  regard  to  London? — ^Yes ; 
I  Jiave  seen  a  good  deal  of  it. 

641.  Does  it  occur  to  you  that  there  are  any  objections  to  the  present  system  of  allowing 
anybody  to  slaughter  anything  he  thinks  fit  in  any  place  which  he  selects  ? — I  think  there 
cannot  now  be  any  objection  under  the  present  regulations ;  there  are  Inspectors  to  all  the 
different  localities. 

642.  In  the  City  there  is  an  Inspector,  but  not  outside  the  City  ? — I  thought  there  was. 
It  is  very  much  to  the  interest  of  every  butcher  to  keep  his  place  in  good  order.  I  think 
under  the  present  regulations  in  the  City  there  is  nothing  to  complain  of  now.  The  place 
where  my  animals  are  slaughtered  is  a  picture  of  cleanliness. 

643.  Do  you  live  in  the  market? — No,  I  reside  at  Islington  ;  there  is  no  house  attached 
to  my  premises,  if  I  have  anything  consigned  to  me  alive,  I  go  or  send  to  see  it  killed. 

544.  Has  there  been  any  case  of  sickness  in  the  market  during  the  late  cholera  ? — Not 
one  case  ;  in  fact,  I  have  not  heard  of  any  person  being  ill  but  one ;  but  he  was  taken  ill 
of  cholera,  not  in  the  market,  but  at  Walworth,  where  he  resided. 

545.  With  respect  to  what  you  have  stated  as  to  the  slaughter-houses,  I  should  wish  to 
read  the  following : — "  A  second  evil  and  nuisance  necessarily  continent  upon  the  locality 
of  slaughter-houses,  however  stringently  supervised  and  regulated,  in  the  midst  of  large 
and  populous  towns,  is  the  quantity  of  animal  ordure  deposited  upon  the  public  streets  and 
thoroughferes  leading  to  such  slaughter-houses,  which,  besides  forming  a  most  offensive 
addition  to  the  ordinary  surface-filth,  excites  and  accelerates  its  decomposition.  Tlris  evil 
is  augmented  in  the  ratio  of  the  size  of  the  town,  and  where,  as  in  London,  most  of  the 
surfisice  filth  of  the  streets  is  washed  down  into  the  sewers,  the  continual  passage  of  cattle, 
sheep,  and  pigs  in  the  neighbourhood  of  the  intramural  slaughter-houses  must  materially 
increase  the  amount  of  that  decomposing  matter,  the  emanations  of  which  are  constantly 
escaping  from  the  untrapped  gully-holes  to  infect  the  atmosphere  of  the  metropolis.  Nor 
ought  the  occasionally  fatal  injuries,  and  the  constant  peril  of  life  and  limb,  incurred  by 
the  inhabitants  of  large  towns,  the  streets  of  which  are  so  frequently  traversed  by  goaded 
and  over-driven  cattle,  to  be  overlooked  in  an  enumeration  of  the  inevitable  evils  of 
slaughter-houses  situated  in  the  crowded  parts  of  towns."  This  is  part  of  a  Report  pub- 
lished in  1845  by  the  Commissioners  on  the  State  of  large  Towns  and  Populous  Districts : 
how  far  does  your  experience  of  slaughter-houses  coinciae  with  that  statement  ? — I  should 
say  that  that  is  a  statement  of  a  theoretical  nature,  and  not  at  all  borne  out  in  fact.  I  can 
give  two  or  three  reasons  for  saying  so.  Indeed,  it  is  self-evident ;  for  every  article  which 
they  speak  of  as  being  so  offensive  is  in  request,  and  parties  are  willing  to  take  them  out 
of  the  way.  There  are  applicants  from  all  quarters  even  for  the  manure,  and  they  make  a 
profit  of  all  those  things. 

546.  The  scavengers  who  go  round  the  streets  take  those  articles  away? — It  does  not 
fall  to  them,  but  there  are  persons  in  the  neighbourhood  of  London  who  collect  them  ;  and 
I  should  say  that  that  is  a  statement  entirely  based  upon  theory,  and  not  at  all  upon 
practice. 

547.  Have  you  observed  any  inconvenience  to  arise  from  the  present  slaughter-houses  in 
London  ? — Not  any. 

548.  They  have  greatly  diminished  in  number  ? — ^Very  greatly ;  there  is  nothing  like 
the  killing  in  cellars  that,  formerly  existed.  A  great  deal  of  public  attention  has  been 
called  to  it,  and  the  evil  has  been  very  much  mitigated. 

549.  Is  that  likely  to  continue  to  diminish  ? — 1  think  it  will  continue  to  diminish ;  in 
fact,  it  is  falling  into  disuse,  I  am  happy  to  say. 

550.  Dp  you  consider  that  under-ground  slaughter-houses  are  objectionable? — ^Very 
much  so,  unless  they  are  on  a  very  large  scale;  but  even  then  I  should  object  to  them, 
because  the  animal  would  lose  the  benefit  of  the  air  that  might  be  obtained  on  the  ground- 
floor  wherever  the  slaughter-house  was. 

551.  You  stated  that  the  slaughter-houses  in  the  City  were  under  good  regulations. 
What  are  the  regulations  ? — No  one  is  allowed  to  carry  on  a  slaughter-house  without  a 
licence. 

552.  Is  that  under  a  local  Act  ? — I  think  it  is  under  a  bye-law :  the  City  authorities  are 
exceedingly  strict. 

554.  Are  there  any  other  regulations  ? — ^The  Inspector  visits  the  slaughter-houses  to  see 
that  they  are  kept  clean. 

655.  Are  the  visits  effectual  for  that  purpose  ? — Decidedly. 

536.  Suppose  the  inspector  found  that  a  slau^ter-house  was  not  clean,  or  was  a  nuisance 
to  the  neignlbourhood ;  what  steps  would  he  take?— I  presume  that  he  would  not  grant 
the  licence  on  the  next  application  for  it :  the  licences  are  ^nted  for  a  year. 

557.  Do  you  see  any  objection  to  extending  that  regulation  to  the  other  parts  of  the 
metropolis? — I  do  not;  I  should  rather  recommend  it     I  should  say  the  public  would 
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bene&t  by  the  slaughter-houses  being  under  control.     In  the  West  End  there  is  nothing  at  December  19,  \Si9. 
all  to  complain  of.     In  most  instances  the  butchers  residing  in  the  West  End  are  obliged  — -       . 

to  be  exceedingly  particular :  I  allude  to  the  more  open  Realities ;  and  any  one  wallung  ^*  ^'  •^^  ^*^^^^' 
through  the  West  end  of  the  town  will  have  no  occasion  to  complain  in  any  way.     I  spes£ 
from  my  own  observation ;  for  I  go  round  collecting  every  Tuesday,  and  1  take  the  whole 
circuit  of  the  West  End. 

558.  Have  you  been  in  the  principal  slaughter-houses  in  Clare  market  ? — No. 

559.  Have  you  been  in  the  slaughter-house  in  Market-street,  Jermyn-street  ? — Yes. 

560.  Is  that  in  as  good  a  state  as  the  slaughter-houses  in  the  City  ? — It  is  not  in  so  good 
a  state  as  those  in  the  City;  the  slaughter-houses  in  the  City  are  very  superior  to  it. 

561.  Are  you  aware  that  the  slaughter-houses  in  New^te  market  have  a  receptacle  for 
the  blood  of  the  beasts  which  they  call  the  ^^  blood-hole?  — Yes,  there  is  a  place  of  that 
kind  in  the  slaughter-house  where  my  beasts  are  killed,  and  the  butchers  receive  a  good 
deal  of  money  from  the  sugar-bakers  and  colour-makers  for  the  blood. 

562.  Are  you  aware  that  the  colour-maker  in  the  summer  time  frequently  does  not  find 
it  convenient  to  send  for  this  blood  till  it  has  accumulated  in  large  quantities? — I  shoidd 
have  thought  he  would  have  sent  for  it,  for  the  plan  of  doing  business  is,  that  the  consumer 
contracts,  and  therefore  he  is  not  consulting  his  own  interest  if  he  allows  the  blood  to 
remain  perishing,  for  it  is  not  of  so  much  use  to  him  if  it  is  tainted.  They  pay  so  much 
a-year.  In  many  instances  10/.,  and  in  some  20/.  a-year  for  the  whole  of  the  blood  in  a 
slaughter-house.  I  can  give  an  instance,  Mr.  Carpenter  has  so  much  per  annum  for  all  the 
blocd  of  the  animals  that  he  slaughters,  and  there  is  great  care  taken  on  the  part  of  the 
consumer  to  provide  lai^  casks  in  which  to  take  it  away,  that  they  may  get  it  m  the  best 
state  that  they  can. 

563.  At  present,  a  butcher  out  of  the  City  can  slaughter  upon  his  o^vn  premises  as  he 
thinks  fit,  without  any  licence,  and  without  any  inspection,  provided  he  is  not  prohibited 
by  anv  covenant  in  his  lease? — Yes. 

564.  In  a  CTeat  part  of  the  metropolis,  therefore,  there  is  no  protection  against  con- 
verting any  f)lace  into  a  slaughter-house,  except  the  care  of  the  landlord  ? — No ;  there  is  no 
other  protection  than  the  fear  of  being  indicted. 

565.  That  is  a  subsequent  operation,  but  if  a  person  chooses  to  convert  any  building  into 
a  slaughter-house,  he  can  do  so,  provided  he  is  not  restrained  by  ady  covenant  in  his  lease  ? 
— Yes,  he  can,  of  course,  subject  to  the  consequences  of  doing  so. 

566.  Do  you  think  the  butchers  of  that  part  of  the  town  would  have  reason  to  complain 
if  they  were  made  subject  to  a  licence  in  the  same  manner  as  the  butchers  in  the  City? — I 
think  not.  No  respectable,  well-intentioned  man  could  complain,  if  the  licence  were  not 
venr  expensive. 

567.  Assuming  the  licence  to  be  required  merely  for  the  purpose  of  preventing  improper 
slaughter-houses,  and  not  for  the  purpose  of  raising  any  money,  would  it,  according  to  your 
view,  be  likely  not  to  be  objected  to  by  the  trade? — I  think  they  would  rather  approve  of 
it ;  and  a  respectable  man  would  feel  nimself  better  situated  under  a  control  of  tnat  kind, 
not  having  a  large  sum  of  money  to  pay  for  his  licence  if  under  the  surveillance  of  parties 
who  would  allow  him  to  carry  on  the  business  in  a  legitimate  and  proper  way. 

568.  Would  it  not,  to  a  certain  extent,  be  a  protection  to  respectable  butchers  that 
there  should  be  such  a  system  of  licences? — It  strikes  me  that  it  would  be  so.  Ihere  are 
a  great  many  butchers  at  the  west  end  of  the  town  who  have  no  slaughter-houses  of  their 
own,  but  who  buy  their  meat  dead.  I  could  name  a  great  many  butchers  who  are  doing  a 
large  business  who  have  no  slaughter-houses  ;  but  there  are  many  who,  from  the  time  they 
commenced  business,  have  been  in  the  habit  of  killing  meat ;  and  there  is  a  great  deal 
of  pride  on  the  part  of  butchers  in  killing  their  own  animals  occasionally,  and  exhibiting 
them. 

569  A  slauehter-house  is  by  no  means  essential  to  the  business  of  a  butcher  in  the 
Metropolis  ? — I  might  almost  say  it  was  essential,  for  there  aof  certain  times  in  which  a 
butcher,  for  instance  in  the  lamb  season,  would  be  very  liable  to  lose  his  trade  for  lamb 
unless  he  had  a  slaughter-house. 

570.  How  then  do  those  butchers  who  have  no  slaughter-house  carry  on  their  trade  ? — 
They  get  the  animals  killed  somewhere,  or  they  are  obliged  to  buy  them  dead. 

571.  Are  there  not  a  great  many  butchers  who  kill  their  own  sneep  and  lambs,  but  who 
do  not  kill  oxen? — Yes;  a  great  many  kill  lambs  in  hot  weather,  who  do  not  kill  anything 
else. 

572.  Is  it  the  case  that  those  butchers  who  wish  to  present  their  meat  in  the  best  state 
must  have  a  slaughter-house  ? — Yes ;  they  have  then  an  opportunity  of  killing  when  they 
like,  and  exhibiting  their  animals  in  the  liest  style.  I  can  speak  from  mv  own  experience 
to  that ;  my  father  being  a  butcher,  we  were  obliged  to  kill  lambs  on  ^turday  night  for 
the  Sunday's  supply  in  hot  weather ;  we  have  killed  them  in  the  cool  of  the  Saturday 
evening  frequently  for  the  next  day's  consumption. 

Adjourned  till  Wednesday,  the  2nd  of  January,  1850. 
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Wednesday,  January  2,  1850* 
J>nn>ry2,l850.  Geoboe  CbRNEWALL  Lewis,  Eaq.,  M.P.,  m  tbe  Chain 

Mr.  iJ.  PocAi&i^fcm.  Mr.  5a&r<  Pocklingtan  examined. 

573.  What  office  do  you  hold  in  connexion  with  Newgate  market?— -Inspector  of  dead  maai, 
and  the  collector  of  the  rents  of  the  Corporation* 

574.  When  were  yon  appointed? — Last  February. 

575.  By  what  authority  were  you  appointed? — By  the  Lord  Mayor  and  by  the  Markets 
Committee. 

576.  Is  that  an  office  created  by  Act  of  Parliament,  or  is  it  by  a  bye-kw  of  the  Gty  ?>-*-I 
cannot  answer  that  question.     I  should  imagine,  by  an  order  of  the  Corporation* 

577.  What  is  your  remuneration  ? — I' have  202.  a^year  for  being  inspector. 

578.  From  what  fund  are  you  paid  ? — That  I  cannot  tell. 

579.  By  whom  are  you  paid  ? — I  am  paid  at  Guildhall^  at  the  Chamberlain's  Office. 

580.  What  are  your  duties  ? — My  duties  are,  to  go  to  every  shop  round  the  market  to  sea 
that  they  have  no  bad  meat  that  is  not  fit  for  sale;  if  it  is  hung  up  by  the  hooks,  and  is  what 
I  call  bad  or  physicked,  which  is  frequently  the  case,  or  if  it  is  a  dead  sheep  that  died  of  itsd( 
I  seixe  it.  Sometimes  it  is  as  green  as  it  can  be,  not  fit  for  anybody  to  eat.  It  is  hung  up  oa 
tbe  hooks,  and  noted  as  coming  from  ^is  gentleman  or  the  other  gentleman,  and  exposed  for 
sale.  When  I  find  that  it  is  not  fit  for  anybody  to  eat,  I  seize  it,  and  take  it  to  Mr.  Atcherl^'s 
at  Cow-cross,  and  have  the  meat  cut  from  the  bone,  and  the  meat  put  into  one  boiling  copper^ 
and  the  bones  into  another,  and  they  are  boiled  for  several  hours,  so  that  it  is  not  fit  for  any- 
body to  eat,  nor  even  to  be  used  for  sausages. 

^1.  How  often  do  you  attend  at  the  market? — Every  mormne;  at  fire  o'clock. 

582.  How  long  do  you  continue  in  attendance? — Till  twelve  o clodc 

583.  Does  the  market  close  at  twelve  o*clock? — In  tbe  day  time,  the  whcdesak  shops  do. 
And  on  Saturdajrs  I  am  there  from  five  o'clock  to  eleven  at  night 

584.  Do  you  often  seize  meat? — I  am  sorry  to  say,  too  often. 

585.  How  many  times  in  the  course  of  a  week  in  genial  have  you  occasion  to  seize  any 
meat? — ^This  last  month  I  have  seized  34  quarters  of  b^f,  31  sheep,  8  pigs,  and  1  calf.  The 
largest  quantity  seized  in  one  month— 48  quarters  of  beef,  56  sheepi  8  pigs»  5  calves. 

586.  May  that  be  taken  as  a  fair  sample  of  the  number  seized  in  a  month  ?< — ^I  have  seized 
a  grmit  deal  more  than  that,  but  I  am  speaking  of  the  last  month. 

587.  May  the  last  month  be  taken  as  a  fair  specimen  of  an  ordinary  mondi  ?-^I  should  say 
it  is  less  than  in  any  prior  nnrnth  since  I  have  been  in  office. 

588.  Is  much  meat  sold  in  the  niarket  without  your  previously  inspecting  it? — ^Thousands 
and  thousands. 

589.  In  what  way  are  you  able  to  discover  unwholesome  meat? — From  being  in  the  trade 
since  I  was  a  child — ^brought  up  to  it. 

590.  Do  you  discover  it  by  your  own  observation,  or  by  your  attention  being  called  to  it  by 
the  salesmen  ? — Sometimes  the  salesmen  send  for  me  to  look  at  it,  and  state  what  my  opinion 
is,  and  if  I  find  it  as  not  fit  for  sale,  they  say^  '^  Be  so  kind  as  to  take  it  away.'' 

5dl.  Do  they  frequently  do  that? — Frequently.  This  very  morning  three  di£Serttit  sales- 
men in  the  mu'ket  sent  for  me  to  take  some  meat  away. 

592.  Do  you  rely  principally  upon  your  own  observation  for  the  discovery  of  unwholesome 
meat,  or  upon  the  information  which  you  receive  fi*om  the  salesmen  ?— I  take  it  from  my  own 
judgment.  I  tiy  the  meat  with  skewers.  I  look  at  the  article,  and  see  whether  it  is  fit  for 
human  food  or  it  is  not,  and  if  it  is  not,  I  condemn  it ;  and  many  people  si^  that  I  ought  to 
condemn  more  than  I  do;  if  I  can  possibly  pass  it,  I  always  do. 

593.  In  what  way  does  the  nieat  come  under  your  notice, — do  you  discover  the  fact  of  there 
being  unwholesome  meat  by  your  own  observation,  or  is  it  represented  to  you  by  the  salesmen  ? 
— It  is  frequently  hanging  on  the  hooks.  When  I  walk  round  to  the  different  shops  in  the 
market.,  I  look  at  di&rent  things,  and  I  tell  them  such  a  thing  is  not  fit  for  human  food.  Some^ 
times  the  salesmen  send  for  me  to  come  to  look  whether  it  is  fit  for  sale,  and  I  say,  ^  Certainly 
not." 

594.  How  was  it  with  respect  to  the  last  meat  you  condemned — did  you  find  it  out  by  your 
own  observation,  or  did  the  salesmen  send  for  you  ? — ^It  was  hanging  on  the  hooks  for  sale,  and 
a  note  of  the  name  of  the  gentleman  from  whom  it  came  was  put  inside  the  sheep. 

595.  You  said  that  you  had  been  in  the  trade  all  your  life, — have  you  been  in  business  as  a 
butcher  ? — Ever  since  I  was  bom  almost — since  I  was  four  years*  old.  I  stuck  a  sheep  when 
I  was  four  years  old. 

596.  Did  you  keep  a  butcher's  shop  ? — Yes. 

597.  When  did  you  give  it  up? — ^The  moment  I  came  into  office. 

598.  Was  the  salary  of  20/.  a-year  an  equivalent  for  giving  up  your  trade? — I  am  collectoi^ 
of  the  rents  of  the  market. 

599.  Do  you  receive  a  per  centage  upon  the  rents  you  collect  ?^-Yes. 

600.  What  may  be  the  amount  of  your  commission  upon  the  rents  ? — I  have  not  been  a 
twelvemonth  yet,  but  I  expect  it  will  be  about  150/. 

601.  Then  altogether  your  office  is  worth  about  170/.  a-year? — Hardly  so  much. 

602.  How  nmcn  do  you  consider  that  your  office  is  Ukely  to  be  worth  ? — I  think  it  will  be 
about  170/.,  but  I  cannot  be  positive. 

603.  Does  your  inspection  only  extend  to  the  Corporation  property  in  the  market  ? — ^AU 
over  the  City  of  London. 

604.  Does  it  extend  to  Tyler's  market?— Yes. 
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605.  How  much  of  Newgate  market  do  you  believe  belongs  to  the  City? — Not  a  great  January  2,  I860. 
deal.                                                                                                                                                      . 

606.  Have  you  the  aaoie  power  of  in^)ection  in  that  part  of  the  market  which  does  not  "*'•  '*•  ^^!>c*^<wt. 
belong  to  the  City  as  in  that  part  which  does  ?— Just  the  same  all  over  the  city  of  London — 

even  down  to  the  wharfs  and  anywhere  else. 

607.  Does  the  want  of  space  in  Newgate  market  increase  the  difficulty  of  inspection  ? — Not 
of  the  inspection^  but  it  makes  it  a  very  unpleasant  thing  to  the  public  m  general^  from  there 
l>eing  only  one  thoroughfare  into  the  market.  We  want  an  opening  to  go  into  Paternoster- 
row,  to  go  out  another  way,  because  those  waggons  that  come  into  die  market  with  meat  are 
obliged  to  stop  and  unload,  and  then  those  that  are  behind  frequently  have  to  stop  an  hour^ 
instead  of  getting  away  in  half  an  hour. 

608.  Is  there  insufficient  means  of  entrance  into  Newgate  market  ? — Yes ;  they  want  a 
better  entrance,  and  a  way  to  go  through  it,  very  badly. 

609.  Do  you  think  that  if  the  entrance  were  sufficient  in  size,  the  market  would  afford 
accommodation  for  the  sale  of  the  meat  ? — ^It  would  afford  very  great  accommodation.  The 
greatest  part  of  the  houses  round  Newgate  market  belong  to  private  persons;  there  is  only  a 
httle  part  in  the  interior  of  the  market  that  belongs  to  the  Corporation.  The  quantity  of  meat 
that  is  sold  there  is  beyond  what  any  person  would  credit. 

610.  Is  there  any  means  of  ascertaining  the  quantity  of  meat  annually  sold  in  the  market? 
^*<-Not  very  well;  I  should  say  it  is  some  thousands  of  tons  weight. 

611.  Can  you  point  out  to  the  Commissioners  any  means  by  which  they  can  arrive  at  a 
jurobable  estimate  of  the  total  quantity? — Not  very  well. 

612.  Is  there  more  bad  meat  found  by  you  from  information  given  to  you  by  other  persons 
than  from  your  own  observation  ? — I  fina  more  out  by  my  own  observation  than  I  do  from 
being  sent  for. 

613.  Do  the  salesmen  allow  their  men  after  market  hours  the  use  of  their  stalls  to  expose 
inferior  meat  for  8ale?«-That  is  done  on  Saturdays  and  Fridays  :  when  the  salesmen  have  gone, 
they  give  their  men  leave  to  sell  a  great  deal  of  poor  meat  after  they  have  done  their  whcdesale 
bttcaneas. 

614.  Inferior  and  stale  meat  ? — Yes. 

615.  That  would  not  be  the  meat  that  you  would  condemn? — No. 

616.  It  is  pocM*  meat,  but  not  bad  meat  ?^- Yes ;  poor  meat,  but  not  bad  meat. 

617.  The  meat  that  you  oondenm  is  not  inferior  meat,  but  bad? — Yes;  or  meat  that  has 
been  physicked;  many  people  physic  their  cows  and  bullocks ;  there  is  not  one  person  in  twenty 
that  would  understand  it.  A  physician  told  me  himself  that  meat  that  has  been  physiced  is  not 
fit  for  any  human  perscm  to  eat.  There  have  been  scores,  I  may  say  hundreds,  of  them  that  I 
myself,  when  a  salesmen,  have  sold,  of  that  sort  of  meat,  so  that  I  know  the  fiaict. 

618.  Has  the  meat  that  you  have  had  to  condenm  in  the  summer  weather  gone  bad  from 
remaining  unpacked  ? — Sometimes  it  has  come  up  as  ereen  as  a  cabbage,  and  then  it  stinks 
terribly,  and  they  could  do  nothing  with  it ;  it  has  been  boiled  down  for  the  fat  frequently. 

[The  Witness  u^AAw.] 


Mr.  John  Benjamin  Kentish  examined.  I^r.  J.  B.  KentisJu 

619.  What  office  do  you  hold  in  connexion  with  Newgate  market? — I  am  beadlei  of  the 
market. 

620.  By  whom  were  you  appointed  ? — By  die  gentlemen  of  the  Markets  Committee. 

621.  What  is  your  remuneration? — I  receive  21.  5s.  per  week. 

622.  From  what  fund  are  you  paid? — From  the  rental  of  the  market. 

623.  What  are  your  duties  r — To  act  as  a  general  polioe-officer. 

624.  In  what  manner  do  you  act  ? — To  prevent  all  disorders ;  to  carry  out  the  orders  of  the 
Markets  Committee;  and  to  see  that  there  are  no  obstructions  to  the  thoroughfare,  as  well  as 
we  can.  From  the  confined  nature  of  the  thoroughfare,  of  course  there  Jiatumlly  will  be  some 
obstructions. 

625.  What  are  your  hours  of  attendance  ? — From  five  in  the  morning  to  eight  in  the 
evening. 

626.  Do  you  actually  attend  during  those  hours  ? — ^Either  myself  or  my  deputy.  We  axe 
both  there  during  the  time  of  business.  By  llie  permission  of  the  Markets  Committer  after 
the  business  is  over,  then  only  one  or  other  is  to  be  in  attendance. 

647.  Who  is  your  d^uty  r — His  name  is  George  Cooper. 

628.  By  whom  is  he  appointed  ? — By  the  Markets  Committee. 

629.  What  is  his  remuneration  ?-^l/.  6*.  per  week. 

630.  Are  his  duties  similar  to  yours  ? — Precisely  so.     He  takes  orders  from  me. 

631.  Does  your  authority  extend  over  that  part  of  the  market  whidi  is  not  Corporation  pro- 
perty?— Yes:  all  the  thoroughfares  leading  from  the  general  thoroughfares  outside  the 
market  into  the  market ;  all  the  alleys,  courts,  and  avenues  are  under  our  control. 

632.  You  are  aware  that  part  of  the  shops  in  the  market  are  not  Corporation  property? — 
Yes. 

633.  Does  your  authority  extend  to  those  shops  ? — Yes.  In  order  to  meet  that,  I  am  fur- 
nished with  authority  from  the  Commissioners  of  Sewers  and  Pavements. 

634.  The  City  Commissioners  ?— Yes. 

635.  You  mentioned  that  the  chief  entrance  into  the  market  is  confined;  does  inconve- 
nience arise  from  the  narrowness  of  the  entrance  ? — Very  much  so. 
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January  2,  1850.        636.  Jast  describe  the  nature  of  the  incoDveoience  ? — ^There  is  only  one  carriage  entrance 

"iTV     'A    '"^  ^^®  market,  and  that  is  about  7  feet  9  or  10  inches  wide,  only  sufficient  width  for 

.    .  KefUun.  ^^^  ^j^jjj  ^f  carriages  to  pass  up  or  down  at  a  time,  leading  into  the  area  of  the  market^  which 

is  set  apart  for  the  reception  of  carts  and  waggons.     I  think  it  is  about  70  feet  by  40  feet,  so 

that  it  will  only  receive  a  very  limited  number  of  carts  or  waggons  ;  and  of  course  frequent 

obstruction  is  caused  by  the  confined  space  and  the  narrowness  of  the  carriage-way. 

637.  Do  all  the  carts  and  vans  which  bring  meat  to  Newgate  market  pass  through  that 
entrance  ? — All  that  go  in  are  compelled  to  do  so.  Many  remain  out  in  Newgate-street.  By 
our  regulations,  all  carts  and  waggons  are  to  pass  from  57ewgate- street,  so  that  all  that  wisa 
to  go  into  the  market  must  necessarily  enter  Wai  wick-lane  from  Newgate-street,- and  go  up 
Warwick-lane,  through  Hart -street,  to  the  market. 

638.  Do  the  majority  unload  in  the  market  or  at  a  little  distance  from  the  market  ? — I 
should  say  that  the  majority  come  into  the  market. 

639.  Does  much  inconvenience  arise  from  the  narrowness  of  the  entrance? — Decidedly^  It 
is  admitted  on  all  hands. 

640.  In  what  manner  is  the  meat  usually  brought  to  the  market? — It  is  brought  by  vans 
and  waggons  from  the  termini  of  the  different  railways. 

641.  In  boxes  or  in  hampers? — Principally  in  hampers. 

642.  When  it  is  unloaded  at  a  little  distance  from  the  market,  how  is  it  brought  to  the 
market  ? — It  is  brought  by  trucks,  if  it  is  too  heavy  for  the  men  to  carry.  The  Markets  Com- 
mittee have  given  me  instructions  not  to  summons  any  porter  using  a  truck,  though  it  is  con- 
trary to  the  Act  of  Parliament.  In  order  to  facilitate  the  business,  those  hampers  containing 
from  3  to  12  cwt.,  which  it  would  be  impossible  for  the  men  to  carry,  they  are  permitted 
to  take  on  trucks  upon  the  footways  of  the  market,  under  certain  restrictions. 

643.  Supposing  meat  to  be  brought  into  the  market,  is  there  sufficient  room  for  unpacking 
it  and  exposing  it  for  sale? — Certainly  not 

644.  Is  the  space  of  the  market  insufficient  for  its  present  purposes? — ^It  is. 

645.  Has  there  been  an  increase  in  the  quantity  of  meat  sold  in  Newgate  market,  of  late 
years  ? — I  am  now  in  my  seventeenth  year,  from  the  time  when  I  was  appointed  beadle  of  the 
market,  and  there  has  been  a  very  large  increase  during  that  period. 

646.  Can  you  point  out  any  means  by  which  the  Commissioners  could  obtain  an  account 
of  the  quantity  of  meat  annually  sold  in  Newgate  market  ? — ^The  officers  have  no  means  of 
ascertaming  it.  It  would  only  be  obtained  through  the  medium  of  the  clerks  who  superin- 
tend the  delivery,  from  the  different  xsn  officers  of  the  large  carriers. 

647.  Do  you  think  an  estimate  could  be  made  approaching  to  the  truth  ? — ^Yes ;  I  think 
if  those  firms  which  have  the  delivery  of  the  meat  would  give  a  return ;  but  that  is  the  only  way 
in  which  I  think  it  could  be  ascertained. 

648.  How  many  may  those  firms  be? — ^There  are  several  who  have  the  principal  deliveries 
of  meat.  There  are  Pickford,  and  the  Eastern  Counties,  and  Younghusband,  and  many 
other  carriers  whose  names  I  can  give. 

649.  Do  they  keep  an  account  of  the  deliveries? — They  are  obliged  to  do  so  in  order  to 
obtain  the  money  that  they  charge  for  the  delivery. 

'    650.  Did  you  ever  hear  any  estimate  made  of  the  quantity  of  money  that  annually  changes 
hands  in  Newgate  market  ? — ^Never. 

651.  The  salesmen  must  have  an  account  of  everything  that  is  sold? — Yes. 

652.  How  many  salesmen  are  there  in  Newgate  market? — I  should  think  about  140,  at  a 
rouffh  guess.  They  have  increased  wonderfully.  I  have  the  names  of  the  salesmen  60  years 
back,  which  I  had  from  a  very  old  salesman ;  he  mentioned  it  to  show  the  vast  increase  of 
salesmen.  It  was  Mr.  Samuel  Matthews,  who  is  now  alive,  aged  81  years.  He  has  two  or 
three  sons  in  the  market,  who  are  now  carrying  on  business  there.  This  old  gentlemen  men- 
tioned the  names,  and  said  that  60  years  Wk  there  were  only  11  wholesale  salesmen  in 
Newgate  market,  and  I  put  the  names  down  on  paper  and  kept  it. 

653.  Can  you  trace  the  increase  in  successive  years  up  to  the  present  time  ? — No. 

654.  How  many  do  you  think  there  were  when  you  were  appointed  17  years  affo? 
— There  has  been  a  considerable  increase  since,  but  I  suppose  there  were  about  100 
then. 

655.  How  do  you  ascertain  the  number  and  the  names  of  the  salesmen  ? — All  our  shops  are 
numbered,  and  each  being  a  distinct  business,  that  will  give  a  pretty  good  idea. 

656.  If  the  Corporation  were  to  ask  for  such  a  return  as  has  been  suggested,  would  those 
salesmen  give  it  to  the  Corporation  ? — As  a  matter  of  courtesy,  they  might  do  so. 

657.  There  is  nothing  in  the  arrangements  they  have  with  the  Corporation  to  require  it? — 
I  think  not 

658.  Can  you  suggest  any  means  by  which  increased  access  could  be  given  to  and  from  the 
market,  so  as  to  remove  the  present  inconvenience? — A  carriage-way  out  of  the  market  in  the 
opposite  direction  would  facilitate  the  business  very  materially.  A  very  ereat  portion  of  the 
obstruction  now  is  in  Warwick-lane,  and  hence  Newgate-street  becomes  obstructed  also  friom 
the  narrowness  of  the  street.  When  I  see  the  market  full  of  waggons,  I  place  my  man  at  the 
bottom  of  Hart-street  to  prevent  anything  further  driving  in  till  the  waggons  in  the  piarket 
are  unloaded  and  gone  out.  During  that  time  the  whole  of  Warwick-lane  remains  blocked : 
nothing  can  pass. 

659.  Is  considerable  obstruction  created  in  Newgate-street  by  the  vans  and  waggons  which 
unload  for  Newgate  market  ? — Very  considerable* 

660.  Is  there  obstruction  also  in  any  other  street  in  the  neighbourhood  ?-^There  is  obstruc- 
tion caused  in  all  thejthoroughfares  around  the  market  and  Paternoster- row,  by  the  tradesmen's 
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carts  that  come  for  the  purpose  of  loading  the  meat  away,  the  oflScers  are  obliged  to  put  them     Janaarj*  2, 1850. 
in  any  place  that  they  can  possibly  get  into.  — 

661.  What  is  the  principal  day  for  Newgate  market  ?— Saturday.  ^^'  -^^  ^*  -^«tftV*. 

662.  To  what  is  that  owing  ? — ^To  the  large  supply  of  meat  which  they  have  upon  that 
day. 

663.  Is  not  the  large  supply  owing  to  the  large  demand? — Certainly. 

664.  What  is  it  that  causes  the  large  demand  on  Saturday? — The  shopkeepers  purchase 
more  largely  to  meet  the  demand  of  their  customers. 

665.  What  class  of  shopkeepers  purchase  on  Saturday  ?•— All  classes  of  butchers. 

666.  Is  not  the  crowding  on  Saturday  in  the  market  very  great  ?— Very  great  indeed. 

667.  Is  there  any  retail  trade  in  Newgate  market,  or  are  the  customers  entirely  butchers 
or  innkeepers,  and  persons  who  buy  for  a  large  consumption  ? — We  have  a  very  extensive 
retail  trade  more  so  now  than  ever.  At  the  time  when  the  vegetable  market  was  done  away; 
one  of  the  arguments  was,  that  it  was  to  be  made  a  decidedly  wholesale  market;  but  we  have 
now  more  retail  business  than  ever,  from  the  fact  that  after  the  wholesale  business  is  over  many 
salesmen  let  off  their  premises  to  a  second  party  to  come  in  as  a  retail  butcher ;  to  retail  the 
meat  there,  for  which  they  either  pay  a  commission  or  a  rental;  and  some  of  the  wholesale 
salesmen  likewise  allow  their  men  to  retail.  We  have  thousands  of  persons  now  on  a  Satur- 
day as  retail  buyers. 

668.  Do  those  men  often  expose  inferior  and  stale  meat? — Not  unwholesome  meat.  It  is 
inferior  meat ;  but  if  they  expose  unwholesome  meat,  the  inspector  would  seize  it. 

669.  You  do  not  think  there  is  any  unwholesome  meat  sold  in  the  markiet? — There  is  not, 
because  it  would  be  my  duty  to  prevent  it,  and  to  call  the  attention  of  the  inspector  to  it. 

670.  Are  families  ever  supplied  with  meat  from  Newgate  market  ? — ^Yes,  constantly. 

671.  Can  a  single  joint  be  sold  there? — 'Yes,  thousands  are  sold  there. 

672.  Are  not  the  great  majority  of  the  customers  butchers  and  persons  who  buy  for  a  con- 
siderable supply  ? — Yes,  that  is  the  principal  trade  of  the  market.  Then  after  that  business 
is  over,  housekeepers  or  any  persons  going  in  there  may  purchase  whatever  they  feel  disposed 
to  pay  for. 

673.  Is  the  majority  of  the  meat  sold  at  Newgate  market  beef  or  mutton  ? — That  is  a  ques- 
tion which  I  cannot  answer.  We  have  such  large  quantities  of  both  that  I  could  not  state  that. 
We  have  a  very  considerable  quantity  of  town-killed  beef  which  has  been  purchased  in  Smith- 
field  and  slaughtered  in  the  public  slaughter-houses.  I  suppose,  as  many  as  1700  or  1800 
carcasses  of  beef  per  week. 

674.  You  have  said  that  inferior  meat  is  sold  retail  in  the  market.    Is  there  also  first-rate  ' 
quality  meat  sold  retail  ? — Yes,  we  have  some  first-class  retail  butchers. 

675.  Housekeepers  can  buy  retail,  either  first-rate  quality  meat  or  inferior? — Yes,  accord-  • 
ing  to  the  price, which  they  feel  disposed  to  pay. 

676.  Do  you  happen  to  know  whether  the  average  price  of  beef  and  mutton  is  less  in  the 
market  to  a  retail  customer  than  it  would  be  in  the  shop  of  a  butdier  in  any  other  place? — 
Yes,  I  think  there  would  be  a  difference. 

677.  The  public  have  the  benefit  of  it? — I  thtnk'the  public  have  the  benefit  of  it. 

678.  You  spoke  of  the  carriage-entrance  to  the  market.  Are  there  other  entrances  to  the 
market? — There  are  four  foot-entrances  besides  the  carriage-way.  There  are  two  private  en- 
trances also,  by  which  the  trade  passes  to  and  fro;  but  they  are  not  public  entrances,  and  are 
closed  every  night. 

679.  Is  much  meat  discharged  through  those  foot- ways? — Yes. 

680.  But  there  is  great  difficulty  in  getting  the  meat  into  the  market? — Very  great. 

681.  Will  you  state  the  width  of  each  of  the  foot- ways  ? — Rose-street,  leading  from 
Newgate-street  into  the  market,  is  the  widest.  It  is  a  wide  paved  passage.  I  think  it  is  about 
13  feet  6  inches  wide,  which  leaves  about  9  feet  6  inches  clear  way,  when  the  boards  which  are 
attached  to  the  premises  are  put  down  for  the  purpose  of  business. 

682.  Then  it  is  by  those  passages  that  part  of  the  meat  that  is  unloaded  from  carts  gets 
into  the  market? — Yes. 

683.  You  have  said  that  there  is  great  difficulty  in  getting  into  the  market.  Is  there  also 
difficulty  in  getting  from  the  market? — ^There  is. 

684.  Have  not  the  salesmen  great  difficulty  in  unpacking  their  supply  from  the  want  of 
sufficient  space? — ^They  have  at  times,  under  the  pressure  of  buaness,  when  they  have  very 
lairpe  consignments. 

685.  Is  there  much  damage  done  to  the  meat  for  want  of  room? — I  am  not  aware  of  thati 
I  should  not  apprehend  that  there  is  material  damage  done  to  the  meat;  it  causes  an  obstruc- 
tion from  the  hampers  and  packages  being  thrown  upon  the  public  thoroughfare. 

686.  Is  there  not  loss  to  the  owners  from  the  meat  being  kept  over  and  becoming  stale?— 
Yes,  there  nmst  necessarily  be  loss  if  the  meat  becomes  stale,  and  there  is  not  a  quick  sale 
for  it. 

687.  Does  that  often  arise  from  the  want  of  room,  ayd  the  difficulty  of  unpacking  ? — I  think 
not  from  that  cause.  I  think  it  is  from  want  of  trade,  from  the  want  of  demand.  1  do  not 
think  the  deterioration  in  the  value  of  the  meat  itself  would  be  caused  hf  the  want  of  room  to 
unpack,  but  from  the  want  of  purchasers. 

688.  Is  there  plenty  of  room  for  unpacking  it  and  exhibiting  it? — No,  there  is  not 

689.  If  there  is  not  room  for  unpacking  it,  do  not  the  owners  suffer  in  consequence  of  their 
property  not  being  exhibited? — The  effect  of  the  meat  being  unpacked  and  lying  upon  the 
pavement  is  to  cause  confusion  slnd  obstruction  to  the  public  thorougfare,  if  it  lies  longer  than 
It  ought  to  do ;  but  as  an  officer  of  the  market,  I  am  compelled  to  give  way  in  consequence  of 
the  great  supply  of  meat,   and  the  men  pitching  it  from  dififerent  waggons ;  therefore,  the 


Digitized  by 


Google 
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JtMuwj  2f  18S0.    thofoughfares  necessarily  are  ob<)tnict6d.     The  meat  is  not  pitched  inside  the  8bops>  but  upon 
Mr  J  ^^snU^    ^  public  thoroughfare. 

•    .  Memt^^       QQQ^  Q^^  customers  come  and  see  the  meat  ? — Yes,  on  the  foot -way.     It  is  hung  up  inside 
or  outside  the  shops,  and  can  be  inspected. 

691.  Do  the  owners  of  the  meat  suffer  from  their  property  not  being  properly  exhibited  to  the 
customers,  or  is  it  that  there  are  not  customers  to  buy  it  quickly  enough  ? — ^The  injury  arising 

.  to  the  meat  is  from  the  want  of  customers ;  the  trade  is  not  considered  suflSciently  brisk  for  the 
supply  of  meat;  the  supply  is  greater  than  the  demand  for  it,  and  then  of  course  the  meat 
must  hang  till  the  following  day. 

692.  Is  there,  on  account  of  the  want  of  space  in  the  shops,  diflSculty  in  unpacking  the 
hampers  and  boxes  of  meat  ? — Yes,  there  is  difficulty.     If  there  were  sufficient  q>ace  to  bang 

atne  meat  in  the  shops,  the   foot- ways  would  be  cleared  sooner ;  but  as  every  hook  is 
,  it  has  to  remain  in  the  hampers  and  packs  till  they  have  sold  off  a  portion  of  the  meat« 

693.  Consequently  there  is  a  delay  in  unpacking  a  portion  of  the  boxes  or  hampers  ? — 
There  is. 

694.  If  the  unpaduDg  is  delayed,  will  there  not  be  some  disadvantage  to  the  person  who 
consigns  the  meat  7 — It  must  be  so^  if  the  sale  is  lost. 

695.  Is  there  much  slaughtering  in  the  cellars  under  the  shops  in  Newgate  market  ? — ^Yes- 

696.  Is  the  slaughtering  confined  to  sheep  and  lambs  ? — Sheep,  and  lambs,  and  calves, 
except  that  there  are  two  slaughtering-houses  in  Rose-street,  Mr.  Carter's  and  Mrs.  Ward*s» 
where  beasts  are  killed. 

697.  Are  those  under  shops  connected  with  the  market  ? — No,  they  are  private  property. 

698.  Are  there  any  cellars  for  slaughtering  under  the  shops  belonging  to  the  Corporation? 
— ^There  are  none.  The  cellars  in  which  the  animals  are  killed  are  private  property,  under 
houses  around  the  market,  not  beloqging  to  the  Corporation. 

699.  Are  there  any  cellars  under  the  shops  in  the  market,  strictly  so  called  ? — ^None^ except 
in  the  Poultry  market;  but  there  is  no  slaughtering  there. 

700.  Are  th^re  any  cdlars  under  shops  contiguous  to  the  market^  but  not  on  Corporation 
property  ? — Yes. 

701.  How  many  may  thera  be  ? — ^I  think  to  almost  every  house  there  is  a  cellar  in  wbidi 
killing  is  done,  not  every  house,  but  nearly  so. 

702.  Does  the  killing  go  en  from  day  to  day  ? — Yes. 

703.  And  continues  up  to  the  present  time  7 — ^Yes. 

704.  Can  you  fonu  any  conjecture  of  the  number  of  animals  killed  in  the  course  of  a  week 
in  those  cellars  ? — I  cannot 

705.  Not  in  summer  time? — No,  nor  in  any  time, 
g               706«  Is  the  number  considerable  ?-r- Yes,  very. 

#    707.  Would  you  count  it  by  hundreds^  or  by  thousands  ? — ^By  thousands. 

706.  In  how  Umg  1 — During  a  week. 

.  709.  Is  the  feet  of  the  slaughtering  in  the  cellars  within  your  knowledge?  have  you  seen 
sheep  driven  down  the  steps? — Yes ;  I  have  had  complaints  made  to  me  of  misconduct  on  tbe 
part  of  the  drovers  and  butchers,  in  carelessly  putting  them  down;  tliat  the  sheep  have  been 
thrown  down  in  a  cruel  way  ;  but  they  do  not  dare  do  it  while  the  officers  of  the  Corporation 
are  standing  about. 

710.  At  what  hours  of  the  day  or  night  does  the  slaughtering  go  on? — During  the  whole 
day ;  sometimes  sheep  are  brought  in  at  seven  and  eight  o'clock  in  the  morning,  and  it  is  kejit 
up  during  the  day  to  suit  the  convenience  of  the  parties. 

711.. Ape  the  sheep  that  are  bought  at  Smithfield  driven  to  Newgate  market? — ^The 
majoritj  of  them  are. 

712.  Is  the  slaughtering  principally  confined  to  the  days  on  which  Smithfield  market  is 
hdd  ? — No,  it  is  every  day ;  sheep  are  purchased  in  Smithfield,  and  driven  to  the  aheds  or 
fields  belonging  to  the  owner  of  tb^  sheep,  and  then  he  kills  them  according  to  his  convenience 
or  trade. 

713.  Do  you  know  whether  many  of  the  persons  who  attend  Newgate  mark^  also  attend 
Smithfield  market? — ^The  majority,  I  believe. 

714.  Of  course  the  question  applies  to  the  two  days  on  which  Smithfield  market  is  held?— 
Yes. 

715.  Is  not  Saturday  the  principal  day  for  Newgate  market  ? — It  is;  but  we  have  consider- 
f                        able  trade  on  other  days ;  Mondays,  Thursdays,  Fridays  and  Saturdays  are  our  princijpal 

days ;  on  Mondays  and  Fridays  we  have  many  customers  from  the  villages  around  London, 
who  go  to  Smithfield,  and  afterwards  come  to  our  market 

716.  What  addition  to  the  area  of  Newgate  market  would  make  it,  in  your  opinion^ 
sufficient  for  its  purposes  ? — As  larj^e  again. 

717.  Would  you  retain  any  portion  erf  it  as  a  poultry  market? — ^Yes ;  I  think  the  business 
ought  to  be  concentrated. 

.  718.  If  the  size  were  double,  would  that  be  sufficient  for  the  wants  of  the  market? — I  think 
it  would  for  the  present  number  of  salesmen. 

719.  Would  it  be  necessary  to  enlarge  the  entrances  considerably ?^-Certainlyi  in  the 
leading  thoroughfares,  and  particularly  in  Rose-street,  the  salesmen  live  opposite  to  each  other, 
and  therefore,  each  party  having  his  number  of  packs  of  meat  thrown  down  before  his  door, 
it  tends  very  materisdly  to  obstruct  the  g^ieral  thoroughfare,  more  so  than  if  the  proper^  on 
both  aides  belonged  to  the  same  individual. 

720.  Is  there  much  crowding  and  confusion  in  the  market  on  Saturday  morning  ? — Yes. 

721.  Is  it  sufficient  to  prevent  a  convenient  examinationof  the  meat,  and  to  create  difficulties 
in  the  way  both  ef  purchasers  and  sellers? — No,  I  do  not  apprehend  that. 
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729.  It  is  rather  an  inconvenience  to  the  persons  that  attend  the  maarket  than  a  detrtmeal  to 
either  party? — It  is  an  inconvenience  more  than  a  detriment. 

723.  Is  not  the  evening  market  equally  crowded  t — More  80>  with  retail  bosiness. 

724.  What  is  the  effect  of  the  proximity  of  the  dead  and  the  live  meat  markets  upon  the 
pnce  of  meat  ? — From  virhat  I  have  heard  from  the  salesmen^  I  should  say  it  is  their  prevailing' 
opinion  that  it  would  be  very  necessary  for  the  dead  market  to  be  near  tbs  live  market. 

725.  Is  that  the  (pinion  of  the  butchers  also? — Yes;  there  appears  to  be  a  prevailing 
opinion  to  that  effect. 

726.  Is  that  your  own  opinion  also? — ^Yes,  it  is,  regulating  my  optnioB  by  others  who  know 
better  upon  that  subject  than  myself. 

•  727.  You  have  spoken  of  public  slaughter-houses;  how  many  of  those  are  there  at  Newgate? 
-*»We  have  only  two  in  the  market  where  beasts  are  slaughtered. 

728.  Do  you  know  of  others  in  the  neighbourhood,  where  the  salesmen  of  the  market  send- 
dieir  beasts  to  be  slaughtered  ? — Not  rn  the  inmiediate  neighbourtiood ;  we  have  several  a 
short  distance  on  the  other  side  of  Smithfield. 

729.  How  many  of  those  public  slaughter-houses  do  you  know  of  in  or  near  the  market  ?— 
I  think  there  are  six. 

730.  Are  they  subject  to  any  kind  of  inspection? — Yes. 

731.  By  whom? — By  the  inspector  acting  under  the  Commissioners  of  Sewers;  he  has 
authority  to  go  in  and  see  their  state  at  any  time. 

732.  Does  his  inspection  equally  apply  to  private  slaughter-bouses? — ^Yes. 

733.  Can  you  give  the  Commissioners  any  information  with  regard  to  any  irregularities 
committed  in  the  slaughter-houses,  or  the  abstraction  of  parts  of  animals  that  are  slaughtered^ 
that  have  come  under  your  cognizance  ? — We  have  had  no  complaints  since  the  passing  of  tfae^ 
New  Regulations.  Since  the  new  Act  of  Parliament  came  into  operation  they  have  been 
much  better  regulated^  and  they  have  been  more  cleanly. 

734.  Do  you  think  the  price  of  beasts  is  raised  by  the  markets  hmng  contiguous  ? — I  thiakit 
is  more  generally  convenient. 

735.  Convenient  to  the  purchaser,  or  to  the  seller? — To  both,  their  interests  are  bound  np- 
together.    When  a  salesman  in  the  market  gees  over  to  Smithfield,  it  is  an  object  to  him  to  get 
back  to  his  business  as  soon  as  he  can. 

736.  Is  the  price  of  beasts  lowered  or  raised  by  the  pfoxinodty  of  the  two  markets? — ^lliat  I 
am  unable  to  say ;  it  is  convenient  to  the  trade  generally,  as  soon  as  they  have  finished  their 
business  in  one  market  to  so  to  the  other  as  quickly  as  possible. 

737.  Is  it  not  the  case  that  the  butchers  give  a  larger  or  a  smaller  price  for  live  stock 
depending  upon  the  quantity  of  dead  meat  in  Newgate  market? — I  am  not  aware  what  effect 
the  dead  meat  has  upon  the  price  of  live  stock ;  I  should  apprehend  that  if  there  were  a  very 
large  supply  in  Smithfield,  it  would  have  an  eiffect  upon  the  dead-meat  market, 

738.  You  said  that  nearly  every  house  in  Newgate  market  had  a  slaughtering-place  ;  can 
you  state  the  number  of  houses  that  have  slaughtering-places  in  connexion  with  Newgate 
market?— There  are  29  cellars,  and  12  triiose  slaughter-houses  are  on  the  ground  flocnr;  these 
are  for  sheep,  lambs,  and  calves,  and  2  for  beasts — altc^^ether  43,  not  induing  the  College^ 
maxket^  nor  those  in  Warwick-lane. 

[TAe  Witness  tvithdreui] 


JaooarjIS,  1890.  * 


Mr.  Charles  Fisher  examined* 


Mr.  C.  Fislier. 


739.  What  office  do  you  hold  in  the  City  of  London  ? — General  Inspector  of  Meat  for  the 
City  of  London. 

740.  Is  the  office  created  by  Act  of  Parliament  ? — Yes. 

741  By  what  Act  of  Parliament?— The  Act  of  Pariiament  II  and  12  Vict.,  cap.  107,  for 
the  prevention  of  the  spread  of  contagious  or  infectious  diseases  among  sheep^  cattle,  or  other 
animals. 

743.  When  were  you  appointed? — I  was  appointed  on  the  10th  of  March,  1849. 

744.  By  whom  were  you  appcanted? — By  Sir  James  Duke,  the  Lord  Mayor  at  the  time. 

745.  What  is  the  remuneration  which  you  receive? — 150L  a-year. 

746.  Prom  what  fund  does  your  salary  come? — From  the  Corporation.  I  am  paid  by  the 
Chamberlain  of  London. 

747.  What  are  your  duties  ? — My  duties  are  to  inspect  the  butchers'  shops  and  slaughter-  ■ 
houses^  or  anywhere  wherever  meat  is  exposed  or  ofiered  for  sale. 

748.  Within  the  jurisdiction  of  the  City  ?— Within  the  City  only. 

749.  How  much  of  your  time  do  your  duties  occupy  ? — The  whole  of  my  time.  I  hare 
written  instructions  to  devote  the  whole  of  my  time  to  my  duties. 

750.  Do  you  in  fact  devote  the  whole  of  your  time  to  your  duties  ? — T  do.  I  am  not 
restricted  to  any  time.     I  use  my  judgment  as  to  the  time  for  inspecting. 

751.  Do  you  pass  the  whole  of  each  day  in  inspecting  slaughter-houses  and  butchers'  shops  T 
— ^Yes ;  I  go  at  various  times  in  the  day,  early  in  the  morning,  and  also  in  the  evening, 
depending  upon  circumstances. 

/52.  Have  you  a  list  of  all  the  slaughter-houses  in  the  City  ? — I  have. 

753.  How  many  are  there? — ^There  are  142  registered.  They  are  all  obliged  to  be  regis- 
tered now  according  to  the  City  Sewers'  Act. 

754.  Who  keeps  the  register  ?— That  is  kept  at  the  Sewers'  Office,  Guildhall. 

755.  Then  is  it  not  your  duty  to  keep  the  register? — ^No. 


Digitized  by 


Google 


40  MINUTES  of  EVIDENCE  taken  before  the 

Januarys,  1850.        756.  Are  you  furnished  with  a  list  of  the  registered  slaughter-houses  ?*-I  applied  at  the 
~" .  Sewers'  Office  for  a  list,  and  was  furnished  with  one. 

Mr.  U  risher.  jk^j^  jg  ^^^^  registration  ministerial,  or  is  any  discretion  used  as  to  admitting  a  slaughter- 

house to  register?  —  All  the  existing  slaughter-houses  on  the  Ist  January,  1849,  were 
obliged  to  be  registered  within  three  months  from  that  date ;  since  that  time  no  new  slaughter- 
houses can  be  set  up  in  the  City. 

759.  Will  not  the  efiect  of  this  regulation  be  to  give  a  monopoly  to  the  existing  slaughter- 
houses ? — Perhaps  it  may. 

760.  Does  the  Act  provide  any  machinery  for  diminishing  the  number  of  existing  slaughter- 
houses?—The  Act  states  that  if  the  owner  of  any  slaughter-house  discontinues  killing,  and  uses 
such  slaushter-house  again  without  registering,  he  is  liable  to  a  penalty  of  5/.  each  day  it  is  used. 

761.  If  the  number  is  limited  by  law,  will  not  that  be  a  strong  inducement  to  keep  up  every 
existing  slaughter-house  ?— Certainly  it  will. 

762.  If  the  consumption  of  meat  in  London  increases,  will  not  the  value  of  the  existing 
slaughter-houses  be  increased  ? — I  should  think  it  will. 

763.  What  is  the  state  in  which  you  find  the  existing  slaughter-houses  ? — I  find  them  in  a 
much  better  state  than  they  were  formerly,  since  they  have  been  inspected  more  narrowly  by  the 
Sewers'  Inspectors,  and  they  are  kept  cleaner  than  they  were.  I  consider  they  are  kept  as 
clean  as  they  possibly  can  be. 

764.  Are  they  kept  in  a  state  which  prevents  them  from  being  a  nuisance  to  the  neighbour^ 
hood  ? — I  do  not  consider.that  the  slaughter-houses  are  a  nuisance  to  the  immediate  neighbour- 
hood where  they  are. 

765.  Do  you  think  that  they  are  at  all  detrimental  to  the  health  of  the  neighbourhood  ? — 
Not  in  the  immediate  neighbourhood  of  the  slaughter-houses. 

766.  Do  you  think  that  there  is  any  disadvantage  in  the  system  of  slaughtering  within  the 
limits  of  the  City  ? — I  think  that  slaughter-houses  have  an  injurious  tendency  away  from  the 
locality  where  they  are  situated. 

767.  How  does  that  arise? — ^A  great  portion  of  the  offal  and  blood,  and  the  washings  of  the 
slaughter-houses,  go  into  the  sewers,  and  are  driven  away  while  in  a  fresh  state,  and  which  I 
consider  maj  afterwards  decompose  in  the  sewers  at  a  distance  from  the  slaughter-houses,  and 
have  an  injurious  effect  on  the  health  of  the  inhabitants  generally. 

768.  What  do  you  think  was  the  reason  why,  in  the  Act  regulating  the  City  sewage,  it  is 
prohibited  that  any  new  slaughter-house  should  be  opened  after  the  date  of  the  Act  ? — I  sup- 
pose it  was  to  gradually  do  away  with  them. 

769.  Why  is-  it  wished  that  they  should  be  gradually  done  away? — Because  I  suppose 
they  are  considered  by  the  Legislature  to  be  injurious  to  the  health  of  the  inhabitants  of  the 
City. 

770.  Did  you  not  state  that,  in  your  opinion,  they  are  not  injurious? — ^Yes;  I  stated  that  I 
do  not  consider  them  injurious  to  the  immediate  localities  where  they  are  situated,  in  conse- 
quence of  everything  beinff  fresh  about  them. 

771.  From  anything  umt  comes  under  your  observation,  do  you  think  it  desirable  that 
slaufrhter-houses  within  the  City-shoidd  be  prohibited? — I  think  it  is  desirable. 

772.  For  what  reason? — For  the  reason  I  have  stated,  that  I  consider  they  are,  in  a  slight 
degree,  injurious  to  health. 

773.  Is  there  any  other  reason  ? — No,  I  have  no  other  reason,  except  the  nuisance  of  driving 
cattle  through  the  streets  in  the  middle  of  the  day.  Yesterday,  for  instance,  at  twelve  o'clock 
in  the  day,  I  saw  a  lot  of  cattle  driven  into  the  slaughtering-houses  in  Whitechapel,  which 
mifi^hx  have  been  done  early  in  the  mornins;. 

774.  Have  you  any  power  of  closing  suiughter-houses  in  the  City  ? — No  power  at  all;  in 
fact,  I  have  not  any  power  to  enter  private  slaughter-houses.  My  power  is  very  restricted 
according  to  the  Act  of  Parliament.  My  duty  is  only  to  look  after  imwholesome  meat  exposed 
for  sale,  and  I  inspect  the  public  or  common  slaughter-houses  where  meat  is  sold^  those  being 
places  for  the  sale  of  meat 

775.  Who  is  the  person  who  can  give  the  Commissioners  information  about  the  state  of  the 
slaughter-houses  ? — The  Inspector  of  Sewers  and  the  Inspector  of  Pavements. 

776.  You  do  visit  some  of  the  slaughter-houses  ? — My  duty  calls  me  into  those  I  have  just 
described. 

777*  How  many  slaughter-houses  have  you  visited? — I  visit  the  whole  of  the  slaughter- 
houses in  Whitechapel,  and  two  in  Smithfield.  I  have  made  seizures  there  several  times,  but 
I  have  no  power  to  enter  any  private  premises. 

778.  Do  you  often  seize  unwholesome  meat  ? — ^Very  often. 

779.  Do  you  think  there  is  much  unwholesome  meat  exposed  for  sale  in  the  City  ? — Very 
little  in  the  City  now. 

780.  Has  your  inspection  been  effectual  in  preventing  the  sale  of  unwholesome  meat  ? — ^Yes, 
it  has,  in  the  City. 

781.  Your  jurisdiction  is  confined  to  the  City? — Yes ;  the  Act  of  Parliament  under  which  I 
act  is  very  deficient  in  the  clause  relating  to  bad  meat,  it  only  empowers  me  to  seize  unwhole- 
some meat  that  I  may  find  actually  offered  or  exposed  for  sale. 

782.  Do  you  find  that  much  unwholesome  meat  comes  from  abroad  exposed  for  sale  ? — No, 
very  little ;  mere  are  inspectors  at  the  water  side ;  on  the  Thames,  at  Blackwall,  and  on  the 
wharfs,  who  get  it  before  it  reaches  the  City.  There  is  very  little  unwholesome  meat  in  the 
City;  there  is  a  great  quantity  of  poor  meat,  but  not  diseased  or  unwholesome;  and  there  is  a 
great  quantity  of  bad  meat  sold  out  of  the  City  within  a  short  distance^  and  where  I  have  no 
jurisdiction. 
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783.  Where  there  is  no  City  Inspector? — Yes;  I  addressed  a  letter  some  time  ago  to  Mr.  January  «,  1850. 
Labouchere  upon  the  subject.  M    c'^Pikher 

784.  Has  the  inspection  in  the  City  the  effect  of  driving  the  sale  of  unwholesome  meat  into  ""*  ^*  -pw»«'^' 
parts  of  the  metropolis  which  are  not  inspected? — Yes,  decidedly;  there  is  a  great  deal  of  it 

sold. 

785.  You  have  no  doubt  of  that? — I  know  it  from  facts  that  have  come  within  my  know- 
ledge. 

[^The  Witness  withdrew.] 


Richard  Hicks,  Esq.^  examined.  R.  Hicki,  Esq. 

786.  How  long  have  you  been  in  trade  in  connexion  with  tlie  sale  of  meat  ?— Upwards  of 
45  years. 

787.  You  are  a  salesman  in  Newgate  market  ? — Yes. 

788.  Do  you  also  deal  in  Smithfieid  ? — My  eldest  son  is  a  partner  with  me  in  the  dead-meat 
trade>  and  also  in  the  livie  trade ;  he  manages  the  Smithfieid  tirade  entirely.  Upon  other  days, 
he  assists  me  in  the  dead-meat  trade. 

789.  Your  son  is  a  salesman  in  Smithfieid,  and  you  are  a  salesman  in  Newgate  market?— 
I  have  two  sons  salesmen  in  Smithfieid, — one  in  foreign  cattle  only. 

790.  How  long  have  you  been  a  salesman  in  Newgate  market  ? — I  have  been  a  salesman 
there  all  my  life.  In  my  early  life  I  was  what  is  called  a  carcass-butcher;  the  last  34  years 
I  have  been  a  commission  salesman. 

791.  Are  you  a  tenant  of  the  Corporation  at  Newgate  market? — I  hold  premises  of  the 
Corporation. 

792.  How  many  shops  have  you  in  the  market? — I  have  one  shop  belonging  to  the  Cor- 
poration, and  a  house  that  belongs  to  St.  Thomas's  Hospital,  and  I  also  rent  the  front  of  the 
coffee-house  adjoining. 

793.  Has  the  trade  in  Newgato  market  increased  much  in  your  recollection? — Yes,  it  has 
increased ;  but  there  is  a  contradiction  belonging  also  to  that  statement,  for  it  has  also  very 
greatly  decreased,  and  it  arises  thus, — many  years  ago  Newgate  market  was  supplied  from  a 
circle  of  from  50  to  70  miles  round  London.  I  have  turned  my  attention  to  that  subject,  and 
have  written  out  a  list  of  places  in  tlie  counties  of  Surrey,  Berkshire,  Oxfordshire,  and  Wilt- 
shire, from  which  myself  and  other  salesmen  formerly  had  a  great  deal  of  meat,  from  which  I 
now  have  none,  or  at  all  events,  I  had  more  formerly  from  one  place  than  I  have  now  from 
the  whole  of  them  put  together,  [and  I  am  not  aware  that  any  other  parties  have  the  meat,  but 
the  consigners  from  those  places  have  nearly  discontinued  sending  meat  to  the  London  dead 
markets.  In  addition  to  those  places,  many  others  in  the  counties  of  Bedfordshire,  Bucking- 
hsgnshire,  Hertfordshire,  Huntingdonshire,  and  Gloucestershire,  also  during  the  first  30  years 
of  my  life,  sent  vast  quantities  of  meat  to  the  dead-market.  They  also  have  very  considerably 
decreased  in  quanty,  but  not  so  much  as  those  I  first  named.  From  Essex  formerly,  particu- 
larly from  Colchester  and  Chelmsford,  and  some  other  places  within  about  40  miles  of 
London,  vast  quantities  came  which  have  very  materially  decreased.     With  regard  to  the 

Sreat  increase  in  Newgate  market,  it  is  chiefly  from  Norfolk,  particularly  the  Tower  parts 
own  to  the  coast ;  from  Hull — ^from  whence  at  certain  times  of  the  year  we  have  immense 
quantities  of  mutton  in  carcasses ;  from  Lincolnshire,  Yorkshire,  Newcastle,  Barnard  Castle, 
Durham,  Liverpool,  and  Bristol, — also  from  Cumberland,  Berwick,  Scotland,  and  Ireland, — 
and  also  from  Holland  and  Germany. 

794.  How  does  that  come,  by  water  or  by  railway  ? — ^Prom  Scotland  and  Berwick,  till  the 
railway  reached  those  places,  it  came  by  water,  and  now  it  chiefly  comes  by  railway. 

795.  And  all  the  others  by  railway? — ^The  others  all  by  railway.  And  from  Holland, 
Hamburgh  and  Bremen,  by  steam.  Those  are  the  places  that  now  supply  the  great  increase, 
as  regards  country  meat ;  but  a  vast  increase  of  business  in  Newgate  market,  in  my  line,  arises 
from  what  is  termed  the  carcassing  trade.  I  have  turned  my  attention  to  the  question  very 
closely,  and  I  have  consulted  other  persons  in  whose  experience  I  have  some  reliance,  and  I 
am  prepared  to  state  that  soitiething  like  1200  bullocks  a-week  arc  bought  in  Smithfieid 
market,  which  are  afterwards  slaughtered,  and  the  greater  portion  sold  in  Newgate  market 
as  dead  meat.  With  the  permission  of  the  Commisioners  I  will  put  this  paper  in  [the  same 
vjos  delivered  in,  and  is  as  follows^ — 


An  immense  fallino-off 

IN  THE  Supplies  from 

Surrey. 

Bagshot 
Guilford. 

Oodalming. 
Farnham. 

Hampshire. 

Blackwater. 
Yately. 
Hartley  Row. 

Odiham. 

Alton. 

Basingstoke. 
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Btrkshire. 


Bracknell. 

Wokingham. 

Reading. 

Wallingford. 

Wantage. 

Abingdon. 

■ 

lUsley. 
Parringdon. 
Newbin-y. 
Thatcham. 
.Swallowfield. 
Hungerford. 

Oxfordshire. 

Henley. 

Benson. 

Ewelme. 

Watlingtbn, 

Dorchester. 

Thame. 

Chipping  Norton, 
Banbury. 
Bampton. 

WxUshir^. 

Salisbury. 
Purton. 
Highworth. 
Colne. 

Marlborough. 
Devizes. 
Melksham. 
&c.,  &c. 

Beds. 

Bucks. 

Herts. 

p 

Huntingdonsbii^. 
Gloucestershire. 

E$9ex.^ 

Colchester. 

1 

Chelmsford. 

A  GREAT  Increase  in  the 

Supplies  from 

Norfolk. 

HuU. 

Liacolnshire. 

Yorkshire. 

Newcastle. 

Barnard  Castle. 

Durham. 

LiverpooL 

Brifltol. 

Berwick. 

Scotland. 

Holland. 

Hamburg. 

Bremen. 

796.  Has  a  considerable  increase  in  the  total  supply  of  Newgate  market  taken  plae^in 
your  recollection  ? — ^Decidedly. 

797.  How  would  you  measure  that  increase  ? — By  the  quantity  of  meat  which  is  now  sold 
in  Newgate  market. 

798.  Can  you  give  the  Commissioners  any  idea  of  the  total  quantity  of  meat  sold  in  NewgatD 
market  in  a  year  at  present  ? — I  cannot. 

799.  Can  you  suggest  any  means  of  ascertaining  it? — No;  I  do  not  know  how  to  do  it.  I 
bear  some  persons  flippantly  state  that  it  is  easy  to  be  dbtie.  It  is  a  matter  on  which  I  am 
rery  anxious  to  get  hiformation^  and  should  be  glad  ^by  any  means  to  satisfy  my  mind  as  to 
the  correct  returns. 

800.  Have  you  compared  your  own  books  so  to  be  able  to  ascertain  whether  your  own 
transactions  have  increased  of  late  years  ?^I  think  I  am  doing  more  business  now  tban 
formerly,  yet  that  arises  principally  from  the  consignments  of  three  men.  If  one  oF  Ibose 
three  were  to  give  up  sending,  my  business  would  be  decreased  very  greatly,  so  as  to  makm  it 
perhaps  less  than  it  was  at  any  former  time. 

801.  Has  the  total  number  of  salesmen  increased? — Immensely;  the  numbers  have  verf 
greatly  increased. 

802.  Could  any  return  be  obtained  from  the  salesmen  collectively,  so  as  to  get  at  an 
approximation  to  the  total  quantity  of  meat  sold  in  the  market  ? — No ;  it  has  beeti  tried  withm 
the  last  few  weeks  by  the  Corporation,  but  the  salesmen  generally  declined  to  answer,  and 
came  to  me  to  know  what  the  inquiries  meant :  I  replied^  ^*  The  Corporation  only  want  t» 
ascertain  whether  there  is  an  increase  or  a  decrease  in  the  supply  of  dead  meat." 

803.  Do  the  tolls  taken  by  the  Corporation  afford  any  measure  of  the  quantity  of  meat 
sold  ? — Not  the  most  distant ;  the  Corporation  take  a  sort  of  commutation. 

804.  Do  the  City  exact  tolls  from  the  salesmen  on  private  property  adjoining  the  market?—' 
I  do  not  think  they  do. 

805.  You  say  that  there  is  a  great  increase  in  the  quantity :  can  you  give  an  idea  of  the 
proportion  of  increase  ?  Do  you  think  that  the  quantity  of  meat  sold  in  Newgate  market  is 
twice  as  much  now  as  it  was  when  you  first  remember  it  ? — I  do.  , 

806.  Do  you  think  it  is  more  than  twice  as  muph  ? — Yes.  Those  1,200  bullocks  I  have 
mentioned  occasion  an  immense  quantity  of  business.  I  remember  the  time,  40  years  back, 
when  the  variations  in  price  in  Newgate  market  would  frequently  be  three  halfoence  a  pound 
in  two  days.     Now,  from  the  immense  supplies  continually  comings  particularly  from  the 
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<Woa8g  butchers,  the  prioes  are  kept  alnioet  as  steady  as  they  are 'at  SmithfieLJL    There  is    January  2»  IMQ^ 
^ways  enough  to  supply  everybody,  and  something  beyond.  xrlT" 

807.  You  state  that  the  places  of  supply  have  changed  of  late  years ;  that  more  comes      ^'  Jxtchi,  Esq^. 
from  a  distance  and  less  from  the  neighbouring  counties.     Is   that  change  owing  to  th^ 
introduction  of  steam  navigation  and  railways  ? — Decidedly. 

808.  Has  the  introduction  of  steam  navigation  and  railways  increased  the  field  of  supply 
for  N«wgate  market  ? — Very  greatly. 

809.  Has  it  also  increased  the  quantity  of  dead  meat  which  can  be  sent  hi  a  good  state  tp 
London  ? — For  two-thirds  of  the  year  it  has ;  but  in  the  summer  the  same  parties  send  their 
stock  alive  by  railway  or  steam  for  us  to  slaughter.  One  person  that  I  do  business  for  at 
Ipswich  has  spared  no  expense  whatever  either  in  his  premises,  in  his  carriage,  or  in  his 
system  of  management  to  get  his  meat  up  to  London  sweet.  He  has  slaughtered  it  in  the 
inorningf  and  sent  il  to  me  for  sale  by  the  next  morning  at  four  o'clock,  and  it  has  come 
stinking.  He  has  slaughtered  it  in  the  evening,  and  cut  it  up  hot  for  me  to  receive  it  the  next 
vioming,  and  it  has  come  stinking.  Meat  must  be  cold  through  before  it  is  moved  to  ensure 
lis  being  in  sweet  condition ;  therefore  in  the  summer  we  have  very  little  supply  of  dead  meat» 
For  years  past  I  have  said  I  should  be  glad  for  three  months  in  the  year  to  shut  up  my 
premises  and  discharge  my  establishment,  could  I  begin  again  when  I  come  back,  and  ke^ 
my  connexion  on,  and  should,  be  money  in  pocket,  because  I  cultivate  very  little  towi^ 
business. 

810.  Is  the  quantity  of  meat  sold  during  the  three  hot  months  of  the  year  much  less  than 
4uring  the  other  months  ? — Immensely  less. 

811.  How  would  you  measure  the  proportion  ?-^I  can  hardly  make  a  comparison  wide 
onoagh  apart;  it  is  not  one-tenth,  I  should  say,  not  one-fifteenth  certainly  as  regards  myself. 
For  instance,  all  the  Scotch  supply  is  stopped,  and  that  is  the  great  supply  of  dead  meat  to 
Newgate  market. 

812.  Would  not  the  neighbouring  counties  have  the  advantage  during  the  hot  months? 
cannot  they  send  up  dead  meat? — No;  from  such  places  as  Bury  St.  Edmunds  and  Ipswich 
they  cannot  get  their  meat  in  a  sweet  condition  to  London.  I  receive  it  up  from  Suffolk  in 
four  hours.  My  friend  there  tried  every  scheme  this  last  summer  to  send  it  up  sweet,  but  it 
was  frequently  stinking. 

813.  During  the  cold  weather,  is  the  country  meat  that  is  slaughtered  in  the  country  and 
sent  up  better  than  that  slaughtered  in  London  ? — I  do  not  think  there  is  a  great  difference 
BOW ;  there  was  some  years  ago,  but  since  the  cattle  have  nearly  all  come  by  railway,  it  makes 
but  very  little  difference.  The  cattle  are  now  slaughtered  from  Smithfield  as  fresh  in  con7 
dition,  and  the  meat  is  as  blooming  in  its  appearence,  as  that  from  the  country :  there  is  not 
the  difference  there  formerly  used  to  be  when  the  beasts  travelled  from  70  to  120  miles  on 
the  road. 

814.  You  are  aware,  from  accounts  which  you  yourself  laid  before  Committees  of  the 
llouse  of  Commons  in  the  year  1847,  and  in  the  last  year,  that  the  number  of  sheep  sold  in 
Smithfield  has  been  stationary  for  the  last  20  years,  whereas  the  number  of  cattle  sold  has 
increased  considerably  ? — :Yes. 

815.  Do  you  believe  that  the  consumption  of  beef  in  London  has  increased  more  in  pro- 
portion than  the  consumption  of  mutton  ? — No,  I  do  not. 

816.  Then  how  jdo  you  account  for  the  stationary  number  of  sheep  sold  in  Smithfield  ? — 
There  is  about  the  same  demand  for  sheep  now  that  there  was  son^e  years  ago. 

817.  Has  not  the  population  of  London,  and  the  wealth  of  London,  increased  in  the  last 
20  years  ?— Decidedly. 

818.  Would  you  not  expect  that  the  consumption  of  mutton  would  increase  in  the  same 
proportion  as  the  consumption  of  beef? — ^Yes;  but  I  think  the  supply  to  the  dead-meat 
market  has  greatly  increased  in  mutton.  I  have  stated  before  a  Committee  of  the  House  of 
Commons  that  is  the  reason  why  the  supply  of  sheep  in  6niith6eld  has  not  increased ;  and  I 
said  that  Smithfield,  in  my  opinion,  has  seen  its  best  days  as  regards  its  supply  of  mutton, 

819.  Then  the  vacuum  has  been  supplied  by  dead  meat? — Yes. 

820.  Then  your  view  is,  that  the  stationary  number  of  sheep  sold  in  Smithfield  is  to  bo 
accounted  for  by  the  greater  quantity  of  muttoii  sent  in  a  dead  state  to  Newgate  market  ?-rf 
Decidedly. 

821.  Can  you  explain  why  it  should  be  more  profitable  to  send  up  mutton  than  heeS  in  the 
form  of  dead  naeat  to  London  ? — I  do  not  know  that  I  can  explam  it  to  the  satisfaction  of  the 
Commissioners,  but  I  can  feel  it  to  my  own  conviction.  I  can  state  this,  that  a  great  quantity 
of  mutton  comes  in  carcasses  and  in  hind-quarters.  From  one  man  yesterday  I  received  103 
pairs  of  hind-qnarters,  not  one  sheep.  He  is  anxious  to  know  what  parts  of  meat  are  required 
m  London,  for  he  can  sell  the  rest  at  home;  and  the  same  vnth  other  parties,  they  keep  at 
home  what  is  not  wanted  in  London,  and  by  that  means  get  a  higher  price  for  that  which  suits 
the  London  butchers,  who  come  from  the  West  End,  and  require  only  certain  parts ;  they 
want  hind-quarters  of  mutton,  and  legs  and  saddles,  and  the  best  ends  of  necks  of  mutton. 
They  do  not  want  sheep.  You  would  be  surprised  at  the  fastidiousness  of  the  West  End 
butchers  as  to  the  (piality  of  what  they  require.  They  buy  bullocks  in  Smithfield,  and  they 
buy  sheep  also ;  but  for  every  sheep  they  buy  it  is  probable  that  they  want  the  hind-quarters 

*of  two  more  sheep ;  and  for  every  bullock  that  they  buy  alive,  n>any  of  them  in  the  LondoQ 
seasom  want  the  roafstings  of  at  least  five  or  six  more  bullocks,  and  they  come  to  Newgato 
market  for  their  supplies.  .  But  many  of  them  will  buy  a  lot  of  sheep  dead  that  will  not  buy 
carcass-beef  dead  at  all.  It  would  not  suit  them  to  buy  their  carcasses  of  beef  dead  from  the 
way  in  which  the/  would  be  shaken  id>out,  and  the  inconvenience  of  coming  to  buy  them  and 
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January  2, 1850.  getting  them  home,  and  the  additional  strength  they  would  require  of  horses,  carts,  and 
- —  servants.    There  would  be  great  additional  trouble  and  expense,  as  compared  with  a  bullock- 

-R.  Hieks,  E«q.  walking  home  from  Smithfield,  so  that  there  never  can  be  an  analogy  between  the  supply  of 
dead  beef  in  Newgate  market  and  dead  mutton.  Then  again,  if  Smithfield  has  5,000 
bullocks,  and  4,000  would  be  enough  to  supply  the  demand  for  the  day,  an  abatement  of  about 
10s.  a  bullock  would  clear  the  market ;  but  if  the  dead-meat  market  is  over  supplied,  par- 
ticularly in  warm  or  damp  weather,  the  depreciation  is  so  great,  that  upon  beef  it  would* 
frequently  amount  to  as  much  as  from  21.  to  3/.  or  3/.  10s.  upon  a  carcass  that  has  been 
slaughtered  as  far  distant  as  Norwich.  A  sort  of  public  slaughter-house  has  been  built  at 
Norwich  six  years  ago.  Several  parties  have  entered  into  it,  and  endeavoured  to  induce  the 
graziers  to  slaujrhter  their  cattle  and  send  them  up  dead ;  but  the  price  upon  the  average  upon 
the  dead  beef  has  been  so  much  lower  than  the  live  market,  that  it  has  been  a  total  failure ; 
and  I  am  satisfied  that  the  slaughtering  cattle  by  graziers  to  send  up  to  the  dead  market 
instead  of  the  live  market  will  never  answer. 

822.  If  the  animals  are  to  walk  up  to  London  from  a  considerable  distance,  is  there  not  w» 
advantage  in  making  cattle  walk  rather  than  sheep  ? — I  think  cattle  will  travel  better  than 
sheep ;  but  I  am  peraaps  hardly  competent  to  speak  to  that,  never  having  followed  behind 
them.  There  is  this  distinction,  when  sheep  have  got  their  coats  ofl;  they  can  travel  better ; 
but  when  they  have  got  heavy  coats  of  wool,  they  travel  badly. 

823.  Then  during  part  of  the  year,  when  their  coats  are  long,  the  sheep  travel  on  their  own 
legs  worse  than  cattk  ? — Yes. 

824.  With  regard  to  railways,  is  there  any  advantage  in  sending  live  cattle  rather  than  live 
sheep  by  railway  ? — I  am  not  aware  of  any. 

825.  Is  there  any  advantage  in  sending  live  cattle  rather  than  live  sheep  by  steamer  ? — I 
think  that  sheep  come  by  steam  better  than  the  cattle,  upon  the  principle  that  they  are  a 
lighter  substance,  and  they  are  less  knocked  about  by  the  motion  of  the  vessel ;  the  condition 
in  which  the  cattle  come  by  steam  is  sometimes  dreadful ;  and  after  they  are  slaughtered  they 
are  damaged  immensely,  particularly  after  long  and  tempestuous  voyages. 

826.  Is  it  the  fact  that  more  mutton  is  sold  in  Newgate  market  than  beef  ? — ^That  is  a  ques- 
tion I  hardly  know  how  to  answer,  because,  as  I  before  stated,  there  are  about  1,200  bullocks 
bought  in  Smithfield  and  chiefly  sold  in  Newgate  market ;  but  if  the  question  refers  to  dead 
meat  from  the  country,  I  answer,  decidedly. 

827.  Taking  the  whole  quantity  of  meat  sold  in  Newgate  market  in  the  course  of  a  week,  is 
the  quantity  of  mutton  sold  greater  than  the  quantity  of  beef  ? — I  do  notthink  it  is.  I  question 
whether  it  is  so  much,  taking  weight  for  weignt. 

828.  Since  you  have  been  in  business,  has  the  proportion  of  mutton  sold  in  Newgate  market 
increased  more  than  the  proportion  of  beef? — I  do  not  think  the  total  quantity  has ;  but  if  you 
put  the  question,  with  reference  to  the  quantity  coming  from  the  country  dead,  I  should  answer 
the  question  otherwise. 

829.  What  do  you  say  as  to  the  size  of  Newgate  market .  Is  the  accommodation  sufficient  ? 
—Certainly  not* 

830.  Are  the  entrances  into  the  market  adequate  ? — Certainly  not. 

831.  What  enlargement  would  you  think  necessary? — ^I  should  enlarge  it;  and  I  have 
drawn  a  plan  for  the  purpose,  so  as  to  make  it  more  than  as  large  again. 

832.  How  many  entrances  are  there  into  the  market  ? — ^There  are  two  of  16  feet  wide,  two 
of  10  feet  wide,  and  three  others. 

833.  How  many  of  those  are  accessible  to  wheeled  carriages  ? — Only  one. 

834.  Is  there  much  obstruction  caused  in  the  neighbourhood  of  the  market  by  unloading 
vans  and  carts  ? — Very  great.  .    . 

835.  Is  considerable  inconvenience  caused  to  the  neighbourhood  by  the  want  of  accommoda- 
tion ? — Decidedly. 

836.  What  do  you  say  as  to  the  slaughtering  under  the  shops  ? — It  ought  to  be  done  away 
with. 

837.  Does  it  prevail  to  a  considerable  extent  ? — Yes. 

838.  Can  you  form  any  idea  of  the  number  of  animals  killed  under  the  shops  in  tlie  course 
of  a  week? — No,  I  cannot  form  an  idea,  but  a  great  many. 

839.  Would  you  reckon  the  number  slaughtered  in  the  course  of  a  week,  in  summer,  by 
hundreds  or  by  thousands  ? — By  hundreds ;  there  are  more  in  summer  than  in  winter. 

840.  Are  you  speaking  from  any  correct  knowledge  which  you  possess  yourself? — Yes, 
decidedly  so ;  round  the  market. 

841.  Do  you  think  the  practice  of  slaughtering  in  the  cellars  has  diminished  of  late  years? 
— I  do  not  think  of  late — ^the  last  two  or  three  years — there  has  been  so  much  as  there  was 
formerly. 

842.  Has  that  been  owing  to  the  use  of  other  slaughter-houses  in  London,  or  to  sending  up 
more  dead  meat  from  the  country? — I  think,  to  the  supply  of  dead  meat  from  the  country. 

843.  Do  the  present  communications  by  railway  and  by  steamers  give  great  facilities  for 
sending  up  dead  meat  to  London  ? — Certainly. 

844.  Judging  from  the  experience  of  the  last  few  years,  would  you  expect  that  the  quantify 
sent  up  would  continue  to  increase  ? — I  do  not  myself  look  to  a  great  increase ;  for  I  think,  from 
all  parts,  as  much  has  come  as  they  have  had  to  send. 

845.  Do  you  think  the  demand  for  dead  meat  among  ^the  salesmen  of  Newgate  mai^et  is 
likely  to  increase  ? — ^They  would  have  no  objection  to  an  increase,  because,  of  course,  their 
profits  depend  upon  their  returns. 

846.  But  do  you  think  that  their  power  of  selling  will  increase  ? — I  think  it  is  not  likely  to 


Digitized  by 


Google 


SMITHPIELD  MARKET  COMMISSION.  45 

increase  much  beyond  the  amount  we  have  had  for  the  last  several  years,  because  we  have  had     January  2, 1850. 
a  supply  generally  beyond  the  demand ;  and  as  soon  as  that  is  the  case,  remunerative  prices  - — 

stop.     The  great  supplies  come  from  butchers,  and  not  from  graziers.  .  •  ^»^*/  Esq. 

847.  Who  are  your  principal  customers  in  Newgate  market  ? — ^The  West  End  butchers  are 
our  principal  customers. 

848.  What  is  the  proportion  of  the  purchases  of  the  West  End  butchers  to  others  ? — ^Two- 
thirds  of  all  the  prime  meat  that  comes  to  Newgate  market  is  bought  by  the  West  End 
butchers. 

849.  Besides  the  West  End  butchers,  who  are  your  principal  customers  ? — They  come  from 
all  pai-ts — ^from  the  suburbs,  Surrey  and  Kent — very  few  from  the  East  End. 

850.  Is  your  business  principally  a  wholesale  business — do  you  sell  principally  to  butchers  ? 
— Almost  entirely — there  are  exceptions— if  things  are  lying  about,  and  any  person  comes  and 
asks  the  price,  they  may  have  them. 

851.  Is  there  no  business  done  with  innkeepers  and  cookshop-keepers  ? — A  great  deal  of 
business  is  done  with  cookshop-keepers;  but  they  come  round  in  the  morning  with  the 
butchers. 

852.  Is  there  any  quantity  of  meat  sold  .to  private  families? — ^There  is. 

853.  A  considerable  quantity  ? — Yes,  an  immense  quantity  of  rubbish. 

854.  Is  the  meat  that  is  sold  to  private  families  in  Newgate  market  generally  of  an  inferior 
quality  to  that  which  is  sold  to  butchers  ? — It  is  hardly  to  be  termed  for  *'  private  families ;" 
persons  of  the  lower  classes  come  round  to  look  for  chescp  meat,  and  it  is  meat  that  is  bought 
of  salesmen  of  a  lower  character. 

855.  Is  the  substantial  trade  of  the  market  a  wholesale  trade  ? — Decidedly ;  and  I  should 
be  glad  if  we  were  compelled  to  close  the  market  at  a  certain  hour. 

856.  Are  you  concerned  in  the  foreign  trade,  or  are  any  foreign  beasts  consigned  to  you  ? — 
Yes ;  my  second  son  has  the  management  of  that  branch. 

857.  How  is  that  trade  managed  ? — how  are  the  orders  sent  ? — ^The  cattle  are  consigned 
direct  by  the  owners  to  the  salesmen  in  Smithfield. 

858.  Are  they  sent  over  dead^  or  alive? — Alive. 

859.  What  part  of  the  market  does  your  son  occupy  in  Smithfield? — Like  the  rest,  he  is 
moved  about  according  to  supply  and  accommodation ;  but  my  eldest  son  stands  opposite  the 
clock  of  St.  Bartholomew's  Hospital. 

860.  Are  the  foreign  cattle  that  are  consigned  sold  in  Smithfield  market  or  in  Newgate 
"market?— In  Smithfield  market 

861.  Are  any  foreign  cattle  consigned  to  salesmen  in  Newgate  market? — I  have  not  heard 
of  such  a  case.  Foreign  meat  has  been  sent  dead,  but  no  live  cattle  have  been  sent  that  I  am 
aware  of. 

862.  Does  much  dead  meat  come  from  abroad  ? — A  considerable  quantity  has  come  from 
Hamburg  and  Ostend,  and  from  Bremen ;  that  is  the  most  distant  port,  I  believe,  from  which 
cattle  or  meat  have  been  sent. 

863.  Has  any  been  consigned  to  you? — I  have  had  some  meat  from  Hamburg. 

864.  What  is  the  quality  of  it  ? — Some  of  it  is  very  good,  but  the  Dutch  mutton  is  inferior. 

865.  You  say  some  of  the  meat  is  very  good,  is  the  beef  as  well  as  the  mutton  good?— The 
mutton  is  very  bad  indeed ;  the  mutton  even  from  Germany,  from  which  we  have  had  such 
beautiful  beef,  is  very  inferior. 

866.  Is  it  much  damaged  in  the  passage  ? — No,  but  the  bullocks  have  been  much  damaged. 

867.  You  stated  that  the  West  End  butchers  did  not  buy  carcasses  of  beef  because  you  thought 
it  would  materially  increase  their  establishments  to  convey  it  from  the  dead-meat  market  to 
their  places  of  business ;  do  you  apprehend  that  their  expenses  in  the  same  way  would  be 
increased  if  there  were  abattoirs  established? — No  doubt  they  would. 

868.  Would  they  be  materially  increased? — Very  materially. 

869.  Would  that  materially  increase  the  prices  of  meat  to  the  public  ? — Yes ;  I  have  consi- 
dered that  question  very  deeply,  and  have  made  many  calculations,  which  I  have  carefully 
revised,  and  I  have  come  back  to  the  same  opinion  that  the  establishment  of  compulsory 
abattoirs  would  increase  the  prices  of  meat  something  like  Id,  a  pound,  and  that  amounts  to 
1,000,000/.  per  annum. 

870.  You  say  compulsory  abattoirs  ? — Yes,  upon  the  French  system ;  I  have  in  my  hand 
now  a  communication  from  the  French  Consul  upon  the  subject  of  all  that  is  connected  with 
our  meat  market  and  slaughtering,  and  customs,  with  a  view  to  improve  their  own,  because 
they  had  not  found  theirs  to  answer,  but  the  late  Revolution  put  an  end  to  the  correspondence. 
I  had  several  interviews  with  M.  Boisseneur  on  the  subject. 

871.  You  say  that  those  who  supply  Newgate  market  are  principally  butchers? — Yes, 
almost  all  the  meat  that  comes  from  nearly  the  whole  of  Scotland  (for  meat  is  now  sent  up  to 
Newgate  market  from  beyond  Aberdeen)  is  all  bought  by  butchers :  there  are  men  who  buy 
5^000  sheep  at  a  time. 

872.  Do  you  consider  it  an  advantage,  both  to  the  trade  and  to  the  public,  that  the  dead  and 
live-meat  markets  should  be  near  one  another  ? — I  think  it  a  very  great  advantage. 

873.  How. does  that  advantage  arise? — It  arises  in  this  way:  the  dead-meat  market  is 
held  every  day;  and  the  live-meat  market  is  held  on  Mondays  and  Fridays.  All  the  parties 
who  have  occasion  to  attend  either  market  require  to  attend  both  markets  on  the  same  morn- 
ing :  from  the  competition  that  there  is  iu'  the  trade,  it  is  very  essential  for  the  buyer  to  know 
the  supplies  of  both  markets,  and  to  be  able  to  attend  both  markets  at  the  same  time ;  and  it 
is  quite  a  common  occurrence  for  them  to  be  going  from  one  market  to  the  other  for  an  hour 
or  two,  in  order  that  they  may  see  where  they  can  buy  meat  cheapest.  It  is  essential  for  the 
live-cattle  salesman  to  know  what  is  the  supply  in  the  dead-meat  market ;  and,  on  the  same 
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Jtouftry  29 1850.  principle,  it  is  essential  for  the  dead-meat  salesman  to  know  vfhht  the  supply  is  at  the  live^meat 
7—  market :  the  profits  of  the  butchers  are  drawn  to  such  a  nicety  that  a  penny  a-atone  is  an  ample 

A  Hicks,  Esq.  profit  for  the  carcass-butcher,  and  therefore  whichever  way  the  botch^  sees  he  caii  lay  hit 
money  out  to  the  most  advantae^e^  be  buys  at  either  the  live  or  the  dead-meat  market ;  no 
doubt  he  buys  something  at  the  live-meat  market  at  all  times,  because  be  requires  to  keep  a 
stock  on  hand ;  and  as  the  butchers  may  be  called  the  representatives  of  the  public,  or  the 
caterers  for  the  public,  I  consider  the  pubKc  has  the  advantage  of  that  free  competition  by 
having  the  meat  charged  to  them  at  the  lowest  possible  prices.  I  have  sold  meat  this  day  it 
IJrf.  a  pound  more  than  the  correspondents  of  the  "  Times"  give  the  butchers  credit  for.  loese 
are  facts  I  have  within  my  own  knowledge,  and  I  think  it  is  exceedingly  important  for  aU 
parties  that  the  dead  and  live-meat  markets  should  be  as  near  as  posBible  to  each  other. 

874.  If  one  market  were  to  be  a  mile  from  the  other,  would  there  be  any  inconvenienoe?— 
Very  serious  inconvenience  if  the  live-meat  market  were  a  mile  or  two  miles  from  the  dead« 
meat  market ;  the  small  buyers,  who  ensure  to  the  grariers  a  fair  price  for  their  cattle  by  the 
competition  which  they  occasion,  would  not  be  able  tb  attend  the  hve-meat  market. 

875.  They  would  go  to  the  dead-meat  market  ? — ^Yes. 

876.  So  that  wherever  the  Hve-meat  market  is  ultimately  placed,  your  opinion  is  that  the 
dead-meat  and  live-meat  markets  should  be  as  near  together  as  possible  ? — Yes ;  there  are, 
besides  Newgate  market,  several  dead-markets,  viz.  :  Whitechapel  and  Leadenhall. 

877.  Is  much  business  done  in  Leadenhall  market  or  in  the  other  dead-meat  markets  ?->* 
Leadenhall  market  has  a  considerable  business,  but  nothing  in  comparison  with  Newgate 
market. 

878.  Is  the  business  of  the  same  nature;  is  it  transacted  by  salesmen  ?— Yet,  it  is  of  the 
same  nature. 

879.  Is  it  more  of  a  retail  business  than  the  business  transacted  in  Newgate  market  ?— -No, 
it  is  wholesale,  and  they  have  their  meat  from  Scotland  the  same  way  as  we  have. 

880.  How  many  salesmen  are  there  in  Leadenhall  market?— I  do  not  think  there  are 
many,  but  I  am  not  competent  to  give  an  opinion. 

881.  About  how  many  are  there? — Perhaps  about  eight  or  ten. 

882.  How  far  is  Clare  market  from  Smithfield  ? — Clare  market  is  in  Westminster.  I  passed 
the  first  14  years  of  my  life  in  Clare  market. 

883.  Is  Whitechapel  market  all  in  the  City? — ^No,  only  so  for  as  Somerset-street  Aldgate 
is  in  the  City,  but  Whitechapel  is  out  of  the  City. 

885.  Is  Saturday  the  chief  day  at  Newgate  market? — That  depends  upon  the  parties^ 
business.  I  do  more  business  on  Monday  twice  over  than  on  Saturday,  but,  generally  speaking, 
the  market  is  more  crowded  on  Saturday  than  on  any  other  day. 

886.  The  persons  who  attend  on  Saturday  have  no  view  of  attending  Smithfield  market?—** 
No,  certainly  not ;  but  I  think  we  have  as  many  attend  on  Monday  as  on  Saturday,  and  very 
many  of  the  West  End  butchers  only  attend  Newgate  market  on  Mondays  and  Fridays. 

887.  Is  the  class  of  persons  which  attend  on  Saturday  different  from  the  class  which  attend 
on  Monday  and  Friday?-*- Yes. 

888.  What  is  the  difference? — ^The  persons  who  come  on  Saturday  are  persons  who  do  not 
^ome  into  the  market  scarcely  all  the  week  besides.  Some  people  do  not  buy  any  meat  in  the 
ftiarket  except  on  Saturday,  and  on  Saturday  they  buy  a  few  sheep  and  a  lamb  or  two,  or  somet^ 
thing  of  that  kind.     Numerically,  we  have  more  people  on  Saturday  than  on  any  other  day. 

8o9.  Do  you  think  that  more  money  changes  hands  on  Saturday  than  on  any  other  day  ? 
— No. 

890.  Which  is  the  day  on  which  most  money  changes  hands  in  Newgate  market? — I  think 
Monday.     Perhaps  I  thmk  so  because  I  do  more  myself  on  that  day  than  on  any  other  day. 

891.  Speaking  generally  of  the  whole  market,  which  should  you  say  was  the  day  on  wmch 
most  business  was  done  ? — I  think  Monday  is  equal  to  Saturday,  taking  the  market  through. 
The  weight  of  meat  sold  on  Saturday  is  of  a  very  different  description  from  that  sold  on 
Monday. 

892.  You  said  that  you  sold  two-thirds  of  your  prime  meat  to  customers  at  the  West  End 
of  the  town ;  does  that  pervade  the  market  generally  ? — ^Yes,  I  should  say  so.  I  may  perhaps 
be  allowed  to  observe,  that  this  question  of  the  supply  of  meat  to  Newgate  market  is  no  new 
question.  I  have  letters  here  which  I  found  the  other  day,  received  from  carriers  in  the 
country.  I  was  engaged  on  an  inquiry  in  the  year  1832,  in  a  Committee  of  the  Corporatioii» 
to  ascertain  whether  there  was  an  increase  or  decrease  of  meat  in  Newgate  market  at  that  time^ 
and  this  is  a  paper  which  was  compiled  by  myself  on  the  subject,  comparing  the  supply  for  the 
months  of  October,  1818,  and  1830,  and  the  result  was,  that  the  supply  of  meat  from  the 
country  in  the  year  1830  had  decreased  one-half  since  1818.  In  October,  1818,  there  were 
8,251  packages,  and  in  1830,  4,879.  This  was  a  discussion  which  arose  in  the  City  Landa' 
Committee,  of  which  I  was  a  member  at  that  time,  and  these  are  portions  of  letters  I  had  from 
the  carriers  at  that  time,  explaining  to  me  how  much  their  business  had  decreased  to  Newgate 
market,  and  which  has  still  followed  on  from  those  very  countries  and  places  I  named  at  the 
beginning  of  my  examination. 

o93.  Was  that  decrease  contemporaneous  witli  the  extension  of  steam  navigation  and  the 
introduction  of  railways? — That  has  given  what  I  may  terra  the  finishing  blow  to  it;  becaus^ 
the  meat  from  those  places  cannot  compete  with  that  which  comes  by  steamer  and  railway.  We 
had  immense -quantities  of  dead  meat  from  Kent  and  Surrey,  which  now  goes  to  Smithfield 
alive,  because  there  it  commands  a  higher  price  than  it  can  command  when  brought  into  com- 
petition with  Scotch  and  other  mutton.  1  was  asked  some  questions  about  staughter-bouses, 
and  I  have  brought  with  me  our  Act  relating  to  that  subject. 

894.  Is  that  a  local  Act? — ^Yes.    I  brought  that  to  show  the  regulations  under  which  fh*  • 
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slaughter-houses  in  the  City  of  London  are  conducted.     These  [producing  a  paper]  are  the    Jannaiy  2, 1850; 
rules  and  regulations  in  respect  of  slaughter-houses,  and  this  is  a  paper  which  is  usually       -^  tt^^  u 
published  every  year,  showing  what  we  term  the  rakers'  or  scavengers'  duties,  and  I  have      'K»:««*^.E»9», 
marked  the  points  which  bear  upon  this  inquiry,  to  show  the  attention  that  is  paid  to  all  matters 
conoected  with  the  cleanly  state  of  the  markets. 

895.  You  have  said  that  the  dead-meat  and  live-meat  markets  should  be,  in  your  opinion, 
in  close  proximity  to  each  other.  Are  you  of  opinion  that  it  would  be  advantageous  or  dis- 
advantageous to  the  public  if  the  dead-meat  market  of  London  were  removed  a  considerable 
distance  from  the  spot  where  it  is  now  held  ? — I  think  it  would  be  a  considerable  inconvenience^ 
because,  after  the  West  End  butchers,  by  far  the  larger  number  of  our  buyers  come  over  Black- 
firiar's-bridge.  They  are  so  numerous  that  I  could  not  give  an  idea  of  the  number.  They 
frequently  come  a  distance  of  from  seven  to  ten  miles  every  morning  to  Newgate  market.  We 
have  persons  from  Streatham,  and  Croydon,  and  Chislehurst,  who,  more  oi*  less,  come  daHy  to 
Newgate  market. 

.  8%,  Do  persons  come  from  Woolwich  to  Newgate  market  ? — ^Yes,  they  come  from  Wool- 
wich nearly  every  morning. 

897.  There  is  a  considerable  attendance  of  customers  at  the  dead-meat  market  from  th^ 
south  side  of  the  river  ? — ^Yes,  after  the  West-End,  they  are  the  most  numerous  attendants  at 
the  dead-meat  market.  Upon  the  subject  of  abattoirs,  if  you  will  permit  me  I  will  leave  with 
you  a  document  that  I  have ;  it  is  the  translation  of  a  Report  from  the  Minister  of  the  Interior 
to  the  late  King  of  the  French,  upon  the  subject  of  abattoirs  and  the  butchers  of  Paris.  The 
original  of  which  it  is  a  correct  translation,  is  called  the  ^'  Almanac  de  Butcherie  for  18474** 
and  there  is  in  it  everything  connected  with  the  markets  in  Paris. 

898.  How  many  slaughter-houses  are  there  in  Newgate  market? — ^There  are  but  two 
slaughter-houses  in  Newgate  market  for  cattle,  and  something  like  from  20  to  25  oxen  a-week 
is  the  utmost  number  slaughtered  in  both  those  slaug;hter-houses. 

899.  Are  those  under-ground  slaughter-houses  or  above  ground  ? — Above  ground. 

900.  Are  they  as  well  conditioned  as  other  slaughter-houses? — Yes,  they  are  very  well 
Qonditioned. 

901.  Are  they  in  Rose-street? — Yes,  both  of  them.     A  great  deal  has  been  said  about  , 
slaughtering  in  London,  but  I  happen  to  know  that  within  the  walls  of  the  City  there  are  but 

three  slaughter-houses  for  beasts,  and  taking  the  slaughter-houses  outside  the  walls,  but 
within  the  liberties  of  the  City,  I  think  thirteen  is  the  maximum  number  of  houses  where 
beasts  are  slaughtered,  except  Aldgate  High-street. 

902.  Does  not  the  present  Act  prohibit  any  new  slaughter-houses  in  the  City  ? — Yes. 

903.  Do  you  consider  that  a  wise  regulation  ? — No,  I  do  not  think  it  is  just  There  was  a 
meeting  of  the  trade  held  20  years  ago;  the  butchers  called  a  meeting  in  order  to  pass  a  vote 
of  censure  upon  me  for  having  taken  steps  to  do  away  with  under-ground  slaughter-houses,  and 
I  walked  into  the  meeting,  and  I  carried  a  conviction  that  the  time  was  come  wnen  slaughtering 
in  cellars  should  be  done  away  with  ;  but  at  the  same  time  I  think  it  just  that  those  who  have 
had  cellars  under  ground  in  which  they  have  for  years  slaughtered  their  sheep  and  lambs, 
should  be  allowed  to  have  daughter-houses  above  ground,  because  there  need  be  no  nuisance 
whatever  to  the  public  by  slaughtering  above  ground,  where  they  are  properly  conducted. 

904.  As  the  law  at  present  stands,  a  subteranean  slaughter-house  cannot  oe  closed  ? — Yes^ 
that  is  the  st€tte  of  the  law  in  the  City,  but  the  Sewers'  Commission  are  coming  to  Parliament 
next  sesaoo,  and  they  want  power  to  do  away  with  slaughtering  below  ground.  I  will  support 
them  in  that,  but  at  the  same  time,  you  should  give  the  parties  whose  slaughter-houses  you  remove 
an  opportunity  of  having  slaughter-houses  above  ground  where  no  one  will  be  inconvenienced. 
I  may  perhaps  be  allowed  to  observe,  that  I  think  there  is  every  opportunity  for  enlarging 
Newgate  market,  and  making  ample  accommodation  for  all  the  business  that  is  done  there, 
and  relieving  the  puUic  from  all  the  inconvenience  which  they  now  suffer  from  the  want  of 
thoroughfares. 

905.  How  is  that  to  be  done? — By  the  Corporation  adopting  the  plan  which  I  shall  submit 
to  them.  The  public  do  not  suffer  more  inconvenience  from  the  present  want  of  room  in 
Newgate  market  than  the  salesmen  suffer.  I  have  frequently  been  kept  waiting  for  my  noeat,. 
and  the  butehers  have  also  been  waiting  to  buy,  and  though  the  meat  has  been  only  a  few 
hundred  yards  from  our  premises,  we  have  been  unable  to  get  at  it. 

906.  Do  you  think  that  under  the  present  arrangements  of  Newgate  market  you  can  do 
fidl  justice  to  those  who  consign  meat  to  you? — I  think  not,  but  I  manage  tolerably  well, 
beeause  I  have  extensive  premises. 

907.  You  have  the  best  premises  in  the  market,  have  you  not? — ^No,  my  shop  is  in  the  worst 
part  of  the  market ;  it  is  a  comer  away  from  any  entrance,  which  m  a  great  deniaL 

908.  Do  the  interests  of  persons  who  consign  meat  to  you  suffer  from  the  present  state  of 
Newgate  market? — I  should  say  they  do  suffer,  because  the  meat  cannot  come  in  so  quickly 
as  it  ought. 

909.  Does  any  meat  spoil  from  its  not  bring  unpacked  early  enou^  ? — No« 

910.  Not  even  in  bad  weather? — In  bad  weather  we  get  the  meat  quickly  enough,  because 
there  is  kss  obstniction  in  the  neighbourhood,  the  quantity  being  so  much  smaller. 

911.  Inconaequenoe  of  the  delays  that  take  place  in  unpacking  and  exposing  the  meat,  does 
it  sometimes  happen  that  you  do  not  obtain  the  best  price  for  the  meat  that  is  sent  up  ? — ^Yes, 
sometimes  buyers  are  waiting  in  order  to  purchase  the  best  meat,  and,  as  they  can  stay  no 
longer,  tiiey  are  eompeUed  occasionally  to  buy  what  does  not  suit  them  so  well,  and  iben,  when 
we  expose  the  best  meat  for  sale,  we  are  inconvenienced  from  not  having  buyers  for  the  best 
oommiodity. 

[JT^  WUtlt^  wiiidrewJ] 
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Januai^  2, 1850.  Mr.  Bobert  Jackson  examined. 

Mr.  R.  Jachsm.         912.  Are  you  a  salesman  in  Newgate  market  ? — Yes. 

913.  How  many  years  have  you  been  a  salesman  ? — ^About  nine  or  ten  years. 

914.  You  sell  meat  on  commission  in  the  ordinary  way  ? — ^Yes,  and  I  am  a  carcass  butcher 
as  well. 

915.  Is  there  any  difference  between  a  carcass  butcher  and  a  commission  salesman? — A 
man  who  is  only  a  commission  salesman  has  no  meat  but  that  which  is  consigned  to  him  dead^ 
but  the  carcass  butcher  buys  animals  alive  and  kills  them^  and  then  they  are  sold  dead. 

916.  Do  you  mean  that  the  carcass  butcher  sells  on  his  own  account? — Yes. 

917.  What  kind  of  stock  do  you  slaughter? — ^The  principal  of  mine  are  calves,  and,  in  the 
summer  time,  lambs. 

918.  How  many  every  week  do  you  slaughter  in  the  summer? — Perhaps  about  50  calves 
and  100  lambs  a-week>  or  even  more  than  that. 

919.  What  is  the  commission  which  you  receive  from  the  meat  you  get  from  the  country  ? — 
The  commission  depends  upon  what  article  is  is :  on  beef  the  commission  is  \d.  a  stone,  and 
on'  sheep  about  Sd,  or  ^d.  each,  according  to  the  size,  and  the  same  for  lambs ;  and  on  calves 
the  commission  is  from  1^.  dd.  to  2^.  each. 

920.  Has  the  trade  of  Newgate  market  increased  since  you  became  a  salesman  there? — ^Yes, 
there  is  much  more  meat  sold  in  the  market  than  there  used  to  be. 

.   921.  Can  you  form  any  idea  of  the  increase  which  has  taken  place  within  the  last  10  years  ? 
— No ;  I  should  not  like  to  give  an  opinion  without  taking  time  to  consider. 

922.  Will  you  be.  good  enough  to  take  time  to  consider,  and  give  us  the  best  conjecture  you 
can  form  as  to  the  amount  of  increase  in  the  trade  of  the  market  since  you  have  been  a  sales- 
man ? — I  will ;  I  should  think  about  five  times  as  much. 

923.  Do  you  sell  at  your  own  shop? — Yes. 

924.  Of  what  dimensions  is  your  shop  ? — ^The  inside  part  of  my  shop  is  but  small ;  I  should 
say  not  more  than  20  feet  by  15,  but  I  have  two  rails  also.  My  shop  joins  to  a  coflFee-shop, 
and  I  occupy  the  rails  in  the  front  of  that  shop,  and  therefore  I  have  a  frontage  of  three  times 
the  size  of  the  inside  of  my  shop. 

925.  That  is  upon  the  pavement,  close  to  the  carriage-road  ? — Yes. 

926.  Do  you  and  your  customers  transact  business  upon  that  pavement  ? — ^Yes. 

927.  How  close  do  the  carriages  come  to  you  ? — Very  often  within  about  a  foot ;  in  fact,  I 
consider  it.  very  dangerous  standing  there. 

928.  To  what  do  you  attribute  the  increase  of  the  supply  of  Newgate  market? — I  think  it  is 
on  account  of  the  quantities  of  meat  that  are  sent  from  Scotland  and  Newcastle,  and  those 
places  from  which  m  former  times  we  did  not  have  any  meat  whatever  sent. 

929.  Is  that  owing  to  the  railways  and  steamers? — I  should  say  it  is. 

930.  Is  more  beef  or  more  mutton  sent  to  Newgate  market? — From  the  country  more 
mutton  comes  than  beef. 

931.  Can  you  explain  why  it  is  that  more  mutton  comes  from  the  country  than  beef? — I 
think  they  find  it  easier  to  pack  and  send  mutton  than  it  would  be  to  send  beef;  they  prefer  to 
send  the  beef  to  London  alive. 

932.  For  what  reason  do  they  prefer  sending  the  beef  alive  ? — Because  the  butchers  give  a 
preference  to  what  they  kill  at  their  own  slaughter-houses.  After  the  animal  has  been  killed 
in  the  country,  and  packed  and  sent  up  to  London,  especially  in  bad  weather,  it  looks  very  bad 
as  compared  with  what  the  meat  does  when  the  beast  has  been  killed  in  London,  and,  in  fact, 
it  would  make  a  day  or  two's  diflTerence  in  the  time  that  the  beef  would  keep. 

933.  How  many  carcasses  in  the  week  are  brought  in  that  are  killed  by  the  carcass  butchers 
in  London  ? — 1  should  say  from  600  to  700 ;  added  to  that,  I  should  say  there  are  a  number 
of  beasts  which  come  to  Whitechapel  and  other  markets,  and  which  are  killed  there,  to  the 
amount  of  from  200  to  300,  which  would  make  900  a-week. 

934.  Is  there  an  inconvenience  in  bringing  packages  of  meat  into  Newgate  market  ? — They 
come  in  waggons,  and  they  are  unloaded  in  the  middle  of  the  market,  and  the  hampers  or 
packages  are  drawn  on  trucks  to  the  different  salesmen's  shops,  which  causes  great  obstruction. 

935.  Is  there  only  one  entrance  to  the  market  ? — There  is  only  one  carriage  entrance. 

936.  Do  you  find  considerable  difficulty  in  bringing  the  packages  of  meat  to  your  shop  ? — 
Yes,  there  is  a  great  want  of  more  room. 

937.  Is  there  want  of  room  for  unpacking  the  packages? — There  is;  you  have  nowhere  to 
unpack  them,  but  you  must  place  them  in  the  footway,  and  almost  block  up  the  road  for 
passers  by. 

938.  When  you  unpack  the  packages,  have  you  room  for  exposmg  the  meat? — Sometimes 
in  a  full  market  there  is  not  room  to  expose  all  the  meat  at  once. 

939.  Would  it  be  a  convenience  to  you  as  a  salesman  to  have  more  space  in  the  market? — 
Decidedly. 

940.  Should  you  be  able  to  do  more  justice  to  your  employers  if  you  had  more  space? — 
If  the  meat  was  all  exposed  at  one  time  with  plenty  of  room,  everybody  would  have  a  ciiance  of 
obtaining  a  fair  market  price.  If  one  or  two  articles  are  kept  back,  and  we  are  not  able  to 
expose  them  till  after  the  market  is  over,  in  the  summer  time,  it  makes  a  very  great  difference ; 
in  winter  it  would  not  make  so  great  a  difference,  because  they  would  come  in  for  the  next  day's 
demand. 

941.  Have  you  a  slaughter-house  under  your  shop? — ^No,  not  under  the  shop ;  I  have  a 
slaughter-house  in  Warwick-lane,  but  that  is  above  ground. 

942.  Do  you  slaughter  both  beasts  and  sheep? — No,  only  calves  and  lambs. 

943.  Are  there  many  beasts  slaughtered  in  Newgate  market? — ^No,  not  many;  there  are 
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only  two  houses  that  are  allowed  to  kill  beasts;  and  I  should  say  there  are  not  50  beasts  a- week     January  2, 1850. 
slaughtered  in  Newgate  market. 

944.  Is  it  convenient  that  the  live-meat  and  dead-meat  markets  should  be  near  one  another  ? 
li^-I  think  it  is  a  very  great  convenience  to  the  butchers  that  have  to  come  from  the  West  End 
of  the  town  and  other  places;  they  come  first  of  all  to  Newgate  market  to  purchase  their 
dead  meat ;  there  are  are  many  places  where  they  sell  a  great  deal  of  prime  meat,  much  more 
than  they  do  of  coarse  meat ;  and  they  either  bring  their  coarse  meat  to  Newgate  market  to  be 
sold,  or  they  purchase  prime  meat  and  then  go  from  there  to  Smithfield  market ;  perhaps  they 
cannot  find  exactly  what  they  want  there,  and  they  return  to  Newgate  market;  perhaps  they  go 
backwards  and  forwards  once  or  twice. 

945.  Which  is  the  principal  day  in  Newgate  market  for  the  sale  of  meat? — A  great  deal  of 
meat  is  sold  on  Monday ;  but  the  greatest  part  is  sold  on  Friday  and  Saturday  in  this  time  of 
the  year,  and  Saturday,  iu  the  summer,  is  the  principal  day. 

946.  Which  is  the  dav  on  which  the  greatest  amount  of  money  changes  hands  in  Newgate 
market? — Saturday,  in  tfie  summer  time. 

947.  Is  Saturday  the  day  on  which  there  is  the  largest  attendance  of  customers? — In  the 
summer  time,  I  should  say  it  is ;  but  at  this  time  of  the  year,  the  market  is  more  divided. 

948.  Is  much  inferior  and  old  cow  meat  sold  in  Newgate  market? — There  is  a  quantity  of 
what  we  call  plain  meat  sold  there,  but  not  so  much  as  we  have  had  formerly ;  I  think  they  are 
rather  more  particular  than  they  used  to  be,  since  there  has  been  a  little  altercation  with  the 
.senders;  the  things  are  consigned  to  salesmen  in  packages  or  hampers,  and  it  is  impossible  for 
the  salesman  to  know  what  is  consigned  to  him  till  he  undoes  the  hamper. 

949.  Is  any  meat  sold  for  8d.  a  stone  or  Id.  a  pound  ? — There  has  been  meat,  I  have  no 
doubt,  sold  as  low  as  that 

950.  What  do  you  apprehend  the  buyers  do  with  that  meat  ? — Some  of  it  is  cut  up  by  the 
sausage  makers ;  there  is  a  great  difference  between  what  we  term  plain  meat  and  unwholesome 
meat. 

951.  Do  you  think  there  is  much  unwholesome  meat  sold  in  Newgate  market  ? — ^No. 

952.  Who  are  the  principal  purchasers  of  inferior  meat  ? — It  is  purchased  generally  by  those 
kind  of  people  I  have  mentioned,  and  cut  up  into  chops  and  sausages. 

953.  Is  the  principal  custom  of  Newgate  market  wholesale  or  retail? — ^The  principal  is 
wholesale. 

954.  What  proportion  do  you  think  the  retail  bears  to  the  wholesale  ? — Not  a  hundredth 
part. 

955.  You  do  not  consider  the  retail  business  of  the  market  is  of  any  consequence  ? — None 
whatever. 

956.  Would  you  propose  to  change  the  site  of  the  dead  market,  or  would  you  enlarge  the 
present  market? — I  think  it  very  convenient  to  be  where  it  is,  for  all  parties,  provided  it  was 
enlarged,  but  there  certainly  is  not  sufficient  space  in  the  present  site. 

957.  Supposing  the  situation  of  the  live-meat  market  should  be  changed,  would  you  think  it 
necessary  to  change  the  situation  of  the  dead-meat  market  ? — Yes ;  I  mink  it  would  be  neces- 
sary that  the  dead-meat  nAarket  should  follow  the  live-meat  market. 

958.  Your  opinion  is,  that  the  two  markets  should  be  as  near  together  as  they  are  now  ? — 
Yes  ;  to  separate  them  would  be  very  inconvenient ;  it  would  be  a  very  greats  disadvantage  to  the 
consumers. 

[The  Witness  withdrew.] 


Mr.  James  Duckworth  examined. 


Mr.  •/".  Duckworth 


959.  Are  you  a  salesman  in  Newgate  market? — ^Yes. 

960.  How  long  have  you  been  so  ? — About  20  years. 

961.  Are  you  a  commission  salesmen? — Yes. 

962.  Are  you  also  a  carcass  butcher? — No ;  I  am  only  a  commission  salesman. 

963.  Has  the  trade  of  the  market  increased  much  within  your  recollection? — Yes;  a 
great  deal. 

364.  What  amount  of  increase  would  you  say  has  taken  place  within  your  recollection? — 
I  should  say,  quite  a  third;  perhaps,  more  than  that. 

965.  That  is  to  say,  supposing  the  trade  were  formerly  100,  it  has  now  become  133.  Is 
that  your  meaning? — Yes,  or  rather  more  than  that  I  think. 

966.  Then,  supposing  that  it  was  formerly  100,  what,  in  your  opinion,  is  it  now  ? — I  should 
think  150. 

967.  That  is,  half  as  much  again? — Yes. 

%8.  Does  the  supply  come  from  a  greater  distance  than  it  did  formerly  ? — Yes ;  from  a 
nnich  greater  distance  ;  part  from  abroad. 

969.  Is  that  owing  to  railways  and  steam  navigation  ? — Yes. 

970.  Does  the  meat  come  up  in  a  better  state  than  it  did  formerly?— It  comes  in  a  very 
good  condition  by  railway.  There  are  seasons  of  the  year  in  which  it  is  not  in  so  good  a 
state. 

971.  Is  the  railway  more  convenient  than  the  steamer?^ — It  is  more  convenient,  inasmuch 
as  the  meat  comes  in  a  better  state,  but  it  is  not  so  convenient  with  regard  to  delivery  in  the 
market ;  they  deliver  it  so  late  that  that  is  one  great  objection  to  sending  by  railways. 

972.  Do  they  keep  the  meat  at  the  railway  termini  ? — The  porters  say  that  the  meat  is  not 
brought  up  to  the  stations  in  sufficient  time  for  them  to  deliver  it  at  the  market. 
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973.  Is  much  meat  spoiled  owing  to  those  delays? — ^Not  mttch,  but  in  bad  weadier  there  i» 
some  meat  spoiled. 

974.  Do  you  get  more  beef  or  more  mutton  from  the  country  ? — ^We  get  more  mutton. 

975.  What   is  the  reason  of  that? — ^I  have  no  idea;   I  suppose  k  suits  them  better  U> 
slaughter  sheep  than  beasts,  and  send  them  dead  to  London. 

976.  Do  you  think  it  is  more  profitable  to  send  up  mutton  than  beef? — I  should  not  thmk 
that  the  reason ;  I  think  there  is  more  trouble  in  sending  the  beef  dead. 

977.  Is  mutton  less  liable  to  injury  in  packing  than  beef? — Yes,  I  should  say  it  is ;  muttoA 
comes  in  a  very  good  state. 

978.  Is  there  much  diflSculty  in  bringing  packages  of  meat  to  your  shop  ? — ^There  is  some 
difficulty  in  that. 

979.  To  what  is  that  owing? — The  railways  all  deliver  the  meat  at  one  time,  and  there  am 
so  many  trucks  coming  in  together  with  packages  of  meat  that  it  creates  great  confusioD. 

980.  Is  there  a  want  of  room  in  the  market  ? — ^There  is  a  want  of  space  where  the  meat  has 
to  be  delivered. 


981. 

End. 
982. 
983. 
984. 


Who  are  your  principal  customers  ? — ^Butdiers  from  all  parts,  prmcipally  the  West 


Is  your  business  a  wholesale  business? — ^Yes. 

Exclusively  ? — Yes. 

Do  you  sell  any  joints  to  retail  customers? — Sometimes;  for  instance,  one  batcher 
will  require  a  great  many  legs.,  and  leave  the  saddles,  and  others  will  require  saddles, 
leaving  the  legs;  if  a  West  End  butcher  comes  and  requires  20  pairs  of  legs  of  mutton,  thare 
will  be  the  rest  of  the  animal  left  for  sale,  or  if  they  require  bind  quarters,  there  will  be  the  fore 
quarters  left. 

985.  Is  it  convenient  to  have  Newgate  market  near  Smithfield  market? — ^Yes. 

986.  Do  many  people  attending  Newgate  market  come  to  Newgate  raaiket  ? — ^Yes. 

987.  But  many  who  attend  Newgate  market  do  not  go  Smithfield  market? — ^The  greater 
part  go  to  Smithfield  market. 

988.  They  cannot  go  to  Smithfield  market  on  the  days  on  which  Smithfi^  market  is  not 
held?— No. 

989.  Which  is  the  principal  day  of  Newgate  market  ? — 'I  can  hardly  answer  that  questbn ; 
Wednesday  is  rather  a  bye-day,  but  the  other  days  are  pretty  much  alike. 

990.  You  cannot  distinguish  between  one  day  and  another  ?— No ;  on  Moftday  and  Saturday 
there  is  the  greatest  weight  of  meat  sold ;  it  used  to  be  on  Tuesday  and  Saturday.  I  used  to 
sell  more  on^  Tuesday,  when  the  meat  was  brought  by  steamboat,  but  now  it  is  brought  by 
railway,  and  delivered  on  Monday  morning,  for  the  Monday's  trade. 

[The  Witness  xmthdrew!] 


Mr.  John  BaniMer  examined. 

991.  Are  you  a  butcher  resident  in  Threadneedle-street  ? — Yes. 

992.  How  long  have  you  been  in  the  trade? — Nearly  20  years.  I  lived  at  Windsor  pre- 
viously to  that,  with  my  father. 

993.  What  is  the  nature  of  your  trade  ? — Retail,  exclusively. 

994.  Do  you  furnish  persons  principally  near  your  own  nei^bourhood  ? — Yes,  and  in  the 
West  End  of  the  town.     I  have  a  large  connexion  at  the  West  End. 

995.  How  do  you  buy  your  meat? — J  buy  it  principally  dead.  When  I  first  came  to 
London,  I  slaughtered  the  principal  part  of  my  beasts  and  sheep,  but  the  slaughter-house  that 
I  had  was  such  a  distance  from  my  shop  that  I  found  it  very  inconvenient  to  slaughter  my  own 
meat  there,  and  I  gave  it  up. 

996.  You  have  no  slaughter-house  now  ? — No. 

997.  When  you  sav  you  attend  the  dead-meat  markets,  what  markets  do  you  attend? — 
Newgate  and  LeadenhaU  markets,  but  principally  Leadenhall  market,  as  being  the  most  con- 
venient to  me. 

998.  Do  you  find  the  supply  of  meat  in  Leadenhall  market  as  good  as  in  Newgate  market? 
— Yes ;  of  course  the  supply  is  not  equal  in  quantity  to  the  supply  of  Newgate  market,  but  it 
is  as  great  in  proportion  to  the  demand. 

999.  How  many  salesmen  are  there  in  Leadaihall  market? — ^20. 

1000.  Is  their  business  wholesale  or  retail  ?— Wholesale ;  but  a  portion  of  the  market  is  set 
apart  for  the  retail  trade. 

1001.  Are  the  salesmen  in  Leadenhall  market  commission  salesmen  ?—-«Ye3 ;  but  many 
persons  that  we  call  carcass  .butchers  engage  rails  in  the  market,  and  sell  their  mea^  and 
pay  the  occupier  a  commission  for  the  opportunity  of  selling  their  own  meat 

1002.  Do  you  ever  buy  live  animals  in  Smithfield? — ^Not  very  often.  Occasionally  in  the 
summer  I  am  obliged  to  do  so,  because  the  meat  will  not  keep ;  we  cannot  depend  upon  the 
country  meat  keeping ;  in  very  hot  weather  I  buy  riieep  and  lambs  on  Friday,  to  be  ready  for 
the  Monday  market,  those  I  get  killed  by  a  friend  of  mine. 

1003.  Is  the  accommodation  good  in  Leadenhall  market? — ^Very  good. 

1004.  Are  you  in  the  habit  of  attending  Newgate  market  ? — ^Yes,  I  buy  occasionally  there, 
but  not  so  frequently  as  at  Leadenhall  market. 

1005.  What  do  you  say  of  the  accommodation  in  Newgate  market  ? — I  think  it  requires 
enlargement. 

1006.  Have  you  found  it  diflicult  to  transact  business  in  Newgate  market?— I  have  found 
that  more  room  was  required. 
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1007.  What  inconvenience  hare  you  experienced  ?--^I  have  experienced  great  diflSculty  in    January  2, 18$0. 

getting  the  meat  away  in  reasonable  time.    When  I  go  to  Newgate  market^  instead  of  my  cart  

being  loaded  at  once  and  coming  away,  we  have  to  wait  for  some  time  before  we  can  get  the     ^^  ^*  Bamter. 
meat;  it  is  very  often  an  hour  and  a-half  before  I  can  get  my  cart  loaded. 

1008.  Do  you  find  any  inconvenience  at  Smithfield  market? — No. 

1009.  Is  the  space  sufficient? — Certainly  not. 

1010.  Can  you  form  any  opinion  as  to  the  additional  space  which  it  would  be  necessary  to 
liave  ? — ^The  sheep  market  is,  I  think,  sufficiently  large,  but  I  think  the  beef  market  ought  to 
be  considerably  enlarged ;  two  acres  should  be  added  to  it. 

1011.  Is  there  muoi  crowding  in  the  streets  in  the  neighbourhood  of  Smithfield  when  the 
market  is  full? — ^Yes^  on  great  occasions,  such  as  we  had  at  the  Christmas  market,  we  had 
droves  of  cattle  all  down  the  streets. 

1012.  Did  you  attend  the  market  at  that  time? — Yes,  I  went  to  see  it  from  curiosity, 

1013.  Did  you  see  the  streets  in  the  neighbourhood  of  the  market  blocked  up  with  cattle  ?— 
Yes. 

1014.  How  far  did  they  reach  ? — They  reached  to  St  Sepulchre's  church. 

1015.  Did  you  hear  of  any  other  thoroughfares  being  obstructed? — No,  I  heard  no 
complaints. 

1016.  Do  you  think  it  necessary  for  butohers  to  have  a  slaughter 'house  for  sheep  ? — Yes,  for 
sheep,  and  for  beasts  if  they  can  get  it. 

1017.  Por  sheep  particularly  in  the  summer  ? — Yes. 

1018.  Is  there  a  convenience  in  the  live-meat  market  and  the  dead*meat  market  being  near 
one  another  ? — Yes,  very  great ;  the  business  could  not  be  carried  on  without  that. 

1019.  How  near  ought  they  to  be  to  one  another?—- As  close  as  possible,  for  this  reason; 
in  order  to  supply  my  customers,  I  require  not  only  the  whole  carcass  of  mutton  but  a  great 
aumber  of  legs  and  saddles  as  well ;  and  to  obtain  those  I  am  driven  into  the  dead-noeat 
market. 

1020.  The  distribution  of  carcasses  into  parts,  is  effected  by  the  dead-meat  market  ? — Yes. 
In  my  particular  trade,  I  require  particularly  the  prinae  meat  of  the  animal ;  sometimes  I  cut 
100  saddles  into  mutton  chops. 

1021.  That  is,  in  order  to  supply  the  eating-houses  and  chop-houses  in  your  neighbour- 
hood?—Yes. 

1022.  Does  it  appear  to  you  that  the  demand  in  the  dead-meat  market  increases  more  in 

Eroportion  than  the  demand  in  the  live-oneat  market  ? — I  think  not ;  from  certain  coimties  we 
ave  not  so  much  dead  meat  as  formerly ;  but  from  others  there  is  a  great  increase. 

1023.  Lookii^  to  the  demand  of  the  butchers,  do  you  think  their  disposition  is  to  go  rather 
to  the  dead-meat  market  than  to  Smithfield  market  ? — ^o,  1  think  they  would  rather  ^o  to  Smitlv- 
field  market  if  they  had  the  opportunity,  because  they  like  to  purchase  beasts  alive  and  kill 
them  themselves ;  they  look  better  to  the  eye.  If  a  man  goes  to  Smithfield,  and  gets  two  or 
three  beasts,  which  he  kills  himself,  he  can  slaughter  when,  and  dress  them,  as  he  likes ;  and 
they  look  so  much  better  when  exposed  for  sale  than  beasts  sent  up  dead  from  the  country. 

1024.  If  the  butcher  can  buy  dead  meat  in  a  good  condition,  is  it  not  more  convenient  for 
him  to  buy  joints  or  parts  of  the  animal  than  the  whole  carcass? — It  is  a  great  convenience  to 
do  that,  but  he  would  not  like  to  buy  all  his  meat  iji  that  way. 

1025.  If  be  buys  the  live  sheep,  he  necessarily  buys  the  whole  carcass? — Yes.  In  the 
summer  time  it  is  impossible  to  depend  upon  the  dead-meat  market,  because  of  the  difficulty  of 
keeping  it.     It  is  sometimes  tainted  before  it  comes  into  the  market. 

1026.  What  does  such  meat  sell  for? — It  sells  very  cheap.  It  is  cut  up  and  sold  for  dogs'- 
meat.     It  is  used  for  various  purposes. 

1027.  For  what  purposes? — As  dogs' -meat. 

1028.  Is  any  used  for  sausages? — Yes;  for  German  sausages,  and  things  of  that  sort. 

1029.  You  stated  tiiat  you  had  a  slaughter-house  formerly,  and  that  it  is  desirable  for  a 
butcher  to  have  a  slaughter-house :  would  it  be  desirable  for  a  butcher  to  have  a  slaughter- 
house  at  a  distance  from  his  shop? — I  find  it  very  inconvenient  to  have  my  slaughter-house 
away  from  my  shop,  for  this  reason :  when  I  wanted  my  men  at  home,  they  were  at  the 
slaughter-house,  and  we  were  liable  to  constant  robbery.  Waslierwomen,  and  shoemakers,  and 
others  would  bring  things  to  the  slaughter-house,  instead  of  bringing  them  home.  I  have 
been  a  great  sufferer  from  my  slaughter-house  being  broken  into,  and  I  gave  it  up  on  that 
account. 

1030.  Would  public  abattoirs  be  a  great  convenience  to  you  ? — No ;  I  am  decidedly  opposed 
to  them. 

1031.  Why  are  you  opposed  to  them  ? — When  you  have  your  slaughter-house  under  your 
•control,  for  your  own  interest's  sake  you  would  see  that  humanity  was  exercised  by  those  who 
slaughtered  the  animal ;  and  cleanliness  must  of  course  be  observeid,  because  your  family  would 
be  bving  near  the  slaughter-house ;  and  there  is  this  convenience,  that  the  animal  may  be 
slaughtered  at  any  hour  of  the  day  or  night  that  you  wish.  If  you  had  abattoirs,  your  horses 
and  carts  would  be  constantly  at  work. 

1032.  And  that  would  increase  the  expense?— Yea. 

1033.  If  you  had  public  slaughter-houses,  and  the  same  control,  that  difficulty  would  be 
obviated?— I  do  not  think  that  possible.  The  men  are  careless  the  mwneut  your  back  is 
turned,  and  the  offals  and  hi  are  thrown  aside,  even  at  home,  and  it  is  impossible  that  you  could 
have  the  same  control  over  an  abattoir  as  you  can  have  over  your  own  slaughter-house. 

1034.  But  of  late  years  you  have  carried  on  business  without  having  a  slaughter-house  ? — 
Yes. 

1085.  So  that  a  great  portion  of  the  meat  you  have  sold  has  been  slaughtered  at  a  consider- 
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January  %  1850.     able  distance  from  vour  shop  ? — Yes ;  at  Leadenhall  market  is  the  slaughter-house  that  I  use,  and 
—  ,  Mr.  Cramp,  of  Whitechapel,  principally  supplies  me  with  the  hind-quarters  of  beef  that  I  want.1 

Mr.  J.  Bamster.         1036.  What  should  you  say  to  slaughter- houses  being  licensed? — ^I  should  have  no  objec- 
tion to  that,  and  to  their  bein£  inspected. 

1037.  You  think  they  ought  to  be  licensed  for  a  certain  period,  the  licence  being  renewable 
every  year  ? — Yes  ;  I  should  have  no  objection  to  it  if  I  had  one. 

1038.  Should  you  see  any  objection  to  their  being  licensed  by  the  magistrates,  in  the  same 
way  as  public-houses  are  licensed? — I  have  hardly  considered  that;  but  I  should  have  na 
objection  to  such  an  authority  bein^  exercised  over  slaughter-houses. 

1039.  Supposing  a  butcher  sends  cattle  and  sheep  to  a  public  slaughter-house,  how  does  he 
know  that  he  gets  back  the  carcass  of  the  animal  that  he  sends  ? — He  sends  his  servant  to  see 
the  animal  slaughtered,  and  I  think  a  man  must  be  a  very  inferior  judge  to  buy  a  bullock  alive 
and  not  know  it  when  it  was  dead. 

1040.  Is  it  not  notorious  in  trials  for  sheep  stealing,  that  the  animal  is  always  identified  not 
by  the  carcass  but  by  the  fleece? — Men  are  required  to  swear  to  it  in  cases  of  that  kind,  men 
do  not  like  to  take  an  oath  unless  they  are  quite  certain  about  it.  I  have  seen  pieces  of  meat 
which  I  should  not  hesitate  in  swearing  were  the  identical  pieces  of  meat  that  I  had  seen 
before. 

1041.  Would  it  be  possible  to  mark  the  feet  of  the  animal? — ^Yes;  they  might  be  marked 
by  the  butcher  with  some  mark  of  his  own. 

1042.  The  feet  are  not  cut  off? — Yes  they  are,  unless  you  desire  them  to  be  saved. 

1043.  Are  the  heads  cut  off? — Yes;  unless  we  wish  to  show  what  breed  and  age  they  are, 
and  then  they  are  left  on  for  the  purpose  of  display. 

1044.  But  for  the  purpose  of  establishing  the  identity  of  the  animal,  you  might  keep  the 
head  or  feet  ? — Yes,  if  you  choose  to  do  so,  but  it  hardly  requires  that  with  a  practical  man. 

1045.  You  are  under  no  apprehension  that  there  would  be  a  diflSculty  in  identifying  the 
carcass  in  case  of  persons  sending  animals  to  a  slaughter-house  which  is  not  their  own 
private  property  ? — No. 

1046.  Yotf  have  said  that  Sp^ithfield  market  requires  enlarging  to  the  extent  of  two  acres, 
and  Newgate  market  also ;  would  there  be  an  advantage  or  a  disadvantage  to  the  public  if 
Smithfield  and  Newgate  markets  were  removed  to  another  locality?— I  think  it  would  be  a 
disadvantage.  I  am  a  great  advocate  for  Smithfield  market  remaining  where  it  is,  on  account 
of  its  central  position  and  all  its  purposes  of  business :  all  parties  who  attend  Smithfield  market 
have  all  the  opportunities  they  could  have  of  transacting;  their  bunness;  but  if  you  took  one 
market  away,  you  would  create  a  monopoly  that  all  would  regret  to  see. 

1046.  The  same  objection  would  not  exist  if  you  pit  both  markets  together? — No;  but 
they  must  be  near  the  centre,  they  must  not  be  removed  from  the  City,  because  of  the  expense 
of  getting  the  meat  backwards  and  forwards. 

1048.  You  mean  the  expense  to  the  trade? — ^Yes,  if  I  had  to  go  up  to  Wormwood  Scrubbs 
or  Kennington  Common,  with  the  quantity  of  meat  that  I  have  to  get  home  in  the  morning 
to  supply  my  customers  each  day,  the  inconvenience  would  be  very  great 

1049.  The  West  End  butchers  would  not  experience  that  indonvenience? — It  would  depend 
where  you  placed  the  market. 

1050.  But  you  send  meat  to  the  West  End,  do  you  not? — Yes. 

1051.  Is  Smithfield  market  the  most  central  position  for  London  generally  ? — ^Yes,  and  it  is 
near  the  bridges,  which  is  an  important  consideration. 

1052.  Supposing  there  were  two  markets  established,  one  to  the  north  of  London  and  the 
other  to  the  south,  would  not  that  answer  the  purpose? — There  are  now  two  markets 
established,  the  Islington  and  the  Smithfield,  but  both  markets  merge  into  one. 

1053.  If  they  were  on  different  days,  might  they  not  exist  separately  ? — They  would  merge 
into  one. 

1054.  But  supposing  one  were  in  a  central  position  to  the  north  of  the  City,  and  the  other 
in  a  central  position  to  the  south,  and  they  were  on  different  days,  do  you  think  they  could  not 
exist  separately  ? — No ;  the  butchers  may  be  contending  against  their  own  interest,  but  they 
are  much  prejudiced  in  favour  of  one  market,  and  that  is  in  as  central  a  position  as  it  can  be. 
If  you  were  now  lapng  the  foundation  of  a  new  city  in  that  spot,  you  could  not  put  the  market 
in  a  more  central  position  than  it  now  is ;  and  tne  more  central  you  have  a  market  of  that 
large  magnitude  to  supply  meat  to  this  vast  metropolis  the  better  it  is  for  the  graziers  and  the 
pnxlucers,  and  the  consumers.  I  have  thought  much  on  the  subject^  and  I  feel  quite  convinced 
of  it. 

1055.  You  have  said  that  it  would  be  inconvenient  to  you  in  sending  your  carts  for  the  meat 
if  the  market  were  at  a  distance ;  would  that  very  considerably  increase  the  traffic  of  the  City  ? 
— The  traffic  of  butchers*  carts  it  would  materially  increase,  and  you  know  what  butchers* 
carts  are,  driven  by  butchers'  men. 

1056.  At  what  rate  do  they  go  ? — From  eight  miles  to  fourteen  miles  an  hour. 

1057.  You  say  that  the  state  of  Newgate  market  is  such  that  you  and  other  eminent 
butchers  are  detained  an  hour  and  a  half  from  the  difficulty  of  loading  the  carts? — Not 
always ;  sometimes  you  are  detained  that  time. 

1058.  If  your  carts  and  horses  travel  at  the  rate  of  eight,  or  say  six,  or  even  four  miles  an 
hour,  would  it  not  be  a  greater  convenience  to  you  to  go  two  miles  out  of  town,  and  two  miles 
back,  and  would  you  not  do  it  in  less  time  than  is  now  occupied  ? — Yes ;  but  when  I  was 
giving  you  the  pace  at  which  the  carts  go,  I  was  giving  the  pace  in  conveying  joints  of  meat  to 
customers,  and  not  in  bringing  home  a  waggon-load  of  meat;  where  it  is  a  large  quantity  you 
would  require  the  cart  to  go  numberless  times. 

1059.  W  hy  should  there  be  more  driving  through  the  streets  if  a  market  were  established 
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somewhere  near  Pentonville  Prison  instead  of  in  Smithfield? — It  would  so  with  many  parties^     Jannaiy  2, 1850. 
particularly  those  from  Surrey,  and  Sussex,  and  Kent,  who  have  to  go  to  that  market.  

1060.  But  would  not  the  West  End  people  have  so  much  less  travellinff ?— I  think  not;  I     ^-  •^-  ^^^m^. 
do  not  see  that  anything  would  be  gained  by  taking  the  market  to  Pentonville. 

1061.  Would  it  not  be  a  grand  advantage  to  have  double  the  space? — I  do  not  hold  with 
having  too  large  a  market ;  if  we  have  too  large  a  space  for  the  animals,  diey  get  driven  about. 

1062.  You  think  it  of  no  advantage  to  have  good  lairage? — Yes ;  I  like  £Ood  lairage  after 
the  animal  is  bought ;  and  were  I  to  five  an  opinion  upon  the  matter,  it  would  be  that 
Smithfield  has  nuisances,  but  they  are  to  be  abated.  I  would  not  have  a  bullock  driven  out  of 
Smithfield  after  nine  in  the  morning,  or  half-past,  or  before  four  or  five  in  the  afternoon ;  and 
if  I  had  bullocks  there,  I  should  be  happy  to  pay  6<f.  a-head,  in  order  to  have  hay  and  water 
given  them.  ' 

1063.  Can  you  get  at  that  at  Smithfield? — ^Yes ;  there  are  places  in  the  market  now,  but 
they  might  be  very  much  increased. 

1064.  What  enlargement  do  you  contemplate  ? — I  think  two  acres  might  be  sufficient^  but 
you  might  make  it  five  acres. 

1065.  Would  five  be  better  than  two? — Yes,  if  you  had  those  lairs. 

1066.  Are  not  cattle  crowded  together  on  full  days  ? — Yes. 

1067.  Does  that  create  considerable  inconvenience? — No,  not  particularly;  the  animals 
would  lie  more  comfortably  if  they  had  more  space. 

1068.  On  what  day  do  the  animals  come  principally  from  the  coimtry? — ^They  come  up  on 
Saturday  principally. 

1069.  When  are  they  sold  ? — On  the  Monday  morning. 

1070.  Do  the  cattle  feed  well  after  the  journey  by  raflway  ? — Some  of  the  sheep  appear  to 
do  so.  I  have  been  at  the  lairs  when  they  come  in,  and  the  moment  the  hay  and  water  is  laid 
down,  they  1^0  there  to  drink. 

1071.  Directly  after  they  come  in? — ^Yes. 

1072.  Do  the  cattle  come  in  as  good  a  state  when  they  travel  by  railway  as  when  driven 
along  the  road  ? — They  are  sometimes  very  much  bruised  in  the  railway  carriages,  particularly 
so  on  the  Eastern  Counties  Line.  I  formed  one  of  a  deputation  to  the  Directors,  with  a  view 
to  get  them  to  have  the  carriages  difTerently  constructed. 

1073.  In  some  carriages  they  are  loaded  by  the  head,  and  in  some  by  the  truck,  in  which 
do  they  travel  best? — I  can  only  speak  to  the  Eastern  Counties  Line  ;  they  were  placed  in 
the  trucks,  and  it  frequently  occurred  in  wet  weather  when  the  bottom  of  the  trucks  was 
slippery,  that  one  of  those  animals  would  slip  down,  and  then  it  was  trampled  upon  by  the 
others ;  but  since  that  time  they  have  formed  the  bottom  of  the  trucks  of  planks  laid  across 
each  other^  and  the  animals  have  a  firmer  footing. 

1074.  Do  you  pay  by  the  head  or  the  truck? — I  am  not  aware. 

1075.  Does  mutton  or  beef  come  up  from  the  country  in  the  best  state  ? — Mutton,  I  think, 
comes  up  in  a  better  state  than  beef. 

1076.  Is  there  any  further  observation  that  you  would  wish  to  make  ? — ^With  respect  to  the 
abattoirs,  I  expected  that  it  would  be  proposed  to  have  a  great  number  of  those  animals 
slaughtered  in  one  particular  locality,  and  there  would  therefore  be  a  great  con^gation  of 
butchers  and  slaughtermen  and  others,  for  the  purpose  of  slaughtering  those  aniroalB;  because 
in  the  summer  time,  on  Friday  in  particular,  after  Sraithneld  market,  there  are  as  many 
as  from  12^000  to  15,000  sheep  and  lambs,  and  1,200  beasts  slaughtered  for  Sunday's 
consumption,  and  they  must  be  slaughtered  on  Friday,  and  brought  to  our  houses  on  Satur- 
day, and  distributed  to  the  public  on  Saturday ;  and  if  it  were  in  contemplation  to  have  those 
erections,  and  such  a  vast  body  of  slaughtermen,  it  would  not  be  a  very  good  school  for  us  to 
send  our  sons  or  apprentices  to  to  learn  their  business.  I  think  if  a  young  man-  is 
brought  up  to  the  business  at  home,  it  has  a  much  better  moral  effect  upon  him  than  there 
would  be  if  he  were  brought  up  at  those  abattoirs. 

1077.  What  you  have  now  stated  of  the  nature  of  abattoirs  is  what  you  conceive  would  be 
the  state  of  public  abattoirs  if  they  were  established  ? — ^Yes ;  it  would  be  such  a  school  as  I 
should  not  like  to  send  any  of  my  sons  or  my  apprentices  to. 

1078.  You  have  stated  that  a  slaughter-house,  to  be  of  any  convenience  to  you,  should  be 
near  your  shop  ? — Yes. 

1079.  In  the  remarks  you  have  just  made,  you  confine  yourself  to  compulsory  abattoirs  ?-*- 
Yes. 

1080.  If  the  abattoirs  were  not  compulsory  you  would  not  entertain  the  same  objection  to» 
them  ? — No,  provided  the  butcher  were  allowed  to  retain  his  own  slaughter*house. 

1081  Whidi  you  would  not  object  to  have  registered  ? — No. 

{The  Witness  withdrew.] 
Adjourned  to  Wednesday  next,  at  12  o'clock. 
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Mr  x'skUer  Georgb  Cornbwall  Lewis,  Eaq.,  M.P.,  in  the  Chair. 

Mr.  Thamat  Setter  examined. 

1082.  Are  you  engaged  in  trade  as  a  butcher  in  London? — I  anf;  at  Kensington,  also  in 
Jermyn-street. 

1083.  How  long  have  you  been  in  trade? — Thirty-seven  years. 

1084.  Are  you  well  acquainted  with  the  manner  in  which  London  is  supplied  with  live  and 
dead  meat  ? — Yes.     I  suppose  I  am  the  lai*gest  retailer. 

1085.  Are  you  a  carcass  butcher  as  well  as  retailer  ? — I  am  exclusively  a  retail  butcher. 

1086.  Are  you  in  the  habit  of  attending  Smithfield  market  ? — Yes. 

1087.  Both  on  Mondays  and  Fridays  ?—  Not  so  much  as  I  used  to  do.  I  buy  a  great  deal 
of  my  stock  now  from- feeders  in  Norfolk  and  Essex,  and  in  other  counties  in  England,  when- 
ever and  wherever  I  know  the  best  stock  is  to  be  procured.  I  have  a  large  connexion  with  the 
most  eminent  graziers,  and  persons  who  feed  and  fat  a  great  deal  of  stock. 

1088.  Have  you  conveiiient  places  to  put  them  in  at  Kensington  ? — Yes ;  and  I  so  arrange 
with  the  feeders  that  they  send  me  the  stock  to  suit  the  requirements  of  my  trade.  For 
instance,  I  take  20  oxen  this  week,  and  20  the  following  week.  I  buy  sometimes  as  many  as 
60  or  80  at  a  time,  but  I  have  every  oonvejiience  at  Kensington  for  the  careful  keeping  of  any 
stock  I  have  on  hand.  I  do  not  suppose  any  person  in  my  trade  has  such  extensive  premises 
as  I  have. 

1089.  Are  they  consigned  to  you  directly  from  the  country,  without  passing  through  the 
bands  of  a  salesman  ? — ^Yes,  just  so. 

1090.  And  slaughtered  by  you  upon  your  premises  ? — ^Yes. 

1091.  You  have  a  slaughter-house? — Yes,  most  convenient.  I  have  had  members  of  par- 
liament come  to  see  it,  who  would  hardly  believe,  from  the  good  arrangement  and  cleanliness 
observed,  that  cattle  were  slaughtered  there.  Every  department  of  the  business  is  under  my 
personal  and  daily  inspection    It  is  as  perfect  a  place  altogether  as  can  be. 

1092.  How  many  cattle  do  you  slaughter  in  the  course  of  a  week? — On  an  average,  200 
sheep  and  about  20  to  25  oxen. 

1093.  Is  it  used  by  any  person  exeept  yourself? — Nobody. 

1094.  If  those  beasts  were  driven  into  the  market,  would  they  be  so  valuable  to  you? — No, 
they  would  not. 

1095.  With  regard  to  Smithfield  market,  do  you  think  it  affords  sufficient  accommodation 
both  to  the  buyer  and  the  seller  ? — Of  late  there  has  been  a  great  improvement  made  in  the 
market     A  great  many  oxen  are  tied  up.    I  have  not  seen  much  inconvenience. 

1096.  Do  you  find  that,  practically,  there  is  inconvenience  to  the  butchers  in  attending  the 
market? — I  do  not  believe  there  is  any  great  inconvenience  in  the  market.  I  myself  never 
saw  an  accident  in  the  market  beyond  a  person  being  kicked. 

1097.  Is  there  sufficient  space  for  the  proper  examination  of  the  aiumals  ? — I  think  so,  in 
the  general  market ;  but  when  there  is  an  excessive  supply  at  market,  there  is  sometimes  incon- 
venience ;  such  markets  as  the  large  Christmas  markets. 

1098.  How  many  markets  of  that  sort  are  there  in  the  course  of  a  year? — Only  the 
Christmas  markets.  I  have  often  wondered  at  seeing  the  market  so  well  regulated,  consiaering 
the  quantity  of  cattle  for  sale. 

1099.  Do  you  consider  the  situation  of  SmithGeld  to  be  convenient  for  the  trade  ? — ^I  have 
^ways  thought  so. 

1100.  On  what  account  is  it  convenient? — One  convenience  is  its  being  near  to  Newgate 
market. 

1101.  Do  you  ever  attend  Newgate  market? — Daily.  I  buy  a  great  deal  of  beef  and 
mutton,  veal  and  pork  in  Newgate  market. 

1102.  Do  you  buy  as  much  meat  in  Newgate  market  as  you  buy  in  Smithfield? — Not  so 
much.     We  kill  the  greater  proportion  of  our  meat  at  home  that  we  require  for  our  trade. 

1103.  Do  you  happen  to  know  whether  the  quantity  of  meat  sold  in  Newgate  market  has 
increased  of  late  years  ? — Very  much.  I  have  been  38  years  in  business,  but  I  have  been  in 
the  habit  of  going  to  the  market  for  45  years,  having  gone  when  a  youth  with  my  &ther. 
When  I  first  Went  there,  to  the  best  of  my  recollection,  there  were  not  more  than  20  shopGi, 
))ut  now  there  are  200. 

1 104.  To  what  do  you  attribute  that  increase  ? — Demand  and  supply  necessarily  follow. 
The  population  of  London  being  so  greatly  increased,  and  the  facility  of  sending  meat  by  the 
railways  at  a  less  cost  when  slaughtered,  induces  the  country  graziers  and  jobbers  to  send 
it  to  Newgate  and  Leadenhall  markets  for  sale,  hence  the  increase  of  shops. 

1105.  Has  not  the  quantity  of  meat  sold  in  Newgate  market  increased  proportionably  more 
than  the  quantity  of  live  stock  sold  in  Smithfield  market  ? — Smithfield  market  has  very  much 
increased  also.  The  markets  are  double  what  they  used  to  be ;  but  I  should  think  Newgate 
market  has  increased  more  in  proportion  than  Smithfield,  because  there  used  not  to  be  more 
than  20  names,  and  now  there  are  upwards  at  200« 

1106.  Supposing  the  cattle-market  now  held  in  Smithfield  were  removed  to  some  place  on 
the  northern  side  of  the  metropolis,  would  that  be  convenient  or  inconvenient  to  the  butchers  ? 
— If  they  had  one  market  I  do  not 'know  that  the  butchers  would  be  inconvenienced  by  it; 
but  if  they  had  markets  in  different  places  it  would  harass  the  butchers  very  much,  because 
some  counties  send  meat  that  suits  the  West  End  trade,  and  other  counties  send  meat  that 
is  not  of  that  quality  to  suit  the  trade  of  those  supplying  first-class  customers. 
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1107.  Are  yon  of  opinion  that  there  ought  to  be  one  great  metropolitan  market  for  live     January  9, 185(>. 
stock  ? — I  am  convinced  it  is  the  best 

1108.  Would  it  be  possible  to  arrange  the  market  so  that  if  it  were  held  two  days  in  the 
week  the  numbers  sold  on  each  day  would  be  naore  equal  than  they  are  at  present? — Perhaps 
if  the  days  were  altered  it  might  be  so.  Monday  is  a  very  convenient  day  for  the  trade  to 
buy ;  it  is  rather  a  slack  day  with  a  great  many  butchers,  1[)ecause  people  deal  largely  in  meat 
on  Saturday,  and  some  of  the  butchers  who  have  chance  customers  do  little  or  no  business  on 
Monday,  so  that  it  gives  them  a  leisure  day  to  buy  their  meat. 

1 109.  If  the  number  sold  on  the  two  days  of  the  week  w^e  more  nearly  equal  than  they 
are  at  present,  would  not  less  space  be  requisite  for  the  market  ? — Certainly. 

1110.  Does  not  the  present  system  of  selling  twice  as  many  on  Monday  as  on  Friday  render 
a  greater  space  desirable? — 1  should  think  there  are  nine-tenths  sold  on  Monday ;  there  are 
very  few  cattle  sold  on  the  Friday.  There  are  so  few  persons  £0  to  Friday's  market,  that 
people  will  not  sell  their  best  stock  on  the  Friday :  if  you  visited  Friday's  market,  you  could 
walk  about  quite  easily.     There  is  not  one  butcher  in  ten  that  goes  to  Friday's  market. 

1111.  Would  the  markets  be  more  equalized  if  they  were  held  on  Tuesdays  and  Fridays  ? 
.  -—I  think  it  would  be  so ;  I  thiidc  the  markets  would  be  more  equal. 

1112.  Is  not  Monday  the  great  day  for  slaughtering  ? — It  greatly  depends  upon  the  weather. 
Many  persons  at  this  season  of  the  year^  small  capitalists  in  particular,  are  anxious  to  get 

®  their  meat  slaughtered,  and  to  exhibit  it  as  soon  as  they  get  home ;  but  people  who  have 
larger  means^  have  their  stodc  settled.  It  would  not  suit  me  to  take  my  meat  from  any 
place  without  giving  it  time  to  settle ;  I  always  require  it  to  be  a  day  or  too  to  settle :  the 
meat  looks  better,  and  it  is  better  in  every  respect  if  it  is  settled. 

1113.  During  the  hot  weather,  do  you  pr^r  buying  in  any  odier  market  rather  than  in 
Smithfield  ? — ^I  very  much  prefer  buying  my  stock  in  the  country.  I  do  not  know  that  I  have 
be^  in  Smithfield  these  three  or  four  market  days. 

1114.  Supposing  the  cattle  and  sheep-market  were  removed  to  the  northern  part  of  the 
town,  would  it  be  convenient  that  the  dead*meat  market  should  follow  it,  or  that  it  should 
remain  nearly  in  its  present  position  ? — ^I  think  the  market  being  in  the  City  would  answer 
the  purposes  better,  being  centrical. 

1115.  Would  the  two  markets  be  sufficiently  near  one  another  for  the  convenience  of  the 
butchers  if  the  dead-meat  market  remained  at  Newgate  market,  and  the  live-meat  market 
were  removed  to  the  northern  part  of  the  town  ? — 1  think  so ;  I  do  not  think  that  there  would 
be  much  inconvenience  in  that.  It  is  only  on  Monday  that  the  butchers  come  from  the 
country.  After  they  have  bought  their  stock  in  Smithfield  they  go  to  the  dead-meat  market, 
and  I  believe  the  salesmen  make  larger  sales  in  consequence. 

1116.  Would  not  you  think  it  objectionable  that  the  live-meat  market  and  the  dead-meat 
market  fiftiould  be  a  mile  asunder? — I  do  not  see  any  particular  objection  to  that. 

1117.  Do  you  think  it  would  be  a  good  thin^  to  remove  the  live-meat  market  from  Smith-* 
fidd  to  some  place  on  the  north  of  London,  perhaps  a  mile  off  from  Newgate,  supposing  there 
were  ample  accommodation  provided  by  a  large  space  being  obtained  ? — ^If  sufficient  accom- 
modation could  be  afforded,  1  should  say  it  would  be  better  where  it  is,  because  butchers  from 
fietr  distances  would  go  to  market  through  the  town,  and  have  their  stock  brought  through  the 
town.  Now  at  Smithfield  the  traffic  is  branched  off  in  different  directions,  some  goes  one  way 
and  some  goes  another.  I  come  home  in  my  cart  from  Smithfield,  and  I  am  seldom  incon- 
venienced by  it. 

1118.  Do  you  think  it  desirable  that  the  live-meat  market  should  have  space  sufficient  to 
afford  lairage  for  the  cattle  ? — For  humanity's  sake  it  would  be  better  if  it  could  be  done,  but 
that  would  require  very  great  apace. 

1119.  With  regard  to  the  value  of  the  cattle  themselves  after  they  have  been  driven  to  the 
live^meat  market,  what  do  you  consider  would  be  the  real  value  to  the  grazier  or  the  pro- 
prietor of  those  cattle,  of  having  lairage  and  water  supply  for  the  cattle  upon  their  arrival, 

with  ample  space  for  their  fair  examination  ? — People  sending  their  beasts  up  generally  have 
some  man  of  their  own  engaged  to  see,  whether  they  are  at  HoUoway  or  elsewhere,  that  they 
do  get  hay  and  water,  and  then  the  butcher,  as  soon  as  he  has  purchased  them,  takes  them 
away.  I  myself  am  generally  out  of  the  market  by  eight  or  nine  o  clock  in  the  morning.  My 
drover  is  in  attendance,  and  my  stock  is  taken  away  immediately. 

1 120.  So  that  the  damage^  if  any,  arises  to  the  butcher^  and  not  to  the  gra2ier  ?— •  Yes ;  if 
there  is  damage,  it  is  out  of  sight 

1121.  Do  you  thmk  there  is  much  damage  to  the  stock  going  to  Smithfield? — I  think 
there  is  less  now  than  ever  I  recollect. 

1 122.  Supposing  a  farmer  were  to  say  that  he  had  bred  a  beast,  and  had  it  for  two  or  three 
years  in  his  own  field,  and  after  that  it  went  out  of  his  field,  in  four  days  he  saw  his  beast 
again,  it  having  been  bought  in  Smithfield,  and  that  he  (being  a  very  intelligent  and  careful 
farmer)  did  not  know  his  beast  again,  would  you  say  that  that  was  an  exaggerated. statement  ? 
— I  think  in  four  days,  cattle  being  away  might  be  very  much  affected.  It  is  detrimental  to 
stock  to  take  it  even  from  one  place  to  another.  Sheep,  if  they  have  only  gone  from  one  part  of 
the  farm  to  another  for  a  long  distance,  do  not  seem  to  recover  it  for  a  few  days, — much  more 
must  it  be  so  if  beasts  are  brought  from  all  the  kindness  they  have  received  at  home  to  a 
market. 

1 123.  Should  you  think  it  an  exaggerated  statement  if  the  grazier  should  say  that  he  abso- 
lutely did  not  know  his  beast  again  m  four  days  after  it  had  left  him  ? — I  should  think  it 
exaggerated  with  respect  to  beasts,  but  sheep  often  get  very  much  damaged  and  disfigured ; 
sometimes  they  get  trodden  in  the  train. 

1124.  Do  the  live  cattle  that  you  slaughter  in  your  trade  generally  come  to  you  from 
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January  9, 1850.    Smilhfield,  or  do  thqr  come  from  the  farms  from  which  you  purchase  them  ? — ^They  generally 
tT^  come  by  the  railways,  but  if  the  place  from  which  they  come  is  not  too  far,  if  it  is  anywhere 

Mr.  T.  SuUer,       ^Jthin  15  miles,  I  prefer  their  being  brought  quietly  up  by  the  road, 

1125.  What  proportion  of  the  cattle  and  sheep  that  you  kill  at  your  slaughter-house  come 
to  you  direct  without  being  exposed  at  Sraithfield? — Latterly,  about  two-thirds. 

1 126.  For  how  many  years  has  that  been  your  average  ? — For  the  last  four  or  five  years 
two-thirds  of  my  cattle  have  come  from  the  feeders.  It  is  of  very  little  consequence  to  mc 
whether  the  market  is  removed  or  not. 

1 127.  Do  you  think  that  there  are  many  butchers  besides  yourself  who  deal  directly  with 
the  grazier? — More  now  than  ever. 

1128.  Is  the  practice  increasing  of  butchers  coming  into  direct  relation  with  the  country 
graziers? — Very  much;  Uie  butcher  can  go  down  to  the  country  in  a  short  space  of  time. 

1 129.  In  that  case  you  have  no  intervention  of  salesmen :  you  deal  directly  with  the  owner 
of  tlie  cattle  ? — Yes ;  and  if  the  gentleman  is  not  a  perfect  judge,  he  may  have  a  salesman  to 
meet  the  butcher,  or  if  he  does  not,  he  would  have  some  person  to  view  the  stock  before  the 
butcher  comes. 

1130.  Do  you  find  that  your  cattle  suffer  by  travelling  by  railway? — Not  if  tliey  have, 
proper  space  given  to  them. 

1 131.  Supposing  that  they  have  ample  space,  and  that  they  are  brought  up  with  the  utmost 
care,  do  they  feed  well  the  day  after  they  have  travelled  ? — I  never  noticed  that  particularly, 
but  I  recommend  to  tie  oxen  up  in  the  railway  carriages,  to  prevent  them  from  goring  eadi 
other. 

1132.  Are  they  not  so  alarmed  by  the  railway  journey,  that  they  refuse  to  feed  for  a  certain 
time? — I  have  not  perceived  that,  and  I  have  never  heard  it  complained  of. 

1 133.  You  do  not  think  that  that  is  an  argument  for  changing  the  market  from  Monday  to 
Tuesday  ? — I  think  it  could  not  be  a  sufficient  reason.  Directly  my  beasts  come  up  the  Bir- 
mingham line,  they  are  brought  home  by  my  own  man. 

1 1 34.  Do  they  feed  directly  ? — Yea.     Perhaps  they  are  slightly  affected. 

1135.  What  IS  the  best  system  of  payment  for  the  railway  conveyance  of  cattle  and  stock. 
Do  you  think  that  the  best  system  is  that  they  should  be  paid  for  by  the  tru^L,  or  paid  for  by 
the  head? — I  should  say  they  should  be  paid  by  the  head;  there  would  be  less  stock  damaged. 
Persons  are  very  apt,  in  order  to  make  a  saving,  to  put  in  too  many.  A  person  wished  the 
other  day  to  make  a  saving  from  Ashford,  and  he  had  two  or  three  sheep  seriously  injured  by 
putting  too  many  into  a  truck.     I  said  it  was  being  ''  penny  wise  and  pound  foolish." 

11^.  Supposing  there  were  a  space  of  100  acres  which  could  be  devoted  to  the  purpose  of 
providing  a  market  and  lairage,  and  all  the  conveniences  necessary  for  the  keeping  and  the 
sale  of  cattle,  do  you  think  that  would  be  a  great  improvement  upon  the  present  state  of 
things  ? — Nobody  could  quarrel  with  having  plenty  of  room  to  do  business.  But  if  the  beasts 
are  tied  up,  and  if  there  is  sufficient  room  to  answer  the  purpose,  that  is  all  that  is  wanted. 
You  may  have  accidents  by  ^oing  into  a  comer.  Sometimes  they  drive  twenty  oxen  into  a 
corner,  and  the  beasts  are  frisky. 

1137.  You  do  not  want  too  much  room? — No;  I  think  it  is  a  great  thing  to  have  the  beasts 
tied  up. 

1138.  According  to  the  present  amount  of  supply  of  live  meat  in  the  metropolis^  do  you 
think  that  40  or  50  acres  would  be  as  good  as  100? — If  the  beasts  could  have  accommodation 
for  having  a  little  hay  and  water,  it  must  be  beneficial  to  the  cattle. 

1139.  How  much  space  would  afford  all  the  accommodation  which  appears  to  you  to 
be  necessary  for  lairage  as  well  as  for  standing  room  ? — ^The  lairage  would  take  more  than  the 
standing  considerably.  Forty  or  fifty  acres  would  be  very  desirable^  because  then  perscms  after 
they  had  purchased  their  beasts  could  have  them  out  directly. 

1 140.  What  would  be  your  opinion  of  having  an  inspection  of  slaughter-houses  in  the 
metropolis  by  some  public  authority  ? — I  think  that  would  be  desirable. 

1 141.  By  whom  would  you  have  the  Inspector  appointed  ? — ^The  parish  authorities,  whatever 
they  might  be. 

1142.  What  power  would  you  give  to  the  Inspector? — I  think  that  a  person  should  be  fined 
for  having  anything  disagreeable  or  offensive  on  his  premises. 

1143.  Are  you  aware  of  the  system  which  has  been  established  in  the  City  with  reference  to 
the  inspection  of  slaughter-houses  ? — No ;  I  am  not  aware  of  that. 

1144.  Would  it  be  right  that  the  Inspector,  or  the  magistrates,  upon  the  application  of  the 
Inspector,  should  have  the  power  of  closing  any  slaughter-house  which  was  not  kept  in  a  proper 
state  ? — After  being  fined  a  certain  number  of  times,  if  he  still  persisted,  he  would  deserve 
punishment.     But  he  should  have  sufficient  notice. 

1 145.  Are  you  aware  that  by  the  City  Sewers  Act,  no  new  slaughter-house  can  be  opened 
within  the  boundary  of  the  City? — I  have  heard  that. 

1146.  Does  that  appear  to  you  to  be  a  wise  regulation  ? — Considering  the  smallness  of  the 
space,  perhaps  it  is. 

1147.  Would  it  be  beneficial  to  have  a  similar  regulation  for  the  entire  metropolis? — I  can 
hardly  answer  that 

1148.  Would  not  such  a  regulation  practically  give  a  monopoly  to  the  existing  slaughter- 
houses ? — I  think  if  you  lay  down  plans  for  persons,  things  will  not  be  so  well  carried  out,  as 
people  will  carry  on  their  own  pursuits. 

1149.  Are  you  of  opinion  that  every  butcher  should  have  his  own  slaughter-house ?-^If  he 
has  opportunity  to  have  one  behind  his  premises,  and  there  is  sufficient  space  to  have  it,  I  think 
it  is  desirable. 

1150.  Are  you  sufficiently  acquainted  with  the  trade  to  state  what  proportion  of  the  retail 
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butchers  have  a  private  slaughter-house  of  their  own  ? — I  should  think  nine  out  of  ten  have  the     January  9, 1850. 
convenience  of  slaughtering.  — r 

1151.  Both  cattle  and  sheep,  or  sheep  only  ?— Sheep,  principally.  '^^'  ^-  ^*'''^- 

1152.  How  many  retail  butchers  do  you  suppose  nave  slaughter-houses  in  which  they 
slaughter  cattle  ? — I  do  not  know  how  many  butchers  there  are  in  London,  but  I  think  nine- 
tenths  of  them  have. 

1153.  Are  you  aware  how  many  public  slaughter-houses  there  are  in  the  metropolis  ex- 
clusive of  the  city  of  London  ? — I  should  think  mere  are  not  many  public  slaughter-houses 
beyond  Newgate  market.  There  may  be  some  perhaps  over  the  water,  in  Lambeth,  and 
those  parts.  There  are  some  at  Newgate  market,  and,  I  think,  at  St.  James's  and  at  Clare 
market ;  but  I  do  not  think  there  are  many  public  slaughter-houses. 

1154.  Have  you  ever  had  to  avail  yourself  of  a  public  slaughter-house  in  your  trade? — Only 
for  the  slaughter  of  oxen  lame,  which  I  would  not  have  driven  home,  but  sent  them  to  a  public 
slaughter-house. 

1 1 55.  Supposing  that  Smithfield  market  were  removed  to  an  ample  space  somewhere  in  the 
neighbourhood  of  Islington,  what  should  you  say  to  the  establishment  of  public  slaughter-housed 
in  immediate  connexion  with  the  live-cattle  market ;  at  the  same  time  leaving  to  butchers 
having  licensed  slaughter-houses  the  power  of  slaughtering  their  own  cattle? — I  think  if 
slaughter-houses  were  built  for  the  accommodation  of  butchers,  many  persons  would  avail 
themselves  of  them  ;  I  see  no  objection  to  that.  In  fact,  I  think  it  is  very  useful  to  have  a 
slaughter-house  near  to  a  large  market,  because  some  stock  comes  very  lame,  and  it  is 
desirable  0  have  it  slaughtered  as  near  as  possible.  For  myself,  I  have  observed  sheep  that 
have  con  from  Kensington  to  Jermyn-street,  and  on  being  brought  from  the  slaughter-house 
they  looked  very  much  disfigured.  I  have  said  to  my  sons,  *'  How  these  sheep  look  tumbled.'* 
The  sheep  that  I  had  slaughtered  at  my  own  house  and  brought  immediately  into  the  shop 
look  much  better. 

1156.  Although  they  may  not  look  so  well,  are  they  at  all  damaged? — Not  in  the  least,  as 
to  the  eating  part.  The  meat  would  not  keep  quite  so  well  in  very  hot  weather,  so  that 
there  would  be  a  loss.  By  having  it  disfigured,  it  sells  for  a  little  less.  I  have  a  little 
slaughter-house  near  my  town  shop,  and  here  we  lost  coa<tiderably  in  the  quantity  of  fat,  in  con- 
sequence of  the  men  being  at  work  away  from  their  master.  Persons  are  too  glad  to  come 
round  while  it  is  going  on ;  and  one  would  pump,  and  another  would  do  something  else,  and 
none  of  them  would  go  away  without  pilfering. 

1157.  So  that  the  butcher  would  prefer  that  his  slaughtering-place  should  be  near  his  place 
of  sale  ? — For  myself,  if  I  had  to  go  to  a  licensed  place  to  slaughter,  I  should  prefer  buying 
dead  meat.  The  slaughtering-house  furnishes  employment  for  our  men  in  the  afternoon.  One 
of  my  men  calls  upon  25  to  50  customers,  and  in  the  afternoon  we  have  no  other  employment 
for  those  people.  If  we  had  licensed  slaughter-houses,  they  would  be  doing  our  business,  and 
our  own  men  would  be  hanging  about  in  &e  afternoon. 

1158.  With  respect  to  the  condition  of  the  cattle  which  have  been  mentioned  whose  appear- 
ance was  so  much  altered  within  four  days  after  they  left  the  farm,  is  there  any  great  alteration 
in  the  appearance  of  a  beast  between  the  time  when  it  comes  to  HoUoway  and  the  time  when 
you  purchase  it  in  Smithfield.  Suppose  it  got  to  Holloway  last  night,  and  it  is  sold  thb 
morning  in  Smithfield,  is  there  any  great  difference  in  its  appearance  ? — I  should  not  think 
there  is  any  very  great  difference  in  that  short  time,  but  any  animal  that  is  away  four  days 
must  be  suffering.  If  it  is  a  horse  that  is  off  his  feed,  he  does  not  look  so  well,  and  a  bea^t 
would  be  a  little  off  his  feed. 

1159.  But  that  damage  would  arise  wherever  the  market  was  ? — I  think,  anywhere. 

1160.  Are  you  of  opinion  that  Smithfield  is  the  most  convenient  site  for  a  market? — I  have 
always  thought  it  very  convenient.    . 

1161.  There  is  no  particular  inconvenience,  except  on  certain  days  7 — On  certain  days  there 
there  is  not  sufficient  space. 

1 162.  Supposing  it  were  enlarged  so  as  to  admit  of  1,000  more  cattle,  would  it  then  afford 
every  convenience  ? — I  think  if  it  were  enlarged  it  would  certainly  be  very  beneficial.  There 
is  a  very  narrow  street  leading  to  Holborn.  Gilt  spur-street  is  a  wide  open  street,  but  along 
the  narrow  streets  they  get  away  with  great  difficulty.  If  that  street  to  Holborn  were  made 
as  wide  as  Giltspur-street,  they  would  get  away  more  easily.  * 

1163.  But  as  a  matter  of  fact,  for  the  last  four  years  you  have  carried  on  two-thirds  of  your 
business  without  any  aid  from  Smithfield  whatever? — I  think  so. 

1164.  So  that  you  being  an  eminent  member  of  your  trade,  as  far  as  your  business  is  con- 
cerned, the  inconveniences  of  which  the  public  complain,  apply  only  to  one-third  of  your 
trade?— Yes. 

1165.  Your  opinion  is,  that  Smithfield  market  would  be  much  better  for  an  increased 
space,  but  is  it  of  great  importance  that  there  should  be  ample  lairage  near  the  market  7 — 
The  time  of  getting  in  beasts  averages  from  12  o'clock  or  1  o'clock  at  night.  Thel)east  has 
to  go  for  many  hours  without  food  and  water.  It  would  be  very  desirable  if  the  beasts  crould 
have  a  pailful  of  water  and  a  little  hay.  But,  on  second  thought,  I  do  not  know  that  it  is  of 
so  great  consequence,  because  I  like  fasting  my  beasts  and  sheep  before  they  are  slaughtered. 
If  you  were  to  kill  an  ox  very  full  of  food,  it  would  hardly  be  good  the  next  day. 

1166.  So  that  if  a  bullock  were  bought  at  Smithfield  this  morning,  and  you  wanted  to 
slaughter  it  this  evening,  you  would  prefer  that  it  should  not  have  had  anything  to  eat  ? — I 
should. 

1167.  Supposmg  the  beasts  are  not  sold,  what  is  done  with  them  then? — In  that  case,  I 
think  they  would  suffer  more  from  not  having  their  regular  food;  they  would  be  worse 
for  the  next  market. 
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1168.  If  a  markett  with  an  ample  extent  of  lairagewere  provided,  might  not  the  beasts  and 
the  sheep  remain  there  for  the  next  market  ? — Every  salesman,  almost,  haA  a  little  place  out 
of  town  for  that  purpose. 

1 169.  Would  not  it  be  much  better  than  that  "  little  place*'  should  be  close  to  the  market? 
-^The  less  distance  they  have  to  go  the  better.;  but  it  is  not  of  any  great  oansequence,  if  it  is 
within  three  or  four  miles. 

1 170.  From  which  cause  do  you  think  that  the  fat  cattle  that  come  to  Smithfield  suffer 
most ;  from  the  want  of  rest  or  the  want  of  food  ? — Generally  speaking,  in  standing  cattle  by 
tuilway  they  do  not  require  rest 

117i.  Do  they  suffier  more  in  your  opinion  from  being  kept  standing,  or  driven  about,  or 
from  being  kept  without  food  and  water  ? — ^They  suffer  most  from  being  driven  about,  I. 
should  think. 

1172.  You  have  stated  that  the  cattle  do  suffer  oocasionally  a:good  deal  from  the  journey 
by  railway,  and  being  driven  to  Smithfield  market,  and  being  sold  and  driven  home.  JDo  yon 
think  tbty  suffer  equally  when  they  are  driven  to  Southall  market  and  sold  there? — The  fur- 
tlier  they  had  to  go,  the  more  the  beasts  would  suff\?r  from  the  journey. 

1 173.  Do  you  think  they  suffer  as  much  when  they  are  sold  at  Southall  as  when  they  are 
told  at  Smithfield?— Yes,  I  think  they  do. 

1174.  Do  you  attend  Southall  market? — Not  often.  It  is  a  very  soiall  market  The 
principal  part  of  my  busraess  is  done  in  Smithfield. 

1175.  What  is  the  distance  of  Southall  from  London? — ^About  nine  miles. 

1176.  Do  you  think  that,  to  have  a  market  essentially  useful  to  the  metropolis,  it  should  be 
nearer  than  that?—*!  should  say,  the  nearer  the  better.  I  think  it  would  not  be  well  if  die 
market  were  nine  miles  off*,  because  many  cattle  coming  by  railway  would  have  to  go  that 
distance  further. 

1177.  Is  there  any  other  observation  that  you  wish  to  make  to  the  Commissioners? — Ab 
regards  Newgate  market,  if  some  of  the  houses  were  taken  down  so  as  to  give  a  fourth  more 
space,  and  the  approaches  to  the  market  widened,  it  would  be  very  desirable,  and,  I  believe^ 
would  answer  every  purpose.  The  shops  are  fitted  up  very  conveniently  for  business;  but  we 
want  a  little  more  space  to  get  our  carts  out  of  the  way  in  Newgate-street. 

1178.  How  much  more  space? — ^If  there  could  be  half  as  much  again  it  would  be 
better. 

1179.  You  said  that  you  did  not  think  that  there  would  be  any  material  inccmvenience  in  the 
removal  of  the  live-stock  market  tosome  distance  from  the  dead-meat  market ;  do  you  think  that 
there  would  be  the  same  convenience  to  the  trade  and  advantage  to  the  public  if  Newgate  market 
were  to  remain  in  something  like  the  position  in  which  it  is  now,  and  Smithfield  market  were  re- 
moved F'— I  think  so.  It  is  more  convenient  to  the  butchers  if  it  is  near  ;  but  I  do  not  think  a  mile 
weuld  make  any  great  diflRBrence.  I  think  the  butchers  are  exceedingly  well  suited  at  present  if 
they  could  get  more  room.  I  do  not  think  the  butchers,  generally  speaking,  want  an  sJteratioiu 
I  think  they  are  generally  well  satisfied.  I  have  been  myself  more  than  40  years  going  to  market, 
and  I  never  saw  an  accident.  The  butchers  themselves  would  take  care  that  the  drovers  did  not 
ill  use  the  cattle.  If  the  cattle  are  ill  used,  it  is  in  the  night.  The  alteration  which  has  been 
made  in  the  market  is  a  great  accommodation — to  have  the  beasts  tied  up.  There  must  be  a 
little  cruelty  to  get  the  beasts  to  stand  with  their  heads  together ;  but  if  they  could  be  all  tied 
up,  it  would  be  very  desirable  indeed,  and  prevent  the  beasts  from  being  obliged  to  be  driveo 
and  formed  into  citclas  for  sale.  I  think,  if  the  markets  were  enlarged  and  the  approaches 
widened,  every  end  would  be  answered.  If  the  markets  were  wide  apart  from  ea(*ii  other,  I 
believe  the  public  would  be  much  inconvenienced :  and  it  is  my  firm  opinion  that  the  markets 
had  best  be  in  e  central  position  with  respect  to  the  metropolis. 

[The  Witness  withdrew.] 


Mr.  J.  Cramp.  Mr.  John  Cramp,  examined. 

1180.  Are  you  a  butcher? — I  an». 

1181.  How  long  have  you  bei^n  in  trade? — Between  30  and  40  years. 

1182.  Where  do  you  reside? — At  WhitechapeL 

1 183.  Have  you  resided  at  Whitechapel  ever  sinoe  you  have  been  in  trade  ? — Always.  I 
was  born  there. 

1184.  What  is  your  business;  is  it  exclusively  that  of  a  retail  butcher? — Wholesale  and 
retail,  and  supplying,  under  contracts,  Union-houses,  workhouses,  and  hospitals;  it  is  a  very 
general  business  both  for  beef,  mutton,  veal,  pork,  and  lamb. 

1 185.  Are  you  in  the  habit  of  dealing  both  at  Smithfield  and  Newgate  market? — I  purchase 
at  Smithfield,  and  send  some  parts  to  Newgate  market  for  sale. 

11S6.  Do  you  buy  anything  at  Newgate  market? — ^Very  seldom. 

1187.  Is  the  whole  of  the  meat  tliat  you  sell  bought  alive  by  yourself? — The  cattle  I  buy 
generally  myself.     I  have  a  person  with  me,  a  foreman,  who  at  times  buys  sheep. 

1 188.  Is  the  whole  of  your  stock  purchased  at  Smithfield  ? — I  occasionailv  purchase  at 
odier  places,  but  not  to  any  great  extent ;  I  sometimes  purchase  at  Southall  maoket  and  Bom- 
ford  market,  and  sometimes  at  Ashford,  in  Kent. 

1 189.  Are  the  chief  part  of  your  purchases  made  in  Smithfield  market  ? — More  than  nine- 
tenths. 

1190.  Are  you  in  the  habit  of  regularly  attending  Smithfield  ? — ^With  very  few  exceptions,  I 
believe  I  have  attended  more  than  100  market  days  out  of  the  104  in  the  last  30  years. 
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1191.  Do  you  attend  both  Monday  and  Friday  ?^I  do. 

1192.  Do  you  find  there  is  suflScient  accommodation  at  Smilhfield  for  your  purposes? —    January  «>  i860. 
Certainly  not.  j^^  JTcramv 

1193.  In  what  respect  is  the  accommodation  insufficient? — ^Want  of  space.  ^    .    .         p. 

1194.  In  what  way  does  the  want  of  space  show  itself? — I  will  endeavour  to  explain  that; 
the  cattle  are  not  allowed  to  go  into  the  market  beFore  12  o'clock  on  Sun^iay  night.  Many 
of  them  are  driven  a  considerable  distance,  as  much  as  six  or  seven  miles,  in  order  to  be  at 
the  opening  of  the  market,  and  to  secure  room.  The  cattle  are  then  taken  charge  of  by  the 
salesmen's  drovers.  About  2,000  can  be  accommodated  with  room  to  be  tied  ;  others  stand 
untied,  and  they  are  formed  into  what  is  termed  by  the  drovers  "  off-droves,"  but  more  gene- 
rally  known  by  the  name  of  "  ring-droves."  Very  great  cruehy  is  necessarily  obliged  to  ba 
used  in  order  to  form  these  ring  or  off-droves.  The  plan  is  this:  men  walk  behiud  them, 
some  at  the  side,  and  others  stand  in  front  of  the  place  where  they  intend  to  place  them^  and 
by  beating  them  with  great  violence  over  the  head  and  nose,  the  beasts  are  formed  into  this  un- 
natural position.  The  number  of  ring  or  off-droves  from  September  to  Cliristm***,  or  \\m 
1st  of  January,  is  very  considerable.  T  should  say  that  great  part  of  the  cruelty  i»  unavoid- 
able from  want  of  space.  The  animals  are  forced  into  this  unnatural  position,  and  the  butcher 
has  not  a  fair  opportunity  of  examining  them.  After  we  have  completed  our  purchases  we 
send  our  drovers  for  them*  and  they  are  obliged  to  be  beaten  violently  upon  the  head  to  get 
them  to  fall  back.  The  animals  being  beaten  with  such  violence^  run  into  other  off-drove^ 
and  this  process  of  cruelty  cannot  be  avoided  in  so  small  a  space. 

1195.  Is  not  the  principal  cruelty  practised  during  the  night  before  the  butchers  attend  the 
market? — The  nuirket  is  forabpd  before  the  butchers  generally  arive;  but  I  liave  upon  more 
than  one  occasion  been  there  the  whole  night  to  see  the  whole  process,  and  it  is  as  I  have 
described. 

1196.  You  have  witnessed  the  process  of  driving  the  oxen  to  the  placas  which  they  are 
to  occupy  during  the  day? — I  have. 

1197.  Is  not  the  principal  cruelty  inflicted  upon  the  oxen  during  that  process,  and  not  after 
the  butchers  usually  attend  the  market? — Both  before  and  after;  both  in  getting  them  ia 
and  in  getting  them  away ;  and  to  keep  them  in  that  unnatural  position  a  degree  of  cruelty  or 
coercion  must  be  exercised. 

1198.  What  do  you  mean  by  ^an  unnatural  positioo?" — ^Ail  the  heads  ruoning  together. 

1199.  Do  you  mean  a  poeition  which  the  animals  are  very  unwilling  to  be  driven  into? — 
Exceediiigly  unwilling. 

1200.  Does  not  it  reqiiire  con»derable  oompulsioii  to  make  them  retain  that  position  ?'-^Y«9| 
I  have  so  stated. 

1201.  When  a  number  of  animals  are  purchased  and  taken  out,  are  others  driven  in  to 
supply  their  places? — If  there  are  nuu-e  than  the  market  can  accommodate.  On  the  17th  of 
December  last,  the  cattle  were  standing  in  droves  in  Giltspur-street  and  on  Snow- hill. 

1202.  That  was  on  one  day  in  the  year.  But  what  is  the  average  inconvenietice  on  the 
hundred  market  days  in  the  year  ?-^It  is  not  possible  to  state  what  it  is^  {or  the  number  of 
animals  sent  to  mai-ket  raries  so  much. 

1203.  What  is  about  the  average  number  that  come?— -It  varies  very  much.  Within  the 
last  few  years  it  has  been  on  the  increase. 

1204.  You  said  that  the  inconvenience  arises  from  want  of  epece? — There  is  only  sufficient 
accommodation^  I  consider,  for  between  2,000  and  3,000;  consequently,  if  there  are  4,000  or 
5000  sent  to  market  it  is  over-crowded,  and  the  inconvenience  and  cruelty  is  much  greater. 

1205.  Did  you  ever  see  4,000  or  5,000  except  in  the  Christmas  week  ? — Yes;  the  Smith- 
field  returns  will  show  the  numbers. 

1206.  Suppose  there  was  additional  space  for  a  thousand  more,  would  that  be  sufiSLcient  ?-^ 
No.  It  would  make  the  market  certainly  more  eligible  for  persons  who  have  to  do  business 
there ;  but  I  consider  the  situation,  and  have  always  done  so,  a  ve,ry  improper  one  for  a  market. 

1207.  You  have  described  the  course  pursued  in  placing  tlie  oxen  in  the  ntarket,  will  you 
now  describe  what  is  done  with  the  sheep  ? — The  aheep  are  driven  down  narrow  alleys  as  they 
are  termed — small  avenues  to  the  sheep-pens,  which  run  many  pens  deep,  and  great  force  is 
IMcessary  to  place  them  in  that  position.  Mr.  Slater  stated  to  me  to-day,  that  the  reason  he 
buys  so  largely  in  the  country  is,  that  he  could  not  get  sheep  from  Smith6eld  ttmt  would 
furnish  him  with  mutton  to  please  bis  customers;  that  ttie  saddles  of  mutton  or  the  haunches 
of  mutton  are  so  freqtiently  bruised  and  goaded.  At  the  end  of  their  sticks  they  have  a  goad, 
which  p^i&etrates  through  the  sktn  and  the  flesh,  and  it  causes  pain,  and  injury  to  the  m'*at. 

1208.  Is  the  quality  of  the  meat  iqjured  by  the  treatment  which  the  animals  receive  in 
Smitbfield  market  ? — 1  consid«>  ao. 

1209.  There  is  a  deterioration  in  their  value?— It  is  an  injury  to  the  gracier  or  owner;  it  k 
a  loss  to  the  butcher  and  a  loss  to  the  public. 

1210.  Would  it  be  a  considerable  advantage  to  the  persons  engaged  in  the  meat  trade  of 
the  metrc^lis  if  there  was  a  larger  space  for  the  sale  of  the  live  stock? — I  have  always  been  of 
that  opinion. 

1211.  Do  you  see  any  disadvantages  in  the  establishment  of  a  market  for  live  stock  somor 
where  in  the  northern  suburbs  of  the  metropolis  ? — Not  any ;  but  a  very  great  advantage, 

1212.  Would  it  be  a  disadvantage  that  the  market  for  live  stock  should  be  at  some  distance 
from  the  dead-meat  market? — ^The  disadvantage  would  only  be  the  small  difierenee  of  eicpense 
lo  the  parties  who  have  to  attend  both ;  but  it  would  be  very  easy  for  the  butcher  to  send  his 
foreman  lo  Newgate  market,  and  to  go  himself  to  the  Uve-stock  market. 

1213.  Is  the  time  of  a  butcher  generally  fViUy  occupied  during  the  day?  Taking  an  ordi- 
nary retail  butcher,  is  his  time  fully  occupied  during  the  day  after  he  has  made  his  purchases 
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Jmuary  9, 1850.    in  the  morning? — A  retail  butcher,  after  he  has  supplied  his  customers  for  the  day,  which  is 
M    J^  generally  done  by  two  o'clock,  has  very  little  to  ao  either  himself  or  his  men,  unless  he 

amp,      slaughters  on  his  own  premises.     After  the  men  have  cleared  the  shop  and  have  had  their 
dinner,  the  practice  is  to  go  into  the  slaughter-house  and  to  slaughter  whatever  is  required. 

1214.  Would  it  make  much  difference  to  the  butcher  if  he  had  to  go  a  certain  distance,  say 
a  mile  or  two  miles  from  the  live  meat  to  the  dead-meat  market? — ^The  only  difference  would 
be  the  trifling  expense  of  the  hire  of  a  cab  if  he  had  not  his  own  conveyance. 

1215.  Has  not  the  butcher  in  general  a  conveyance  of  his  own? — I  should  think  seven- 
tenths  of  them  have. 

1216.  Would  it  not  be  far  preferable  to  have  the  live  and  the  dead-meat  markets  con- 
tiguous to  one  another  ? — If  the  live-stock  market  were  placed  two  or  three  miles  from  the 
present  market,  I  do  not  think  you  could  with  advantage  to  the  public  have  the  dead-meat 
market  there. 

1217.  Do  you  see  any  advantage  in  removing  the  dead-meat  market  from  the  neighbour- 
hood of  Newgate  market  ? — If  you  will  allow  me,  I  will  state  what  it  has  always  struck  me 
ought  to  be.  In  the  first  place,  the  cattle-market  should  be  removed  from  Smithfield  to  some 
place  northward  in  the  immediate  vicinity  of  the  termini  of  the  various  railways,— the  Great 
Western,  the  North  Western,  the  London  and  York,  and  the  Eastern  Counties ;  and  there 
would  be  another  advantage  in  that  situation :  the  cattle  that  come  from  Scotland  and 
Holland  and  other  parts,  which  are  principally  landed  at  Blackwall,  might  be  brought  by  the 
railway,  which  is  now  near  completion,  from  the  East  and  West  India  Docks  to  the  market 
without  coming  through  the  streets  of  London.  In  addition  to  that,  wherever  the  cattle-market 
was  removed  to,  I  would  recommend  that  no  cattle  be  permitted  to  leave  the  market  between 
such  an  hour  and  such  an  hour,  taking  care  that  they  should  leave  the  market  in  sufficient 
time  to  go  to  the  various  railways,  because  we  must  provide  for  the  south  as  well  as  the  north. 
There  are  a  great  number  of  Brighton  butchers  and  butchers  from  other  parts  come  to  London 
and  make  their  purchases,  and  the  luggage  trains  do  not  leave  till  night;  and  after  the  traffic 
through  the  streets  of  London  has  subsided  in  a  measure,  they  might  go  to  the  different  rail- 
way termini,  by  which  great  public  advantage,  I  think,  would  be  effected. 

1218.  If  such  a  market  were  established  as  you  have  mentioned,  would  it  not  be  very 
desirable  to  have  ample  lairage  for  the  cattle  in  the  immediate  neighbourhood  of  the  market? 
— ^The  market  should  comprehend  a  large  area,  which  should  be  encompassed  by  a  wall. 

1219.  How  much  space  ? — I  should  say  30  acres,  where  there  should  be  lairage  for  the 
cattle,  with  a  plentiful  supply  of  water.  A  number  of  butchers  would  prefer  leaving  their 
cattle  there  after  their  purchases  to  driving  them  through  the  streets  of  London  in  the  day- 
time. 

1220.  Would  the  public  be  better  served  upon  that  system,  and  would  the  meat  be  cheaper  ? 
— I  do  not  think  that  it  would  at  all  affect  the  price  of  meat;  the  meat  would  be  more  perfect 
in  condition. 

1221.  Less  meat  would  be  injured?— It  would. 

1222.  Supposing  the  site  of  the  live-stock  market  were  changed,  do  you  think  that  the 
price  of  meat  sold  by  the  retailer  would  be  increased  to  the  public  ? — No,  the  difference  of 
expense  would  be  so  trifling.  I  myself  pay  3d.  per  head  for  the  driving  my  cattle  to  my  own 
premises.  If  it  was  a  greater  distance,  I  might  pay  a  penny  a-head  more.  The  only 
additional  expense  would  be  that  and  the  sixpence  or  one  shilling  more  for  cab-hire  to  and 
from  the  market,  but  the  advantage  would  be  very  great,  because  we  should  have,  as  butchers, 
the  cattle  in  a  much  more  perfect  state. 

1223.  Are  you  aware  of  the  present  state  of  the  law  with  respect  to  the  slaughtering-houses 
in  the  City  ? — No,  I  am  not ;  I  do  not  reside  in  the  City ;  Aldgate  is  in  the  City,  and  only 
three  houses  in  the  parish  of  Whitechapel. 

1224.  Should  you  object  to  an  inspection  of  slaughter-houses  by  some  public  authority  ? — 
Certainly  not;  I  should  have  taken  occasion  to  mention  that. 

1225.  What  plan  would  you  recommend  with  regard  to  the  inspection  of  slaughter-houses  ? 
— ^That  the  inspector  of  police  be  permitted  to  walk  in  at  any  time  during  the  hours  of  business, 
and  to  see  that  things  were  properly  conducted. 

■  1226.  Would  you  give  any  power  of  regulating  or  of  closing  a  slaughter-house  that  was 
improperly  conducted? — If  the  alterations  that  were  recommended  were  not  attended  to. 

1227.  Would  you  prohibit  under-ground  slaughter-houses? — Certainly. 

1228.  You  would  require  all  slaughtering  to  take  place  above  ground? — Yes. 

1229.  Do  you  see  any  objection  to  the  prohibition  of  driving  cattle  and  sheep  through  the 
streets  after  a  certain  hour  in  the  morning? — ^That  is  what  I  recommend.  I  have  before 
stated  that  they  should  not  leave  the  market,  I  would  say,  after  eight  o'clock  in  the  morning 
in  the  summer,  or  between  eight  and  four  in  the  afternoon ;  and  in  the  winter  between  nine 
and  four ;  the  cattle  are  generally  driven  into  the  market  before  the  market  takes  place :  I 
should  say  that  cattle  should  not  be  driven  through  the  town  between  certain  hours. 

1230.  You  have  recommended  a  space  of  30  acres  for  market  and  for  lairage ;  would  you 
attach  public  slaughter-houses  to  the  market  ? — ^There  must  be,  of  necessity,  a  slaughter-house 
or  slaughter-houses  attached  to  the  market  to  provide  against  accidents. 

1231.  But  it  should  be  optional  with  persons  to  slaughter  there? — Yes. 

1232.  Were  you  examined  before  the  recent  Committee  of  the  House  of  Commons  in  1849  ? 
—Not  in  1849,  in  1847 ;  and,  I  think,  in  1828,  1834,  and  1835. 

1233.  You  were  understood  to  say  that  you  were  always  of  opinion  that  Smithfield  market 
was  inconvenient? — Always;  but  I  make  this  distiction:  for  the  trade  generally  Smithfield  is 
a  very  convenient  site,  but  for  the  public  it  is  very  inconvenient. 

1234.  Are  there  any  other  observations  you  wodd  wish  to  make  to  the  Commissioners? — 
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The  business  of  Smithfield  market,  from  the  great  increase  of  cattle  sent  there  for  sale,  has    [January  9, 1850. 
become  exceedingly  inconvenient,  and  so  has  the  business  of  Newgate  market,  for  it  is  now  so      ^     jTcranm 
increased  that  Newgate  market  has  now  stretched  itself  to  the  various  streets  and  lanes  even  *     *     ^^* 

into  Newgate-street,  where  hampers  of  meat  are  pitched  upon  the  public  thoroughfares,  and 
the  meat  placed  upon  them  for  sale,  to  the  great  annoyance  of  the  public.  Now,  in  the  event 
of  the  cattle  market  being  removed  from  Smithfield,  if  the  business  of  Newgate  market  were 
removed  there,  where  there  is  ample  space,  I  think  the  residents  there  would  be  fairly  com- 
pensated, and  the  only  parties  that  might  require  compensation,  or  that  would  be  entitled  to  it, 
would  be  those  who  have  leases  of  premises  in  Newgate  market. 

1235.  Would  that  arrangement,  in  your  opinion,  be  most  satisfactory  to  the  trade,  and  to  the 
various  interests  concerned  ? — I  think  not  to  the  trade,  but  to  the  public. 

1236.  Looking  at  the  interests  of  the  public,  would  that  be  the  best  arrangement  which  you 
are  able  to  suggest  ? — I  think  so.  I  have  before  stated  that  I  think  it  would  be  an  advantage 
to  the  grazier  or  owner  of  stock.     It  would  be  a  benefit  to  the  public  and  also  to  the  butcher. 

1237.  If  the  market  were  removed  from  Smithfield  two  miles  to  the  north  or  to  the  north- 
west, would  any  class  of  butchers  be  driven  from  it,  say  the  class  of  small  butchers,  who  would 
not  be  able  to  go  so  far  ? — I  believe  they  would  go  there,  for  they  go,  at  the  present  time,  to 
Romford  and  other  places,  and  to  Southall,  which  is  12  miles. 

1238.  You  think  no  inconvenience  would  arise  from  the  removal  of  the  market  from  Smith- 
field  to  a  situation  one  or  two  miles  distant? — There  would  be  very  little  difference. 

1239.  You  gave  evidence  in  1847,  that  the  neighbourhood  of  King's  Cross  would  be  an 
eligible  situation  for  a  market? — I  did  ;  that  is  the  evidence  I  now  give,  but  I  am  not  aware  of 
any  plot  of  ground  that  could  be  obtained  there. 

1240.  Considering  the  situation  of  Smithfield,  and  the  approaches  to  it,  what  effect,  in  your 
opinion,  has  the  driving  of  the  cattle  and  sheep  during  the  nights  previous  to  the  market  days 
through  the  approaches  to  Smithfield  upon  the  cattle  «ind  sheep? — I  cannot  give  an  opinion 
upon  what  effect  it  may  have.     The  approaches  are  narrow  in  every  direction. 

1241.  You  stated  that  the  want  of  space  in  Smithfield  necessitates  such  usage  of  the  cattle 
as  deteriorates  them  ? — It  does. 

1242.  Supposing  that  according  to  your  recommendation,  cattle  were  prohibited  from  being 
driven  through  Smithfield  during  the  day-time  within  the  hours  which  you  have  specified, 
would  not  that  increase  the  damage  to  them — the  space  remaining  as  it  now  is  ? — Certainly. 

1243.  Then  the  carrying  out  of  the  recommendation  would,  in  your  opinion,  necessitate  an 
increase  of  the  present  space  of  Smithfield  ? — It  would. 

1244.  In  your  opinion,  would  a  mere  increase  of  space  in  Smithfield  remedy  the  evils  which 
you  ascribe  to  it  in  reference  to  its  occasioning  a  deterioration  in  the  appearance  and  the  fiesh 
of  the  cattle  f — An  increase  of  space  sufficient  for  the  present  supply,  and  for  what  is  likely  to 
be  sent  to  the  market,  must  be  very  larce,  and  of  course  the  expense  would  be  very  great. 

1245.  Supposing  the  space  to  be  enlarged,  still,  in  your  opinion,  how  far  would  the  driving 
of  the  cattle  through  the  streets  to  a  spot  in  the  situation  of  Smithfield  affect  the  value  of  the 
cattle  and  sheep? — ^I  cannot  give  an  opinion. 

1246.  Supposing  a  grazier  had  10  sheep  at  Southall,  and  you  offered  a  certain  sum  for 
them,  and  the  grazier  insisted  afterwards  upon  driving  them  into  Smithfield,  would  you  still 
give  the  same  sum  for  the  sheep  after  they  had  been  so  driven  to  Smithfield?— ^That  would 
depend  upon  the  state  of  the  market.  If  they  were  returned  unsold,  and  if  there  was  a  very 
great  difference  in  their  appearance,  the  probability  is,  that  they  would  never  sell  for  so  much. 

1247.  Would  not  that  be  equally  the  case  if  they  were  driven  to  any  other  market  ?— 
No ;  because  if  there  was  a  new  market  of  proper  size  they  would  be  driven  into  a  large  space, 
and  remain  there  and  be  supplied  with  food  and  water. 

1248.  Have  you  ever  thought  whether  it  would  be  desirable  to  have  two  markets  attached 
to  London  ? — I  think  there  should  be  a  market  on  the  south  of  the  River  Thames. 

1249.  Should  thai  be  of  equal  size  with  the  one  on  the  north  ? — It  would  not  require  to  be 
more  than  one-fourth  the  size. 

1250.  Would  it  be  sufficient  if  sheep  and  calves  were  sold  there? — Cattle,  sheep,  and 
calves  must  be  all  sold  at  the  same  place.  There  are  very  few  butchers  that  do  not  purchase 
all. 

1251.  You  are  aware  that  there  is  a  horse-market  at  Smithfield? — ^Yes. 

1252.  Supposing  that  the  cattle  and  sheep-market  were  removedi  would  it  be  desirable  to 
retain  the  horse- market  ? — I  think  not.  I  think  that  the  further  that  is  away  from  London  the 
better.     The  characters  who  attend  are  many  of  them  very  far  from  respectable. 

1253.  Is  it  not  an  inferior  class  of  horses  which  are  sold  there  ? — Yes;  but  I  have  not  been 
in  Smithfield  on  a  Friday  afternoon  but  once  these  10  or  12  years. 

1254.  Do  you  apprehend  that  the  horse-market  might  be  removed  without  inconvenience  ? 
— Without  inconvenience,  and,  I  think,  great  benefit  to  the  public. 

1255.  Have  you  ever  thought  of  any  place  for  the  site  of  a  market  on  the  south  of  London? 
— I  have  not.    There  is  a  market  on  Thursday  at  Croydon. 

1556  Is  there  much  stale  and  diseased  and  bad  meat  sold  in  Wfaitechapel  market? — ^Yes, 
and  in  all  other  markets. 

1257.  Since  they  have  had  an  inspection  in  Newgate  market^  is  the  principal  quantity  of 
diseased  meat  now  sold  out  of  the  City  jurisdiction? — ^The  City,  since  the  late  inquiry,  have 
appointed  an  Inspector  for  what  is  generally  known  as  Whitechapel  market.  His  business  is 
to  walk  from  one  epd  of  the  market  to  the  other.  He  has  not  power  to  go  into  the  back  pre- 
mises, where  the  diseased  meat  is  usually  deposited.  I  saw  the  carcass  of  a  cow  sold  by 
Messrs.  Scales^  some  18  months  ago,  for  7«.  6d. ;  it  was  so  bad  that  it  was  not  fit  to  be  ex- 
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Cosed,  and  ha  sold  it  to  a  man  who  said  that  he  was  going  to  take  it  to  the  hor8e4M»i]er*a ; 
lit  I  expressed  my  doubt  at  the  time,  whether  it  was  not  for  the  purpose  of  making  poloRios^ 
a  description  of  sausage.  This  meat  is  not  usually  exposed  to  view ;  it  is  put  in  the  slaughter^ 
houses,  cut  in  pieces,  and  placed  in  cloths  or  hampei^  and  not  exposed  to  the  public  ;  and  for 
this  reason  I  think  it  absolutely  necessary  that  the  police  or  other  competent  persons  aioDaJd 
have  the  right  of  entering  any  part  of  the  business  premises  of  a  butcher. 

1258.  Does  it  appear  to  you  that  it  is  part  of  the  duty  of  the  public  authorities  to  seise 
diseased  meat.  Is  not  the  public  competent  to  protect  itself  as  it  does  in  other  mattiers? — 
The  public  cannot  protect  themselves  when  diseased  meat  is  chopped  and  put  into  a  Am 
highly  flavoured. 

1259.  Would  any  quantity  of  diseased  moat  find  buyers? — I  believe,  any  quantity. 

1260.  Do  any  means  occur  to  you  of  preventing  the  sale  of  diseased  meat  iu  Loodon? — By 
appomtino:  Inspectors. 

1261.  How  could  the  Inspector  discover  it?— It  is  easily  dneovered  n-here  it  is  unwhole- 
some. 

1262.  Would  you  reeommend  that  the  Monday  market  should  be  changed  to  Tuesday? — 
I  think  that  would  be  desirable. 

1263.  For  what  reason? — It  would  lessen  the  business  on  Sunday;  and  it  would  eifaab'se 
the  supplies  sent  to  London ;  and  in  that  case,  perhaps,  so  lai'ge  a  space  as  30  acres  might  not 
be  necessary. 

1264.  Would  it  enable  the  graoiers  to  send  cattle  up  more  according  to  the  weather? — ^The 
weather  has  very  little  to  do  with  sendii^  cattle  to  Loudon. 

1265.  Has  not  the  weather  much  to  do  with  the  sale  of  cattle  ia  London? — It  bast 
little  to  do  with  it,  but  not  much. 

1266.  Has  not  the  weather  a  good  deal  to  do  with  the  sale  of  cattle  at  the  Christmas 
ket  ? — No,  the  supply  and  the  demand  are  the  two  principal  things. 

1267.  Is  not  it  the  case  that  the  butchers  refuse  to  buy  large  beasts  in  hot  weatlier»  faut  am 
willing  to  buy  in  frost? — If  the  weather  is  mild,  there  is  an  objection  to  buying  large  fat  cattle. 

1268.  Is  it  not  the  case,  that  having  the  market  on  a  I'uesday  instead  of  on  a  Mouda^f, 
would  enable  the  grazier  to  send  his  b^bsts  according  to  the  weather  ? — I  do  not  see  that  he 
cannot  do  that  now. 

1269.  Is  it  not  the  case  that  the  beast  now  remains  in  London  24  hours  longer  than  it 
would  do  if  the  market  were  held  on  Tuesday  ? — If  the  market  day  were  changed  from  Mon- 
day to  Tuesday,  instead  of  the  cattle  being  sent  by  rail^iuy  as  they  are  now  on  Saturday,  tkey 
would  be  sent  en  Monday. 

1270.  How  long  is  your  cart  detained  at  New^te  market  from  the  crowded  stats  of  Um 
market  and  the  bad  accesses  to  it  ? — ^I  do  not  send  to  Newgate  market,  and  that  is  one  fivat 
objection  I  have.  I  send  to  Dean  and  Hatlon  in  T^ewgate-stroei,  at  the  comer  of  Reae-nrreet» 
where  there  is  Uttle  difficulty  in  getting  away  after  the  cart  is  loaded  ;  but  I  am  aware  that 
there  is  a  great  deal  of  time  lost  wben  the  «arts  are  inside  the  market. 

1271.  Do  you  believe  that  a  great  deal  of  bad  meat  is  sold  in  the  cellars  in  Newgate 
market  ? — I  am  not  able  to  answer  that  question. 

1272.  You  said  that  the  laspedor  coukl  not  go  into  the  slaughter-houses  in  Wfaitechapel^ 
do  you  know  why  he  cannot? — Because  be  has  not  the  jowet.  I  understand  that  the  Lond 
Mayor  reftises  to  gife  him  th«  power. 

1*273.  Is  that  in  the  Lord  Mayor's  jurisd'rction? — Yes. 

1274.  Not  only  the  shops,  but  also  the  slaughter-housea? — Yea,  the  shops  nod  slanghler- 
bouses  adjein. 

[The  fFilmss  witbdrew.] 


Mr.  J.  Hayward. 


Mr.  Joseph  Hat/ward^  examined. 

1275.  Are  yon  in  the  employment  ^f  Messrs.  Pickford  ? — Yes,  I  am. 

1276.  Can  you  kfcnm  the  Commissioners  of  the  manner  in  whkh  dead  meat  is  conveyed  bf 
railway  to  London  ? —It  is  collected  at  the  different  market  towns  from  which  they  send  it, 
and  it  comes  to  the  Camden  Town  Station,  and  from  thence  we  deliver  it  chioily  to  Newgate 
market,  and  some  to  LeadenfaaU  market. 

1277.  Do  Messrs.  Pidtford  convey  the  meat  by  railway  ?— The  railway  company  bring  it 
up  to  the  station,  and  we.  as  their  agents,  brang  it  np  to  tiie  markets. 

1878*  Does  it  not  come  at  all  times  of  the  year  ? — It  comes  at  all  tiroes  of  ike  year,  more  or 
less  ;  but  of  course  a  greater  qiMwitity  comes  in  cold  weather  thnn  in  warm  weather. 

1279.  How  do  you  deliver  h?— We  take  the  hampers  in  which  the  meat  is  seat  from 
Camden  Town  Station  to  the  market,  and  transfer  them  to  the  different  «aiesniea  there. 

J  280.  Do  you  know  whether  there  is  a  great  difficulty  indeliverkig  the  meat  at  Newgate 
market? — ^There  is  great  difficulty  arising  from  the  very  limited  space,  and  the  great  oonfusioii 
particularly  if  the  trains  are  late,  and  we  are  la;te  in  the  maHiet. 

1281.  Are  there  any  complaints  with  reference  to  the  want  of  space  in  Newgate  noarket  f — 
Very  great  complaints.  We  complain  very  much,  as  far  as  the  working  part  of  onr  bimiiess 
goes,      i/Uxtj  of  those  hampers,  particularly  from  the  northern  parts,  are  many  hundreds 

1282.  Is  the  expense  incneased  in  ccmsequence  of  the  want  of  space  m  the  jnarket? — ^Y^a, 
it  is. 

128S.  In  What  wny  ? — ^It  is  increased  in  conseqnence  of  our  being  obligid  to  em{)loy 
men  to  do  the  work. 
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1284.  Can  you  always  bring  the  carts  into  the  market,  or  is  it  sometimes  necessary  to  dis- 
charge the  hampers  at  a  distance  from  the  market? — When  we  are  late  we  are  obliged  to 
discharge  them  at  a  distance  IVom  the  market.  If  the  trains  are  in  good  time  we  get  up  tx> 
the  street  and  discharge  the  hampers  there;  but  frequently  we  cannot  get  into  what  we  call 
Ae  interior  of  the  markets  and  that  obIi(:e8  us  to  truck  the  hampers  into  the  market. 

1285.  Does  it  happen  frequently  that  there  is  a  press  and  crowding  in  the  neighbourhood 
of  the  market  in  consequence  of  the  number  of  carts  there? — Very  frequently.  Sometimes  we 
have  been  there  with  a  dozen  carts  ourselves,  and  other  carriers  have  had  more ;  and  there  are 
buyers  there  as  well,  with  all  their  carts,  and  the  press  has  been  very  great.  We  have  been 
sometimes  summoned  before  the  magistrates  for  our  carts  being  in  the  way,  but  it  was  unavoid- 
able.    We  could  not  get  the  carts  either  in  or  out. 

1286.  Supposing  the  avenues  of  Newgate  market  were  enlarged  to  the  extent  of  one-half> 
would  that  remedy  the  inconvenience  ?-—  I  do  not  know ;  but  what  we  want  is  space  in  which 
to  drive  up  our  conveyances,  and  ^et  away  again  easily.  I  may  observe,  that  only  last  Monday 
we  conveyed  60  tons  of  meat  into  Newgale  market. 

1287.  Docs  the  quantity  of  meat  delivered  in  Newgate  market  increase  ? — It  has  in- 
creased twenty-fold  since  the  opening  of  the  railways,  as  far  as  Messrs.  Pickford  are  con- 
cerned. 

1288.  Can  you  give  an  account  of  tlie  quantity  of  meat  you  deliver  in  the  course  of  the 
year,  in  Newgate  market? — I  have  not  taken  it  out  for  the  year;  but  I  took  it  out  for  four 
months  ;  the  quantity  we  delivered  in  those  four  months  was  1825  tons. 

1289.  Which  four  months  are  those? — September,  October,  November,  and  December 
last. 

1290.  Which  railways  do' you  include? — None  but  the  North  Western;  and  Messrs. 
Pick  ford  are  only  one  of  the  parties  who  convey  meat ;  Chaplin  and  Home,  perhaps,  deliver 
more  than  we  do.  In  those  four  months,  the  weight  per  day  would  be  18  tons  15  cwt.,  pro- 
vided we  delivered  the  same  quantity  every  day,  but  the  meat  comes  principally  on  two  days  of 
the  week,  Saturday  and  Monday ;  and  on  Tuesday  we  have  hardly  any. 

l'19l.  Do  you  deliver  meat  at  any  other  market  besides  Newgate  market! — ^Yes,  at 
Leadenhall. 

1292.  Is  the  space  at  Leadenhall  market  insuffieteot? — Yea ;  it  is  insufficient. 

ri93.  Which  are  the  principal  places  which  send  up  meat? — Leicester,  Loughborough, 
Pugby,  Northampton,  and  Coventry;  and  in  the  winter  season  it  comes  from  a 'greater 
We  have  a  good  deal  from  Leeds,  Newcastle,  and  Edinburgh,  and  even  as  far  as 


January  0,  1800. 
Mr.  J.  Ma^ward, 


Do  you   get   much   from   Edinburgh? — Yes,   a   good  deal  at  this   season  of  the 


distance, 
Perth. 

1294. 
year. 

1295.  Have  you  any  complaints  of  packages  that  are  sent  being  spoiled? — ^Yes;  in  warm 
mug^  weather,  jmrticularly.     If  the  trains  are  late,  and  lose  that  day  s  market. 

1296.  Is  it  owing  to  their  detention, in  the  market? — No,  I  cannot  say  that  it  is  owing  to 
that.  If  the  train  were  late  and  the  market  were  full,  I  dare  say  the  packages  when  they 
arrival  would  be  put  on  one  side  aa  not  being  in  time  for  that  day's  market. 

1297.  You  have  given  the  quantity  you  brought  in  four  months.  Would  that  be  the  average 
for  the  year  ?— It  would  fall  off  in  the  summer  months. 

1298.  Ilie  next  four  months  would  be  about  the  same? — Yea. 

1299.  Can  you  suggest  any  means  of  obtaining  an  accoimt  of  the  total  quantity  of  meat 
delivered  at  Newgate  market  from  the  country? — No,  it  comes  from  various  places;  but  the 
greatest  quantities  come  by  railway ;  and  the  coasting  steamers  bring  a  great  deal. 

riOO.  You  said  that  frequent  complaints  were  made  of  the  damage  done  to  the  meat.  Does 
that  dannage  arise  from  your  being  unable  to  deliver  the  meat  at  Newgate  market,  or  from 
other  causes? — 1  cannot  say  that  it  ie^m  the  delays  at  Newgate  market,  because,  directly  it 
is  brought  it  is  delivered. 

IMl.  It  may  arise  from  delays  in  the  journey? — Yes. 

[TAc  Witness  withdrew,] 


Mr.  Charles  William  Willou^hby,  examined. 

1302.  Are  you  aywit  of  the  Aberdeen  Steam  Packet  Company? — I  am. 

1303.  Is  much  live  stock  brought  up  from  Scotland  to  London  7— At  certain  times  of  tlie 
yoar  a  large  quantity  is  brought  up. 

1304.  Ai  what  times  of  the  year  ? — ^From  December  to  June  is  the  principal  time. 

lliOS.  Has  the  quantity  brought  up  been  increasing  or  dhnimslung  of  late  years? — A 
considerable  ittcrease. 

1206.  Are  the  cattle  sent  up  by  graziers  in  Scotland  ? — ^Yes,  and  fanners ;  and  they  are 
consigned  to  the  salesmen  in  Smithtield. 

1307.  Do  the  cattle  suffer  much  during  the  voyage? — No;  for  instance,  one  steamer,  "The 
City  of  Loudon,"  has  brought  nearly  20,000  head  of  cattle  since  she  was  buQt  in  July,  1844, 
and  we  have  had  only  two  deaths. 

1308.  Can  you  tell  the  Commissioners  how  much  live  stock  you  bring  up  in  the  course  of 
the  year? — 1  should  say  we  carry  170  bead  of  cattle  in  one  vessel,  and  150  in  the  other. 

1309.  What  is  the  total  number  brought  up  in  the  course  of  the  year?— 7801  from  Aber- 
deen in  1849. 

1310.  What  do  you  do  with  them  when  they  arrive  in  London  ?-— They  wakk  from  the 


Mr.  O.  W. 
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January  9, 1850.  steamer  on  the  wharf,  from  whence  they  are  taken  to  the  lairs.    The  drovers  apply  for  them, 

and  they  are  delivered  to  them  for  salesmen. 

WUImLm*  1311.  What  are  the  days  of  their  arrival? — Generally  on  Monday.     They  leave   on 

fvumgktnf.  Saturday. 

1312.  Do  the  steamers  stop  at  any  place  between  Aberdeen  and  London? — ^No;  they  bring 
the  cattle  direct. 

1313.  Are  all  the  cattle  that  you  bring  by  steamer  brought  from  Aberdeen? — We  have 
brought  some  cattle  from  Inverness  in  the  summer  months. 

1314.  Do  you  bring  any  sheep  from  Scotland  ?— Very  few. 

1315.  Do  you  bring  dead  meat  ? — Yes. 

1316.  Both  beef  and  mutton? — Very  little  mutton.     Mutton  comes  from  Edinburgh. 

1317.  Do  you  bring  any  considerable  quantity  of  dead  meat? — On  the  average,  we  bring 
20  tons  by  steamer  while  the  cold  weather  lasts,  from  December  to  March.  In  1849,  687  tons, 
17  cwt.,  was  brought  from  Aberdeen. 

1318.  You  also  bring  cattle  from  Inverness  at  one  portion  of  the  year? — Yes,  but  seldom 
more  than  10  or  20;  but  we  bring  a  large  quantity  of  pigs  from  Inverness,  500  or  600  in  a 
ship,  at  certain  times  of  the  year. 

1319.  Is  yours  an  increasing  or  a  diminishing  trade? — It  has  been  increasing  very  much  up 
to  the  present  time,  but  now  the  railway  is  nearly  open  to  Aberdeen,  it  may  have  ^me  slight 
influence  upon  our  trade,  but  I  do  not  expect  it  will  have  much  with  r^ard  to  cattle,  because 
we  consider  that  we  bring  the  cattle  in  a  better  condition  than  the  railway  can. 

yThe  Witness  toithdrew.] 


llt.J.Ch^ppmgdak.  ]yfr,  Josiah  Chippingddle  examined. 

1320.  Are  you  the  agent  of  the  General  Steam  Navigation  Company  at  St.  Katherine's 
wharf? — I  am,  and  at  Brown's  wharf  also. 

1321.  Do  the  steamers  belonging  to  your  company  import  any  quantity  of  foreign  cattle  into 
England  ? — Yes,  large  quantities. 

1322.  From  what  ports  ? — From  Hamburg,  Rotterdam,  and  Tonning  or  Tonningen. 

1323.  By  whom  are  they  consigned  to  England  ? — From  Tonning,  and,  in  fact,  from  all 
the  ports,  they  are  generally  consigned  by  small  farmers  and  dealers  to  the  different  salesm^i 
in  London. 

1324.  Are  they  cattle  and  sheep  that  are  sent  ? — Yes ;  cattle,  and  sheep,  and  calves. 

1325.  Are  they  sold  in  Smithfield  market  on  account  of  the  foreigner,  or  are  they  brought 
to  the  salesman  and  sold  on  his  account  ? — Sometimes  one  and  sometimes  the  other.  I  should 
say  they  are  principally  consigned  to  the  salesmen  for  sale,  and  the  proceeds  remitted  to  the 
shipper. 

1326.  Do  you  believe  that  the  cattle  suffer  much  from  the  voyage,  or  that  their  value  is 
deteriorated  by  the  voyage  ? — Not  at  all  generally ;  but  in  very  bad  weather  they  are  injured 
sometimes. 

1327.  The  salesmen  have  agents  abroad,  have  they  not  ? — I  think  they  may  have  agents 
abroad,  but  the  salesmen  very  frequently  go  over,  particularly  to  Tonning,  in  Denmark,  from 
which  place  the  importation  of  cattle  is  comparatively  of  recent  date. 

1328.  Are  the  Schleswig  cattle  the  best  that  come  over  to  England? — I  think  we  have  as 
good  cattle  from  Rotterdam  as  from  any  place  abroad. 

1329.  At  what  time  are  they  generally  landed  ? — That  all  depends  upon  the  arrival  of  the 
vessels.  They  arrive  at  all  times,  and  are  landed  at  all  hours.  There  is  no  restriction  of  the 
customs  upon  their  landing. 

1330.  What  is  done  with  them  when  they  are  landed? — They  are  taken  away  to  the 
different  lairs,  unless  it  is  on  the  eve  of  the  market,  and  then  they  are  taken  to  Smithfield 
direct. 

1331.  Is  there  much  diflBculty  in  disposing  of  them  on  their  arrival  ? — No.  The  salesmen 
or  their  agents  are  in  constant  attendance,  and  as  soon  as  they  are  inspected  by  the  customs* 
inspector  of  cattle  they  are  taken  away. 

1332.  Are  the  arrivals  more  frequent  on  the  Saturday  than  on  other  days? — ^They  are  more 
frequent  on  the  Saturday  and  Sunday,  with  a  view  to  the  Monday's  market.  We  had  two 
very  large  vessels  on  the  Tonning  station  in  the  last  season,  the  '^  Wilberforoe  '*  and  the 
"  Trident."  The  departures  were  arranged  so  as  to  suit  the  markets  here,  but  owing  to  exceed- 
ingly boisterous  weather  and  ditficulties  of  navigation,  with  which  but  few  vessels  could  have  so 
successfully  contended  as  they  did,  their  arrivals  were  not  exactly  regular. 

1333.  Do  you  import  any  dead  meat  from  abroad? — We  import  a  little  from  Hamburg* 
That  is  the  only  port  from  which  dead  meat  comes  to  this  country. 

1334.  Is  that  taken  lo  Newgate  market? — It  is  taken  to  Newgate  and  Leadenhall  markets. 

1335.  Can  you  give  the  Commissioners  the  amount  of  foreign  cattle  that  you  have  imported 
during  the  year? — I  can  furnish  that.  Speaking  in  round  numbers,  I  should  say  we  imported 
from  12,000  to  14,000  last  year. 

1336.  Has  the  trade  in  foreign  cattle  increased,  or  is  it  stationary? — On, the  whole,  I  should 
say  it  is  increasing.  From  Rotterdam  I  think  it  is  not  just  now  increasing,  but  there  are  fewer 
coming  from  there-     • 

1337.  From  Tonning  is  it  increasing  ? — Yes;  that  is  a  new  port  comparatively. 

1338.  Is  it  within  your  knowledge  that  many  persons  in  this  country  are  making  arrange* 
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ments  with  respect  to  the  importation  of  cattle  from  abroad  ? — I  am  not  aware  that  more  than     January  9, 1850. 
ordinary  arrangements  are  making.  — : — . 

1339.  Is  the  dead  meat  inspected  before  it  is  sent  on  to  Newgate  market  ?— It  is  only  ^r.J.Ch^ingdale. 
inspected  by  the  customs.     It  is  not  inspected  by  a  meat  inspector  before  it  arrives  at  the 

market. 

1340.  It  is  not  inspected  with  regard  to  its  quality,  but  merely  for  custom-house  purposes? 
— Both.  In  the  former  by  the  market  inspector,  in  the  latter  by  the  officers  of  customs,  by 
whom  it  is  also  partiaRy  weighed  for  statistical  purposes. 

1341.  Are  not  many  of  the  Smithfield  salesmen  connected  with  the  importation  of  foreign 
cattle  into  this  country  ? — Yes ;  a  good  deal  of  the  foreign  cattle  is  imported^  I  have  no  doubt, 
by  Smithfield  salesmen  on  their  own  account.  I  believe  the  Tonniug  trade  originally  com- 
menced in  that  way. 

1342.  Do  you  know  whether  Englishmen  have  gone  to  settle  there  with  a  view  to  supplying 
the  London  markets  with  meat  ? — No,  I  do  not  know  that ;  but  I  know  that  Englishmen  go  over 
in  the^course  of  the  year,  when  catde  are  ^sent  from  abroad,  in  order  to  induce  the  farmers  to 
send  them  to  particular  salesmen. 

1343.  Are  the  live  cattle  inspected  with  regard  to  the  duties,  or  with  regard  to  the  state  of 
health  in  which  they  are  ? — There  is  no  duty  on  foreign  cattle,  but  they  are  inspected  by  the 
tide  surveyor  or  the  landing  waiter,  who  are  customs  officers,  to  ascertain  their  sex  and  quantity; 
they  distinguish  between  cows  and  oxen,  but  only  for  statistical  purposes. 

1344.  Is  there  any  inspector  to  ascertain  the  state  of  health  of  the  cattle  which  are  landed 
from  the  vessels  ? — Yes,  there  are  two  veterinary  inspectors  of  cattle — one  for  the  upper  station, 
and  one  for  the  lower  station. 

1345.  What  happens  if  they  find  diseased  cattle ;  how  do  they  deal  with  them  ? — They  are 
examined  on  being  landed,  and  if  tliey  are  at  all  diseased,  they  are  detained,  and  are  further 
examined  subsequently,  when,  if  the  opinion  as  to  the  diseased  state  is  confirmed,  the  animal  is 
condemned,  and  it  is  slaughtered  and  taken  away  to  the  knacker's. 

1346.  It  does  not  get  into  the  market^  as  far  as  you  know  ? — Certainly  not ;  but  if  there  is 
any  difference  of  opinion  between  the  importer  and  the  inspector  as  to  the  state  of  the  cattle, 
reference  is  made,  and  the  n^atter  dealt  with  accordingly. 

1347.  But  there  is  no  similar  inspection  of  dead  meat  that  is  brought  from  Hamburgh? — 
Not  on  the  wharf,  but  there  is  an  inspection  of  it  when  it  goes  into  the  market.  Every  market 
has  an  inspector. 

[[The  Witness  toithdrew.']  -  *^ 


Mr.  John  Harper  examined.  ':'^i\v^^  Mr.  /.  Harper. 

1348.  Have  you  been  engaged  as  a  grazier,  and  also  as  a  butcher? — I  have. 

1349.  Were  you  employed  by  Mr.  Ferkins,  the  projector  of  the  Islington  market? — I  was 
engaged  by  him  in  1834j  and  I  continued  to  be  connected  with  the  Islington  market  till 
1840. 

1350.  Are  you  aware  of  the  proceedings  before  the  Committee  of  the  House  of  Commons 
in  the  years  1834  and  1835,  with  reference  to  the  Islington  market  ? — I  was  the  principal 
party  in  getting  up  the  Evidence  on  that  occasion,  and  in  establishing  the  Islington  market. 

1351.  Had  you,  during  the  time  that  you  were  connected  with  the  Islington  market,  occa- 
sion to  investigate  the  whole  subject  of  the  supply  of  the  metropolis  with  live  and  dead  meat  ? 
I  endeavoured,  and  I  think  with  some  success,  to  make  myself  acquainted  with  the  whole 
arrangements.  Perhaps  I  may  be  allowed  to  state,  that  in  the  year  1836, 1  was  in  Smithfield 
market  every  Sunday  night  from  the  time  of  holding  Bartholomew  fair  in  September  to  the 
great  Christmas  market. 

1352.  Has  your  connexion  with  the  Islington  market  now  ceased? — It  has,  entirely. 

1353.  Are  you  connected  with  any  other  project  with  reference  to  cattle-markets  in  London? 
— None  whatever. 

1354.  Are  you  in  trade  at  present? — No ;  my  son  is  farming  an  estate  in  Cheshire  of  200 
acres,  in  which  I  am  interested,  and  I  go  there  occasionally. 

1355.  Are  you  acquainted  with  the  present  state  of  Smithfield  market? — ^I  am.  In 
February,  1847,  Mr.  Perkins  having  died  the  previous  year,  Mr.  Gurney  and  some  gentlemen 
inthe  City  purchased  the  Islington  market,  and  sent  to  me  to  request  me  to  come  back  to  the 
market;  and  I  then  took  the  management  of  that  market  a  second  time. 

1356.  Has  that  been  the  occasion  of  your  making  yourself  acquainted  with  the  present  state 
of  Newgate  and  Smithfield  markets  ?  —It  has. 

1357.  What  do  you  consider  to  be  the  principal  advantage  of  Smithfield  market  as  it  at 
present  exists  ? — ^The  advantage,  if  any,  of  Smithfield  market,  is  the  convenience  to  the  trade 
of  having  it  in  a  central  part ;  that  may  be  an  advantage  to  the  trade  as  far  as  convenience 
goes. 

1358.  What  do  you  consider  to  be  the  disadvantages  of  Smithfield  market  with  respect  to 
the  trade  of  butchers  ? — The  disadvantage  to  the  trade  of  butchers  is,  the  great  injury  arising 
from  the  animal  being  in  so  much  worse  a  state  for  slaughtering  when  they  are  got  home  than 
they  would  be  with  a  well-arranged  market  without  the  City. 

1359.  How  does  that  difference  arise? — From  the  fatigue  and  ill-treatment  which  the 
animals  necessarily  undergo  from  the  want  of  space  and  proper  places  to  arrange  the  stock  in 
the  market,  the  drovers  having  only  the  streets  and  avenues  in  which  to  part  them. 

1360.  Have  you  been  in  Smithfield  market  during  any  of  the  nights  preceding  the  Monday 
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Jetmuxf  %  use     iii«rket? — I  have.     In  1847>  havini^  beard  that  die  arraD^ments  were  ao  much  better  diaii 

^ they  had  been  prior  to  1836  and  1840^  I  went  to  Smithfield  maricet,  in  order  to  see  wbether 

lb*y.  Mofper.      tiiiere  had  beeii  aay  improwment,  aod  I  was  tbere  two  or  three  nights,  with  a  view  to  satisfy 

myself  upon  it,  and  1  found  that  the  market  was  as  bad  as  it  had  been  when  I  visited  it  befetie ; 

for  though  they  had  given  a  little  more  space,  the  supply  had  increased  so  much  as  to  aaako 

it  quite  inadequate  lor  its  purpoMS. 

1361.  Are  the  animals  much  forced  and  beaten,  k  order  to  bring  then  to  tlae  places  where 
they  are  to  stand  ? — ^They  are ;  it  is  aiost  revoltixig ;  the  scenes  that  are  to  be  witnessed  from 
12  o  clock  at  night  to  5  or  6  the  next  mormog  are  the  most  extraordiaanly  erael  that  oan  be 
imagined.     As  to  their  being  described,  I  do  not  think  it  is  possiUe. 

1362.  In  what  manner  are  the  animals  treated  ? — On  the  Soiiday  night  ^re  are,  perhapi, 
10  or  20  different  droves  of  beasts,  of  80  to  100  each,  collected  in  the  streets  leading  to  Smtdik- 
field,  waitiitf  ibr  the  elock  to  strike  12.  When  the  clock  strilces  they  are  all  driveai  into  the 
af^nues  in  Smithfield.  and  then  the  process  eonomences  of  tying  the  anunals  up.  This  is  doae 
by  driving  two  or  three  buUodis  to  the  rail,  where  a  man  is  standing  with  a  rope ;  they  eateh 
one  by  the  neck,  the  rope  having  a  running  noose.  If  the  animel  is  quiet,  it  is  ao  much  the 
better  for  them,  but  some  of  those  aninsak  have»  perhap«y  never  seen  a  rope  before,  partictibrly 
Ae  young  and  light,  ar  anall  beasts^  that  oome  up  fresh«  and  the  only  mode  of  keepiag  them 
to  the  rail  is  by  choking  them  into  compliaoee.  That  being  done,  and  two  or  three  or  moce 
being  tied,  then,  perhaps,  comes  a  beast  from  another  drove,  and  runs  into  these  beasts  tliat 
are  tied  up ;  they  are  all  thrown  down,  uni  would  be  strangled  if  the  drovers  did  not  cnt  &e 
ropes,  or  the  beasts  were  not  untied.  This  is  constantly  going  on,  more  or  less,  during  the  whole 
of  the  nighty  and  the  arrangement  is  the  most  cruel  that  can  be  conceived.  With  the  noise  of  the 
dogs,  the  swearing  of  the  men,  and  the  beating  of  the  aaimals  over  the  horns  and  head,  it  is  a 
scene  that  must  be  wttnesaed  to  be  imdersto^.  I  do  not  think  the  drovers  are  altogether  to 
blame  for  beating  the  animals;  it  is,  to  some  extent  neoeesary,  for  they  harve  no  other  means  of 
placing  them  in  the  market.  Sometimes  it  happens  that  a  bullock  will  get  out  from  one  man  a 
drove  into  three  or  four  others,  and  then  up  St.  John'e-streety  or  sonae  otl^  street ;  be  has  then 
to  be  got  back,  and  placed  again  at  the  rail.  Them  and  such  like  prooeediags  are  eonstmntly 
taking  place  during  the  whole  of  the  night. 

1363.  Does  this  take  place  by  torchSgfat? — ^Yes ;  and  the  drovers  are  obliged  to  bri^g  their 
toicbes  very  dose.  The  animal  has  only  a  cut  in  the  hair  to  enable  the  drover  to  arrange  his 
employer's  beasts  as  ordered,  and  that  cut  is  frequently  so  filled  up  that  thev  are  obiiged  to  pat 
the  torch  close  to  the  animal  to  discover  the  mark,  this  alarms  the  animal,  and  makes  it  like 
its  position  and  treatment  still  less. 

1364.  Is  the  difficulty  increased  if  the  night  is  a  wet  one  ? — ^Yes,  very  much,  the  rails  being 
very  slippery,  and  the  ropes  very  stiff.  There  is  hardly  a  drover  in  the  market  who  has  not 
had  his  fingers  broken  by  having  them  caught  in  a  rope  at  some  time  or  other. 

1365.  Is  it  necessary  to  beat  the  animals  with  considerable  force? — Yes,  with  very  great 
force,  both  in  tying  them  up  and  forming  them  in  droves.  After  about  2,000  are  tied  np, 
which  is  all  they  have  tie-room  for,  comes  the  process  of  filling  up  the  ixrtermediate  spaces,  by 
what  is  called  ring-droves^  and  in  the  formation  of  these  there  is  a  great  deal  of  beating  and 
goading  the  animals  over  the  bead,  horn;s,  legs,  &c.  Jt  is  done  by  14  or  15  aninoals  being 
placed  with  their  heads  forming  a  drcle,  and  their  horns  in  each  other's  fiu^es — a  most 
unnatural  position  for  bullocks  to  stand  in — and  this  is  done  by  downright  force  and  beating. 
They  call  it  bunting,  or  heading  them  up. 

1366.  Is  it  done  by  doggmg  f — Ho ;  the  dogging  is  in  order  to  get  them  up  when  they  are 
down ;  generally  in  the  day-time. 

1367.  Do  the  difficulty  and  delay  in  brin|ing  Ibe  animals  to  their  proper  po!dtion  induce  a 
habit  of  drinking  anKmg  the  drovers? — Yes.  In  wet  nights,  when  tney  are  very  much 
fatigued,  they  are  driven  to  drink.  The  public-houses  are  open  all  night,  and  the  drovers 
come  from  their  work  in  a  state  of  excitement  and  fatigue.  If  the  aniniab  resist  mncii  and  give- 
trouble,  they  are  very  mudi  annoyed,  and  get  out  of  temper,  and  beat  them;  their  treatment  of 
the  animals  is  exceedingly  bad.  I  do  not  think  it  is  possible  to  convey  an  idea  of  tJie  cruelty 
practised  there ;  I  could  not  have  believed  it  if  1  had  not  seen  it. 

1368.  Are  the  animals  beaten  about  the  head  and  face  as  well  as  the  body  ? — -It  is  about 
the  head,  and  nose,  and  horns  that  they  are  most  beaten,  and  also  about  the  1^.  The 
drovers  know  where  to  strike  the  animals  exceedingly  well ;  they  are  vety  expert;  they  have  a 
great  deal  of  practice. 

1369.  Does  the  process  jwi  have  described  heat  the  blood  much  and  injure  the  quality  of 
the  meat  when  the  animal  comes  to  be  slaughtered  ? — Yes,  very  much.  An  annual  killed  in 
hot  weather  from  Smithfield  on  Monday  will  be  frequently  unfit  for  human  food  onthel\iesday 
evening. 

1378.  How  are  the  sheep  treated  ? — They  are  puni^d  by  the  dogs  and  by  beating,  but 
my  opbion  is,  the  sheep  are  not  so  much  punished  as  the  cattle  :  they  are  very  badly  accom- 
modated ;  the  alleys  are  very  narrow  and  bad,  the  pens  four  or  five  deep,  and  from  the  want  of 
proper  dividing  pens^  causes  a  great  deal  of  cruelty,  but  not  so  much  as  the  cattle  suffer;  still 
it  is  very  bad. 

1371.  Is  this  treatment  of  the  animals  injurious  to  the  graziers  f — Yes,  it  depreciates 
the  animals  very  much,  so  much  so  that  the  salesmen  are  obUged  to  sell  them  for  wiiat  they 
will  fetch ;  and  the  graziers  suffer  great  loss  when  the  animals  have  been  once  in  Smithfield, 
from  the  punishment  they  have  received  there.  If  you  take  them  out  and  keq)  tbem  three  or 
four  days,  or  a  week,  they  waste  very  much.  I  think  it  a  fair  calculation  that  a  bnllock  of 
from  80  to  100  stone  would  be  injured  {i*om  30  to  50  shillings ;  his  value  would  be  that  much ' 
less. 
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1372.  And  that  would  not  be  sustained  if  there  were  sufficient  room  in  the  market  ifor  all  the  January  9^  1850. 
animals?— Certainly  not.  /""»,.•»— 

1373.  What  do  you  suppose  is  the  deterioration  that  takes  place  in  sheep?— Sheep  dcterio-  ^^    *  ^^"P^* 
rate  rery  much,  but  they  being  part  of  the  year  in  their  wool,  do  not  appear  so  bad.    I  sbovM 

think  the  deterioration  in  all  sheep  sold  in  Snrithfield  on  the  first  day  is  from  6rf.  to  1^.  per 
head^  and  on  all  those  turned  out  unsokl,  from  2s,  to  bs.  per  head. 

1374.  Supposing  it  were  decided  that  the  area  of  Smkhfield  market  was  too  small,  do  you 
think  that  sufficient  space  could  be  found  in  the  neighbourhood  of  Smitbfield  market  for  its 
enlargement? — Nerer.  My  ophrion  is,  that  increasing  the  space  will  only  get  rid  of  a  small 
part  of  the  want  of  accommodation ;  it  would  not  remove  the  nuisance  and  crtidfty  of  tyii^  the 
animals  up  in  the  night,  and  keeping  them  so  many  hours  without  water,  or  the  driving  them 
through  the  streets  in  Ae  middle  of  the  day,  or  the  arranging  the  market  by  torchKght 

1375.  Could  the  avenues  into  the  market  be  made  sufficiently  large? — I  do  not  think 
space  can  be  obtained;  the  avenues  are  not  so  bad  as  the  deficient  space.  If  you  got 
improved  avenues  you  would  remove  a  very  small  portion  of  the  difficulties  of  Snciithfield 
market. 

1376.  Did  you  attend  Smithfield  market  on  the  great  day  at  Christmas? — Yes. 

1377.  Did  you  observe  whether  the  streets  were  obstructed  or  not? — ^They  were ;  the  cattle 
stood  worse  than  I  ever  saw  them  :  there  was  more  cruelty.  All  the  streets  were  blocked  up 
during  the  whole  day.  A  policeman  was  placed  at  Giltspur-street  to  prevent  anything  passong 
tbrongh.  All  the  thoroughfares  were  closed  till  four  or  five  o^clodc  in  the  evening.  The 
bullocks  completely  filled  up  the  streets  until  that  time. 

1378.  Was  it  inconvenient  to  the  neighbourhood  that  the  thoroughfares  should  be  so  much 
obstructed  ? — Very  much  so. 

1379.  Arc  you  aware  that  accounts  are  published  of  the  number  of  bullocks^  and  sheep  sold 
in  Smithfipld  market  on  eadi  day  ? — I  am. 

1380.  Do  you  know  by  whom  those  accounts  are  prepared  ? — By  the  clerk  of  the  noarket. 

1381.  Do  you  conceive  that  it  is  possible  for  him  to  render  an  accurate  account  of  all  the 
animals  sold  each  day  in  Smitbfield  market  ? — He  camiot  do  it  at  all ;  he  is  obliged  to  take  it 
from  other  people. 

1382.  How  are  the  accounts  prepared  ? — He  takes  the  number  from  the  salesman. 

1383.  Are  you  aware  that  those  accounts  show  a  stationary  number  of  sheep  sold  in  Smith- 
field  market  ? — If  they  do,  I  should  say  that  they  cannot  be  correct.  I  do  not  know  of  my  own 
knowledge  that  that  is  so,  but  assuming  that  it  is,  I  do  not  think  the  accounts  can  be  correct 
as  to  the  numbers,  for  the  number  varies  very  much. 

1384.  Are  any  cattle  and  sheep  sold  in  Smithfield  market  wfaieh  are  not  brought  to 
account? — Yes,  I  believe  there  are.  The  only  account  the  clerk  of  the  nrarkei  has  to  depend 
upon  is  the  statement  he  gets  from  the  money-taker,  and  the  money-taker  makes  his  return 
from  the  numbers  rendered  by  the  salesoren  themselves. 

1385.  Is  there  not  a  toll  paid  on  all  cattle  awd  sheep  brought  into  tfie  market? — I  believe 
only  on  tiiose  sold.  There  is  no  toll  paid  for  the  beasts  or  sheep  turned  out  unsold,  nor  do 
they  appear  in  the  numbers  returned  weekly ;  so  that  thousands  of  beasts  and  sheep  come  in 
and  out  of  Smithfield  in  the  year  that  neither  pay  toll  nor  appear  in  the  City  returns.  A 
salesman  has  more  sheep  than  he  can  get  pens  for ;  he  sells  one  or  more  lots ;  gets  them 
taken  away,  and  refills  the  pens,  until  the  whole  are  disposed  of,  but  pays  only  once  for  the 
pens. 

1386.  He  would  pay  only  one  toll  ? — Yes ;  he  might  fill  the  pens  two  or  three  times  orer, 
but  would  only  pay  for  pens  once. 

1387.  AccorcUng  to  the  present  way  of  making  up  the  tolls,  would  that  appear  as  one  set? 
— Yes ;  it  depends  entirely  upon  the  return  which  the  salesman  makes  to  tne  money-taker. 
The  clerk  of  the  market  has  no  means  of  counting  the  mnnbers ;  be  is  obliged  to  depend  upon 
the  returns  made  by  the  money-taker  and  salesman. 

1388.  Assuming  that  the  absolute  numbers  in  that  return  are  not  correct,  do  you  think  the 
comparative  numbers  are  not  to  be  depended  upon?— I  do  not  think  the  returns  can  be 
depended  upon. 

1389.  You  would  not  have  any  confidence  in  them? — I  think  the  business  i«  so  conducted 
that  the  account  is  not  to  be  depended  upon. 

1390.  But  that  is  a  matter  of  surmise  on  your  part  ?— ^I  only  know  it  as  I  have  stated. 

1391 .  Are  you  acquainted  with  Newgate  market? — I  am. 

1 392.  Does  it  appear  to  you  that  there  is  sufficient  space  for  the  sale  of  meat  in  that  market  ? 
— ^Decidedly  not. 

1393.  Is  there  inconvenience  arising  to  Ae  trade  fi'om  the  want  of  ^pace  in  that  maricet  ? — 
Y'es  a  great  deal  of  inco|ivenience  ana  loss. 

1394.  In  what  way? — ^The  salesmen  have  not  room  when  meat  is  consigned  to  them  to 
display  Tt,  and  it  is  obliged  frequently  to  be  put  down  in  the  cellars,  and  to  lie  there  sometimes 
for  four  or  five  days  before  it  can  be  exposed  for  sale,  and  the  market  is  in  every  way  in^ 
adequate  to  its  requirementB. 

1395.  Would  you  advise  the  removal  of  the  live-stock  market  to  some  place  in  the  north  of 
tbe  metropolis? — Yes,  I  should. 

1 3%.  What  do  you  say  as  to  the  present  site  of  Idington  market.  Does  that  appear  to 
Tou  to  be  adequate  for  the  purpose? — 1  think  it  is  not  large  enough. 

1397.  What  space  does  that  nrarket  cover? — The  space  occupied  by  the  market  is  15  acres 
within  the  walls.  There  are  12  or  14  acres  outside,  but  part  of  this  is,  I  think,  hardl  appli* 
cable.     My  opinion  is,  a  larger  space  should  be  (Stained ;  that  foreign  cattle  should  not  be 
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January  9, 1850.  brought  into  the  same  market  as  English  cattle,  and  that  would  occasion  the  want  of  more 
— •  space* 

m.  J.  Harper.  2393^  Why  would  you  wish  to  separate  the  foreign  cattle  from  the  English?— I  am  of 

opinion  that,  however  close  and  well-arranged  the  inspection  may  be  of  foreign  beasts  and 
sheep  when  landed,  it  is  impossible  to  prevent  the  bringing  some  diseased  ones.  The  English 
graziers  have  already  suffered  very  much  from  German  and  Spanish  sheep  having  been  brought 
over  with  the  small  pox.  A  nobleman  near  London  purchased  some  foreign  sheep  in  Smithfield 
market  in  the  atitumn  of  1847,  with  small-pox,  which  soon  infected  his  English  flock,  he  having 
at  that  time  about  5,000,  out  of  which  he  lost  1,800,  and  many  were  sold  for  about  2s.  6d, 
per  head ;  but  if  English  and  foreira  catde  and  sheep  were  placed  adjoining  each  other  in  a 
separate  market  the  advantages  that  were  intended  from  the  supply  of  foreign  sheep  and 
cattle  for  food  would  be  obtained  without  the  danger  of  foreign  diseased  stock  mixing  with  the 
English. 

1399.  Would  you  have  the  market  for  foreign  stock  immediately  contiguous  to  the  market 
for  English  stock? — Yes. 

1400.  And  you  would  also  have  public  slaughter-houses  there  for  the  convenience  of  the 
trade  ?— Yes. 

1401.  What  area  would  be  sufficient  for  the  whole  of  those  establishments? — It  would 
require,  I  think,  from  40  to  50  acres ;  for  I  am  of  opinion  that  the  calf  and  pig-market  should 
be  also  separate.  There  should  be  a  large  market  in  the  centre  for  the  English  sheep  and 
cattle,  with  a  small  market  on  one  side  for  the  foreign  stock,  and  a  calf  and  pig-market 
close  by. 

140^.  Is  there  any  other  site  besides  Islington  that  has  occurred  to  you  as  being  suitable  for 
a  cattle  market  for  the  metropolis  ? — Yes ;  there  is  a  great  deal  of  unoccupied  land  north  of 
Islington  which  it  would  be  desirable  to  inquire  about.  I  think  Islington  would  scarcely  meet, 
from  want  of  space,  the  requirements  suggested.  It  is  not  the  place  that  I  would  now  select 
for  so  great  a  market,  if  there  was  nothing  there  already  erected. 

1403.  What  locality  would  you  select? — I  would  suggest  the  neighbourhood  of  the  New 
Prison  as  being  a  good  site  with  ample  space,  and  well  situated  for  railway  communication. 
When  the  Islington  market  was  established,  the  site  was  good,  as  all  the  cattle  came  by  the 
turnpike  road,  but  now  they  come  by  railway.  I  think  it  is  a  little  too  much  east,  though  it  is 
well  situated  for  the  foreign  stock,  as  the  East  and  West  India  Dock  and  North- Western 
Railways  come  within  a  quarter  of  a  mile  of  the  market,  and,  therefore,  would  bring  the  foreign 
stock  without  coming  through  the  streets  of  London. 

1404.  Islington  market  lies  in  a  bottom,  does  it  not? — It  does,  from  the  north;  but  my 
opinion  is,  that  no  difficulties  present  themselves  to  prevent  its  being  well  drained,  and  that  a 
good  market  might  be  made  there  if  sufficient  space  could  be  obtained. 

1405.  Has  not  its  surface  been  cleared  away  ? — Yes ;  eight  or  nine  feet  of  brick  earth  has 
been  taken  out,  which  brings  the  present  surface  down  to  the  gravel.  I  question,  however, 
whether  that  is  not  an  advantage  to  the  drainage. 

1406.  But  there  is  a  rapid  descent  into  the  market? — Yes;  that  is  in  consequence  of  the 
excavation  mentioned;  but  still  it  is.  between  50  and  60  feet  above  the  level  of  the  Thames. 
The  drainage,  as  well  as  its  other  capabilities,  was  well  investigated  before  the  Bill  was  passed ; 
one. 

there  were  five  or  six  oppositions,  and  the  Corporation  of  London  was  a  very  formidable 
1407*  Are  you  acquainted  with  the  foreign  cattle-market  as  it  is  carried  on  now  in  this 
country  t — Yes,  I  believe  I  am. 

1408.  Will  you  state  to  the  Commissioners  anything  you  know  with  reference  to  the  manner 
in  which  it  is  conducted? — I  am  of  opinion  a  g^eat  injury  to  the  English  grazier  arises  from  the 
the  fact  that  many  of  the  largest  salesmen,  who  have  the  largest  and  best  stands  in  Smithfield 
market,  are  connected  very  extensively  with  the  foreign  catde  trade,  and  when  they  have  a 
large  number  of  both  descriptions  of  cattle,  they  frequently  put  in  the  foreign  and  keep  out  the 
English,  not  having  space  for  both.  I  think  that,  generally,  the  foreigner  takes  care  to  have 
some  one  in  the  market,  either  belonging  to  the  cattle  or  as  agent,  and  this,  perhaps,  may  be 
one  reason  why  the  foreigpi  cattle  are  accommodated  in  preference  to  the  English.  There  is 
also  an  opinion  very  much  entertained,  that  the  salesmen  are  themselves  connected  with  the 
foreign  cattle  trade  beyond  their  commission.  I  know  one  salesman  who  was  or  is  a  grazier  in 
Holland,  having,  some  time  ago  bought  an  estate  there,  and  he  is,  I  expect,  preparing  to 
supplv  the  English  markets  extensively. 

1409.  What  is  his  name? — Mr.  John  Lowe.  I  think  that  the  great  desire  the  Smithfield 
salesmen  have  to  increase  their  foreign  cattle  trade  is  a  sufficient  reason  for  giving  the  En^ish 
graziers  the  means  of  better  protecting  their  own  interests  by  letting  them  have  a  market  to 
uemselves,  or  one  sufficiently  large  for  all  of  them  to  be  equally  acconunodated. 

1410.  Would  you  establish  a  separate  market  for  foreign  cattle  on  any  other  ground  than 
that  of  preventing  the  sale  of  diseased  animals? — Not  if  there  were  a  large  and  adequate 
market  where  all  interests  could  be  equally  represented ;  but  I  would  do  so  as  long  as  the 
market  is  so  inadequate,  and  business  is  carried  on  as  it  is  now,  where  English  cattle  are  left 
out  in  the  yards  or  lairs  till  ten,  or  eleven,  or  twelve  o'clock  in  the  day,  lodng  the  best  pur- 
chasers, the  West  End  butchers,  who  come  to  buy  early  and  are  supplied.  The  English  cattle 
are  then  sold  to  the  wholesale  butchers  at  from  4d.  to  Sd.  per  stone  (of  8  lbs.)  less. 

1411.  Would  you  wish  to  place  the  foreign  cattle  in  a  more  disadvantageous  position  than 
the  English  ? — Certainly  not.  We  want  a  market  sufficiently  large  for  all  to  have  an  equal 
chance  of  sale,  neither  having  the  preference. 

1412.  According  to  your  view  at  present,  the  foreign  graziers  have  the  preference  in  Smith- 
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field  market? — Yes;  inasmuch  as  the  largest  and  most  influential  salesmen  in  Smithfield  have  January  9, 1850. 

the  largest  and  best  stands,  and  they  get  nearly  all  the  foreign  cattle.  

1413.  All  this  would  be  obviated  by  having  a  market  of  a  sufficient  size? — ^Yes ;  in  a  large  ^'»  '^'  ^orper. 
market  there  would  be  no  reason  for  separating  foreign  and  English  cattle,  except  the  fear  of 

decease. 

1414.  What  are  the  usual  days  of  the  arrival  of  foreign  cattle? — The  Rotterdam  boats — 
Wednesdays,  Thursdays,  Saturdays  and  Sundays ;  Harlingin  boats — Thursdays  and  Sundays ; 
Hamburgh — Mondays  and  Fridays.  All  the  mail  boats  arrive  on  Sundays,  and  occasionally 
bring  cattle. 

1415.  Will  you  describe  the  process  which  takes  place  on  the  Sunday  when  the  cattle  are 
brought  over? — Great  numbers  arrive  on  the  Sunday  morning,  and  when  landed,  there  being 
no  place  for  them  to  remain,  are  compelled  to  be  driven  through  the  streets  in  different  direc- 
tions to  the  layers ;  many  being  sent  to  the  yards  round  Smithfield.  Thus  from  Blackwall^ 
Whitechapel,  Islington,  and  the  whole  of  the  north  and  east  of  London,  it  is  the  busiest  day  in 
the  week.  A  great  many  calves  are  brought  over  from  Holland ;  they  are  all  obliged  to  be 
carted,  and  the  desecration  of  the  Sabbath  is  most  disgraceful.  Large  numbers  of  persons  of 
the  lowest  description  are  necessarily  engaged  in  driving  and  arranging  the  stock  for  the  Mon- 
day's market. 

1416.  What  number  of  persons  do  you  suppose  are  thus  employed  on  the*  Sunday? — I  have 
no  doubt^  as  many  as  2,000  are  thus  employed. 

1417.  Do  you  include  the  people  bringinor  up  the  cattle  on  the  different  railways? — I 
include  only  those  employed  in  and  near  London,  in  preparing  for  the  market. 

1418.  Do  you  include  those  employed  in  bringing  the  cattle  from  the  railway  termini  ? — 
Yes ;  I  include  all  those  employed  in  bringing  the  stock  to  the  market. 

1419.  What  class  of  persons  are  employed  in  that  way? — The  money-takers  and  their 
clerks,  the  salesmen,  the  drovers  and  their  men,  Smithfield  market  clerk  and  his  men,  the 
layer  keepers  and  their  men,  caravan  keepers  ;  and  great  numbers  of  the  lowest  class  of  people 
go  on  Sunday  mornings  to  the  different  railway  stations  and  wharfs,  among  them  boys  from 
eight  years  old  and  upwards ;  these  go  to  look  for  a  job  of  driving,  and  hundreds  of  the  sheep 
and  beasts  are  placed  in  the  hands  of  these  boys,  and  the  treatment  the  animals  receive  from 
them  is  frequently  very  bad ;  the  drovers  employ  them  for  cheapness.  It  is  also  a  very  busy 
day  with  the  salesmen,  as  they  have  to  go  to  the  different  lairs  to  mark  the  cattle,  and  to  prepare 
written  instructions  for  the  drovers  to  arrange  their  cattle  and  sheep  in  Smithfield,  so  that  all 
the  arrangements  may  be  complete  on  their  arrival  at  6  or  7  o'clock  on  the  Monday  morning. 
This  must  be  done  whatever  may  be  the  difficulty. 

1420.  Would  all  this  be  obviated  by  the  Monday  market  being  changed  to  Tuesday,  and 
the  site  also  being  changed? — ^Yes,  a  change  in  the  day  of  holding  the  market  would  not  be 
sufficient  to  obviate  the  evil  without  a  change  in  the  site ;  in  Smithfield  so  much  time  is  taken 
up  for  want  of  space  and  better  accommodation;  the  change  of  the  day  alone  would  not  get 
rid  of  the  evil,  it  would  only  get  rid  of  part. 

1421.  How  much  of  the  evil  would  remain  if  the  site  were  changed,  and  the  day  of  holding 
the  market  remained  ihe  same  ? — Perhaps  one-third. 

1422.  If  the  day  were  changed  from  Monday  to  Tuesday,  would  not  there  still  be  the 
inconvenience  of  Sunday  driving  ? — No ;  not  now  the  cattle  come  by  railway ;  they  would  have 
all  day  Monday  and  Monday  night  to  travel  up,  which  would  be  sufficient.  At  Norwich, 
where  they  hold  the  cattle-market  on  Saturdays,  the  beasts  are  in  London  at  6  and  7  o'clock 
on  the  following  morning. 

1423.  Do  you  think  there  is  much  diseased  and  bad  meat  sold  in  Newgate  market  ? — A 
good  deal  in  the  market,  but  more  in  the  slaughter-houses,  and  in  and  around  London. 

1424.  What  becomes  of  that  meat  ? — It  is  purchased  by  the  soup-shop  proprietors,  sausage- 
makers,  the  alamode-beef  and  meat-pie  shops,  polonies,  &c.  There  is  one  soup-shop,  I 
believe,  doing  500/.  per  week  in  diseased  meat ;  this  firm  has  a  large  foreign  trade.  The 
trade  in  disease  meat  is  very  alarming,  as  anything  in  the  shape  of  fle^  can  be  sold  at  about 
Id.  per  lb.  or  8d.  per  stone. 

1425.  Will  you  answer  the  question  with  regard  to  the  City? — The  City  has  improved; 
they  appointed  an  additional  Inspector  in  January,  1849,  and  they  do  not  do  it  so  openly  now; 
but  I  believe  it  is  done  privately,  and  to  some  extent. 

1426.  Will  you  tell  us  what  you  know  ? — Yes,  I  have  been  watching  it  for  a  considerable 
time,  and  perhaps  I  may  state  tJiat  I  brought  the  subject  before  the  Board  of  Trade  in  1848, 
when  it  was  satisfactorily  proved  that  diseased  meat  was  sold  in  Newgate  market,  and  also  in 
Tyloi^s  market  to  a  very  great  extent ;  in  consequence  of  which  two  Bills  were  passed,  one  to 
prevent  the  importation  of  deceased  foreign  stock,  and  the  other  to  prevent  the  sale  of  diseased  meat. 

1427.  To  what  period  are  you  speaking  ? — From  1847  up  to  the  time  the  new  Inspector 
was  appointed  in  January,  1849,  before  which  diseased  meat  was  sold  to  an  enormous  extent : 
it  has  been,  however,  considerably  lessened  since  the  appointment  of  the  additional  Inspector ; 
but  they  do  not  go  beyond  the  City. 

1428.  They  have  no  power  of  going  beyond  the  City? — No. 

1429.  Would  you  advise  a  similar  inspection  to  extend  over  the  metropolis? — Yes,  I 
should. 

1430.  Would  any  amount  of  diseased  meat  find  purchasers  ? — Yes  ;  I  am  certain  that  i£ 
100  carcasses  of  cows  were  lying  dead  in  the  neighbourhood  of  London,  I  could  get  them  all 
sold  within  24  hours;  it  don't  matter  what  they  died  of. 

1431.  Do  you  believe  it  possible  by  any  inspection  to  prevent  the  sale  of  unwholesome  meat 
in  the  metropolis? — Yes;  I  do  not  think  there  is  any  difficulty  in  preventing  it. 

1432.  What  sort  of  inspection  do  you  contemplate? — I  think  it  should  be  similar  to  that 
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Jonaiy  %  i«64      now  adopted  in  the  Gty,  but  on  a  more  extensive  scale.     That  praetical  men  be  appmnted  to 

Mc  S'Skimm^       attend  the  live  and  dead  mari^ets,  the  slaughter-bouses,  lairs,  railway  stations,  Ac,  with  fcl 

'*^*      power  to  seiie  all  diseased  animals,  or  diseasied  meat  wherever  it  may  be  found.     Also  with 

power  to  seareh  all  plaees  where  it  may  be  supposed  that  the  sale  of  diseased  meat  is  carried 

on.     It  is  chiefly  done  by  a  class  of  persons  who  are  well  known,  and  it  is  the  power  t»  Moonk 

tfiese  private  places  that  the  inspectors  want. 

1433.  If  there  is  a  large  number  of  persons  who  wish  to  sell  diseased  meat,  and  a  large 
Bumber  of  persons  who  wish  to  buy  it,  do  you  believe  that  any  inspection  by  Oovemmeat 
oflicers  can  prevent  their  finding  one  another  out  ? — I  do,  if  when  you  catch  them  you  punbk 
them  severdy ;  the  value  of  such  naeat  is  not  much,  and  its  sale  would  be  very  soon  presented 
if  a  strict  in^>ection  were  adopted,  and  the  parties  were  punished  by  fining  sender,  seller,  aadl 
purchaser,  and  by  increasing  the  penalty  for  eveiy  fresh  offence. 

1434.  Is  there  any  slaughtering  of  bad  meat  in  the  country  for  the  supply  of  the  Londcm 
market? — ^The  London  market  is  very  extensively  supplied  with  diseased  dead  naeat  from  the 
country.  There  are  three  insurance  offices  in  London  in  which  graaiers  can  insure  theu* 
beasts  from  disease ;  it  was  the  practice  of  one  of  these  officer  to  send  the  insured  animals 
dying  from  disease  to  their  own  slaughter-houses,  situate  160  miles  from  London,  to  be  dreseed 
and  sent  to  the  London  markets.  "\^  I.«^ 

1435.  What  do  they  insure? — Cattle,  sheep^  &c.,  are  insured  against  all  kinds  of  ^Sseases, 
and  one  of  the  conditions  is,  that  the  diseased  animals  when  dead  become  the  pro^rty  of  the 
Insurance  Company,  the  party  insuring  receiving  two-thirds  of  the  value  of  the  animal  and 
one-third  of  the  salvage;  or^  in  other  words,  one-third  of  the  anooimt  the  beast  is  sold  for  wImi 
dead. 

1436.  Is  the  diseased  animal  sent  to  be  soM  ? — ^Yes,  it  is. 

1437.  Do  you  believe  it  is  the  habk  of  this  Company  to  send  up  the  diseased  animals  to 
London? — ^Yes,  I  do;  until  lately  they  were  regularfy  consigned  to  a  meat  salesman  in  New- 
gate  market  of  the  name*  of  Matthews.  t^i,i 

1438.  Is  that  practice  continued  now ? — No,  I  believe  not  in  Nei^gate  market;  it  is  dons 
more  privately  ;  more  in  the  slaughter-houses  and  private  places  out  of  the  City. 

14S^.  Could  the  public  defend  themselves  against  diseased  meat  as  easily  as  against  bad 
bread,  or  bad  sugar,  or  anything  else? — No,  it  is  very  difficult  to  detect  it ;  and  besides,  it  is 
not  sold  to  the  consumers  in  the  first  instance.  The  larger  quantities  are  sold  to  people  viie 
manufacture  it  into  soup,  meat-pies^  sausages,  &c. 

1440.  Is  there  always  a  market  for  this  dead  meat? — Yes. 

1441.  Could  the  mass  of  the  people  be  imposed  upon  by  bad  meat? — ^Tes,  when  raanu&c- 
tured  as  before  described.  There  is  a  class  of  people  who  will  buy  some  of  the  best  joints  in 
its  raw  state.  The  butchers  in  low,  poor  neighbourhoods  chop  it  up  into  small  pieces,  and,  by 
the  light  of  gas,  sell  it  to  the  poor  in  large  quantities. 

1442.  Is  it  unwholesome  meat,  or  is  it  only  poor,  ill-fed  meat? — In  some  cases  it  nwqr 
require  some  discrimination  to  determine  the  poor  from  the  diseased  meat;  but  when  it  is 
known  that  such  large  quantities  of  the  worst  description  of  diseased  meat  is  sent  to  London,  a 
distance  of  160  miles,  as  in  the  case  of  the  Insurance  Company,  it  is  evident  that  the  greater 
portion  is  diseased. 

1443.  You  believe  that  the  poor  meat  which  is  sold  is  unsound  ? — Yes,  the  greater  portion. 
I  am  aware  that  there  is  rough  and  coarse  meet  which  is  sound,  but  I  am  speaking  of  v»y 
poor  meat.  Supposing  a  very  poor  beast  to  be  60  stone — and  it  would  be  a  very  large  poor 
animal  to  be  that  weight — and  this  poor  meat  only  fetching  Irf.  per  lb.,  or  8rf.  per  stone,  which 
is  the  cotnnaon  price,  a  large  beast  would  only  make  about  ^.,  and,  inchrding  the  oAkl,  not 
more  than  2/.  10^.,  when  the  same  sized  animal,  however  poor,  if  sound,  would  be  worth  Ibi 
stoie  8/.  or  9/. ;  it  is  not,  therefore,  probable  they  would  kill  such  in  the  co«ntrj%  or  send 
them  here  aKve,  were  they  not  diseased. 

1444.  Do  you  think  it  is  important  for  the  trade  that  the  dead-meat  market  should  be  hi 
the  immediate  neighbourhood  cf  the  live-meat  market  ?^No ;  I  think  it  would  be  mwh 
better  that  a  meat  market  should  be  established  in  the  centre  of  London,  or  on  the  site  of 
Smithfield.  This  would  be  sufficient  for  the  purposes  of  the  butchers,  and  far  better  for  the 
interest  of  the  graziers. 

1445.  Would  it  be  an  inconvenience  to  the  butchers  to  have  to  attend  those  two  markets  if 
they  were  at  a  distance  of  a  mile  or  a  mile  and  a  half  from  each  other  ? — My  opinion  is  that 
the  butchers  would  find  no  difficulty  in  it,  but  could  attend  the  two  markets  very  easily. 

1446.  Have  not  the  butchers  a  good  deal  of  time  on  their  hands? — Yes,  a  good  deal;  iimj 
have  but  little  to  do  in  the  af\er  part  of  the  day. 

1447.  A  butcher's  shop  is  not  a  shop  whiA  requires  constant  attendance  ? — No ;  the  busincsa 
15  done  in  the  mornings,  in  two  or  three  hours — from  eight  o'clock  in  the  summer,  and  from 
nine  o'clock  in  the  winter,  until  about  eleven  or  twelve,  and  then  they  do  as  they  like  for  the 
remainder  of  the  day. 

1448.  The  foreman  can  transact  all  the  ordinary  business  of  sale?— Yes;  there  is  very- 
little  occasion  for  the  master  after  the  mominff. 

1449.  Would  not  the  masters  have  a  facility  for  attending  markets  at  a  certain  distance 
from  each  other  if  the  markets  were  so  arranged  ? — Yes.  They  now  attend  Southall,  Cnmlon, 
and  Romford  ;  and  when  the  cattle  used  to  come  by  road  instead  of  railway,  they  founcl  time 
to  go  20  and  30  miles  to  meet  them,  and  that  on  a  Saturday,  which  is  then-  busiest  day. 

1450.  Do  you  know  whether  the  practice  of  consigning  live  cattle  to  butchers  in  London  is 
at  all  on  the  increase  ? — It  is,  and  am  surprised  that  it  is  not  more  soi  as  there  is  no  doubt  the 
animals  purchased  in  Smithfield  are  more  or  less  injured,  not  only  from  bruises,  but  from 
excitement  and  irritation.     The  meat  will  not  keep  so  long,  and  the  quality  b  not  so  good. 
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This  is  avoided  by  the  butcher  who  has  his  cattle  consigned  direct  to  him  ffiom  the  grazier,     Januarj  9»  185I1U 
which  I  would  advise  all  butchers  to  do.  

1451.  If  a  large  market  were  established  in  lieu  of  the  preseat  Smithfield  market,  would      Mr. /.  iiliipcr* 
you  still  give  that  advice  ? — No,  there  would  be  no  occasion  then. 

1452.  Do  you  know  the  number  of  sheep  slaughtered  in  the  cellars  of  Newgate  market? — 
It  is  somewhat  difficult  to  ascertain  the  numbers  correctly.  There  are  more  than  50  different 
places  for  slaughtering  in  Newgate  and  Tyler's  markets,  and  should  think  that  from  2,500  to 
3,000  per  week  was  a  &ir  average. 

1453.  Are  you  aware  that  many  salesmen  in  Newgate  market  are  also  carcass  butchers  ? — 
Yes. 

1454.  Is  there  any  disadvantage  in  the  combination  of  those  two  trades? — ^Yes  ;  I  have  no 
doubt  that  the  interests  of  the  persons  consigning  meat  to  them  is  endangered  by  it,  as  they 
would,  as  a  matter  of  course,  give  the  preference  to  their  own  meat 

1455.  Supposing  that  the  dead-meat  market  were  retained,  or  that  it  were  near  to  the  site 
of  the  present  dead-meat  market,  would  you  advise  that  the  salesmen  should  be  debarred  fboon 
following  the  trade  of  carcass  butchers  if  they  thought  fit  so  to  do  ? — No ;  I  would  be  satis* 
fied  with  a  good  open  live-cattle  market  with  sufficient  space  out  of  the  City  away  froom  tba 
dead-meat  market. 

1456.  Would  you  establish  any  dead-meat  market  in  the  neighbourhood  of  the  live-stock 
market  ? — I  do  not  think  it  would  be  necessary  further  than  having  sufficient  slaughter-houses. 
It  n^y  be  found  convenient  to  have  a  carcass  market,  but  not  a  dead-meat  market. 

1457.  Would  you  have  any  market  on  the  southern  bank  of  the  Thames  ? — Assuming  that 
Smithfield  market  was  removed  north,  it  would  take  the  market  so  much  further  from  the 
south,  if  a  small  market,  with  layers  and  slaughter-houses,  fvere  established  somewhere  in  the 
south  of  London,  it  would  answer ;  but  it  would  be  but  a  small  coneera. 

1458.  Where  abouts  would  you  establish  such  a  market? — Somewhere  near  the  Vauxhall 
Station,  I  think,  would  be  a  very  desirable  situation ;  but  I  am  not  aware  of  any  particulai: 
site :  and  I  would  also  have  the  market  held  on  the  Thursday :  I  beliei^  in  the  summer  it 
would  be  very  convenient  for  lambs  and  calves.  The  butchers  on  the  south  tide  of  the  Thasnes^ 
if  the  DEiarket  were  removed,  would  have  fvirther  to  go^  and  noight  therefore  require  accommo- 
dation on  their  side  of  the  waiter. 

1459.  Have  you  ever  inspected  the  ground  neai*  the  New  Prison  ? — I  have. 

1460.  Do  you  consider  that  well  siuiated  for  a  cattle  market  ? — I  think  there  tan  be  no 
doubt  about  it. 

1461.  Copenhagen  Fields? — Nou     I  am  of  opinion  that  the  site  nearer  the  New  Prison 
would  be  the  best ;  there  is  a  large  trai^t  of  land,  and  no  neighbourhood,  and  well  adapted  for. 
the  purposes  of  a  live-cattle  marl^ 

1462.  Would  it  be  possible  to  ecpialize  the  sale  of  eattle  on  the  two  days  in  the  weA  on 
which  the  market  was  held? — Yes,  if  the  market  days  wer^ changed  from  Monday  to  TvesdsLy 
it  would  be  beneficial,  for  the  butchers  would  have  to  purchase  on  the  Friday  for  the  Monday  s 
killing ;  and  consequently  the  Friday's  market  would  increase,  and  the  Monday's  decrease : 
it  would  equalize  the  supply,  and  would  be  very  important. 

1463.  Would  not  the  efifeot  of  equalizing  the  two  markets  be  to  economize  space? — 
Decidedly. 

1464.  At  present,  is  not  S^nithfield  market  required  to  be  so  Xaige  as  to  accommodate  the 
greatest  number  of  animals  that  are  ever  sold  in  the  Monday  market  ? — Yes ;  it  is  not  a 
practical  view  to  take  the  average  of  supplies  to  a  market;  the  Uve-cattle  market  should  be 
sufiiciently  large  to  hold  any  quantities  that  may  be  sent;  and  I  am  also  of  opinion  that  pro- 
vision should  be  made  for  a  great  increase  in  the  supplies ;  that  a  large  quantity  of  store  cattle 
would  come  if  a  good  market  was  provided  for  thek*  accommodation. 

1465.  What  you  mean  is,  that  the  market  must  be  large  enough  for  the  largest  number  of 
aniuials  that  may  be  brought? — Certainly.  There  is  no  difficulty  in  holding  a  small  market 
in  a  large  space ;  but  the  inconvenience  is,  to  hold  a  large  market  in  a  small  place. 

1466.  Your  idea  is,  that  there  should  be  a  market  in  lieu  of  Smithfield,  held  on  Tuesday, 
and  Friday ;  and  also  a  market  to  the  south  of  the  Thames,  held  on  Thursday  ? — Yes,  that  is 
is  my  opinion. 

1467.  You  have  spoken  of  the  deterioration  of  the  cattle  that  takes  place  in  eonsequenoe  of 
their  coming  into  Smithfield  market.  Did  you  ever  calculate  the  loss  of  the  sU)ck  annually 
brought,  by  ill  usage  or  driving,  or  from  the  manner  in  which  the  business  is  conducted  in  the 
market? — Yes,  I  have  calculated  it,  and  ha  vie  no  doubt  that  the  loss  sustained  annually,  in 
consequence  of  the  bad  arrangements  of  the  live  and  dead  markets  in  the  metropolis,  amounts 
to  20{)fiO0I. 

1468.  By  whom  is  that  loss  sustained  ? — By  the  graziers  and  the  public 

1469.  Will  you  be  good  enough  to  state  how  you  prove  it? — I  will  first  take  the  loss  to  the 
graziers: — It  is  estimated,  and  1  believe  correctly,  that  the  returns  of  Smithfield  market  is 
7,000,000/.  a-year.  I  take  that  two  per  cent,  on  that  sum  would  give  140,000i  a-year  as  loss 
to  the  graziers. 

1470.  How  do  you  arrive  at  that? — ^There  are  large  quantities  of  beasits  and  sheep  turned 
out  of  Smithfield  market  unsold  on  many  market  days:  on  these  animals  the  loss  is  very  great, 
tliey  waste  so  much.  On  all  animals  the  loss  is  considerable,  from  the  fati^e  and  injury  they 
undergo  there.  Their  appearance  is  so  bad  that  a  bullock  of  80  stone  would  appear  about  70 
in  Smithfield.  Then  the  arrangements  for  showing  the  stock  is  very  bad,  and  there  can  be  no 
doubt  that  the  loss  to  the  grazier  is  full  two  per  cent,  on  all  animals  sent  there.  The  next  loss 
is  to  the  butcher,  and  consequently  to  the  public,  from  bruised  meat,  which  is  very  considerable ; 
taking  it  at  3d.  per  head  on  sheep,  and  Is.  6(f.  per  head  on  beasts^  will  give  a  loss  of  from 
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January  9, 1850.  30,000/.  to  40,000/.  per  annum.  There  is  also  a  very  great  loss  from  the  animals  being  kept 
by  the  butcher  after  he  gets  them  home.     He  leaves  them  a  few  days,  hoping  they  may  get 

Mr.  J,  Harper.  settled  and  fit  to  slaughter,  but  from  the  injuries  they  have  received  m  Smithfield,  they  moan 
and  waste,  and  get  worse.  Then  again,  the  butchers,  after  purchasing,  finds  the  weather 
unfavourable  for  slaughtering,  which  induces  him  to  keep  them  alive  ;  this  also  occasions  great 
loss,  and  likewise  the  meat  is  much  deteriorated.  Great  losses  are  likewise  occasioned  by  the 
bad  arrangements  of  Newgate  market,  from  the  close,  unventilated  shops  where  the  meat  is 
exposed  for  sale;  the  slaughter-houses  in  the  cellars  being  underneath,  and  the  families 
residing  above,  necessarily  prevents  any  air  from  reaching  the  shops ;  the  consequence  is  that 
meat  spoils  24  hours  sooner  than  it  would  in  a  well-ventilated  market.  This,  if  only  for  five 
or  six  months  in  the  year,  occasions  another  enormous  loss  to  the  public.  This,  I  believe,  will 
fully  make  out  the  loss  as  estimated.  There  are  likewise  many  other  losses  and  expenses  the 
butchers  are  put  to,  which  may  to  some  extent  account  for  the  difference  between  the  low 
prices  of  stock  in  Smithfield  and  the  prices  of  meat  to  the  London  public.  It  is  well  known 
that  Smithfield  is  the  cheapest  live  cattle  market  in  England,  and  the  offals  here  bring  more 
than  anywhere,  and  yet  the  public  in  London  are  paying  considerably  more  for  their  meat 
than  in  the  country. 

1471.  We  have  it  in  evidence  here  that  the  butchers  benefit  greatly  by  the  close  approxi- 
mation of  the  live  and  dead  meat  markets,  because  he  is  able  to  regulate  his  purchases  by 
comparing  the  prices  of  the  two.  From  your  practical  knowledge,  should  you  say  that  the 
public  benefit  as  much  by  that  as  tlie  grazier  loses  ? — Certainly  not ;  this  gives  the  butchers  a 
very  great  and  unfair  advantage  over  the  grazier,  which  it  would  be  very  desirable  to  remove. 

1472.  Then  is  it  from  the  facility  afforded  by  the  close  proximity  of  the  dead  and  live-meat 
markets  that  the  butcher  is  enabled  to  get  meat  at  less  than  its  value  ? — Yes.  I  am  aware 
the  advocates  of  Smithfield  market  make  the  proximity  of  the  two  markets  a  great  point,  and 
being  of  a  contrary  opinion,  am  desirous,  if  the  Commission  will  permit,  to  go  into  this  part 
of  the  question  at  some  length.  I  consider  there  is  no  one  cause  for  the  removal  of  Smith- 
field  greater  than  the  taking  it  from  Newgate.  By  the  approximation  of  these  markets,  the 
butcher  has  an  unfair  advantage  over  the  grazier ;  he  first  goes  to  the  live  markets,  sees  what 
is  there,  and  then  goes  to  Newgate,  tells  the  Newgate  market  salesman  that  he  can  purchase 
live  stock  at  such  a  price,  and  then  returns  to  Smithfield,  telling  the  salesman  there  how 
cheap  he  can  purchase  meat  in  the  dead  market ;  this  is  done  many  times  during  the  day,  and 
has  the  effect  of  disarranging  the  calculations  of  the  salesman ;  he  knows  it  is  to  the  interest  of 
the  grazier  to  sell,  and  have  no  means  of  ascertaimng  whether  the  statements  made  by  the 
butchers  are  correct  or  not,  which  has  the  effect  of  placing  the  live  market  under  the  control 
of  the  dead,  thereby  giving  the  large  carcass  butcher  in  Newgate  market  an  unfair  monopoly, 
and  the  trade  of  butcners  an  undue  advantage  over  the  grazier.  By  placing  the  live  and  dead 
markets  a  mile  or  two  apart,  this  would  m  a  great  measure  be  ooviated,  and  the  graziers 
much  benefited.  The  public  would  reap  the  advantage,  not  only  by  having  a  better  quality  of 
animal  food,  and  also  by  having  the  disgraceful  nuisance  of  driving  cattle  through  the  streets 
removed,  and  by  the  removal  of  which  nuisance  none  but  a  few  interested  in  the  present 
markets  would  be  interfered  with. 

1473.  Are  there  any  other  details? — Yes;  all  tending  to  show  the  great  benefit  which  will 
arise  to  the  graziers  and  public  at  large  by  the  removal  of  Smithfield. 

1474.  Would  all  those  evils  be  cured,  in  your  opinion,  by  an  enlarged  market  and  a  proper 
place  ? — ^Yes,  certainly.  I  do  not  know  what  this  Commission  will  decide  as  to  slaughtering, 
but  if  they  do  decide  in  favour  of  retaining  private  slaughter-houses,  they  must  prevent  the 
cattle  being  driven  about  London  in  the  day-time. 

1475.  What  is  your  opinion  about  slaughter-houses  ? — My  opinion  is,  that  all  commission 
or  public  slaughter-houses  should  be  abolished,  with  all  those  under  ground  ;  that  the  private 
slaughter-houses  should  have  a  back  or  separate  entrance,  the  Uve  animals  not  to  be  driven 
through  the  shops ;  that  regulations  be  made  and  inspectors  appointed  to  prevent  improper 
practices  in  the  private  slaughter-houses.  If  this  plan  were  adopted,  and  the  slaughter-houses 
allowed  to  remain,  I  have  no  doubt  the  advantages  of  slaughtering  near  the  live  market 
would  become  so  apparent,  there  would  be  no  necessity  for  a  compulsory  Act  to  prevent 
slaughtering  in  London :  those  persons  who  have  slaughter-houses  would  find  it  advantageous 
to  slaughter  at  the  live  market  out  of  town. 

1476.  Would  you  give  the  inspector  power  to  close  a  slaughter-house  that  was  not  kept  in  a 
proper  state? — No;  I  think  the  inspector  should  only  have  the  power  of  summoning  the 
owner  for  misconduct,  and  letting  him  be  heard  by  some  appointed  authority. 

1477.  Would  you  give  the  magistrate  the  power  in  case  a  slaughter-house  was  improperly 
kept  of  prohibiting  it  ? — Yes,  or  of  fining  the  offender  at  his  (the  magistrate's)  discretion. 

1478.  In  your  judgment,  would  the  respectable  part  of  the  trade  object  to  that  ? — I  think 
not ;  the  respectable  part  of  the  trade  desire  to  have  the  option  of  using  their  own  slaughter- 
house, which  I  consider  they  should  have  under  proper  regulations. 

1479.  Are  you  aware  that,  under  the  City  Local  Act,  parties  are  prohilated  from  opening 
a  slaughter-house  in  any  new  situation  ?— I  am  not  aware  of  that- 

1480.  Do  you  think  such  a  regulation  as  that  could  be  introduced  for  the  whole  of  the 
metropolis  ? — I  think  not ;  but  if  the  slaughter-houses  were  put  under  proper  regulations,  it 
would  be  hardly  necessary ;  and  as  new  neighbourhoods  are  springing  up  so  rapidly  in  the 
suburbs  of  London,  if  they  are  permitted  in  one  place  they  should  be  in  another. 

1481.  Would  not  a  regulation  to  that  effect  give  a  monopoly  to  the  existing  slaughter- 
houses  ? — Yes,  I  think  it  would. 

1482.  Would  not  the  site  of  every  existing  slaughter-house  became  valuable,  inasmuch  as 
it  would  have  a  legal  monopoly  ? — Certainly. 


Digitized  by 


Google 


SMITHFIELD  MARKET  COMMISSION.  73 

1483.  The  site  becoming  valuable  from  that  cause^  would  there  be  any  inducement  to  close  January  9,  1850. 
the  slaughter-houses? — No.  — — 

1484.  Therefore  the  law  would  not  adopt  any  means  for  closing  existing  slaughter-houses,  ^u  J.  Harper. 
but  would  only  prevent  new  ones? — I  think  that  would  not  be  a  proper  or  practical  way  to 

deal  with  the  question. 

1485.  Your  opinion  is  in  favour  of  doing  away  with  them  altogether? — No,  I  am  in  favour 
of  allowing  them  to  continue  under  inspection ;  should  the  inspection  not  be  sufficient,  you 
might  then  resort  to  compulsory  slaughter-houses. 

1486.  Do  you  think  the  removal  of  Smithfield  would  drive  little  butchers  out  of  the  market  ? 
— My  opinion  is  decidedly  the  contrary.  I  think  the  doing  away  with  private  slaughter- 
houses might  drive  little  butchers  out  of  the  li?e  market;  but  giving  them  a  good  market 
instead  of  a  bad  one  would  be  giving  them  a  benefit, — a  very  great  benefit. 

1487.  I  will  put  the  case  of  a  retail  butcher  living  in  Jermyn-street ;  his  business  is  to  sell 
certain  vendible  parts  of  the  carcass.  Is  it,  according  to  your  experience,  more  expensive  for 
him  to  have,  as  he  now  does,  the  live  beast  driven  to  his  retail  shop  in  Jermyn-street,  or  to  his 
contiguous  slaughter-house  and  slaughtered  and  prepared  there ;  or  would  it  be  cheaper  for 
him  to  receive  it  in  the  shape  only  of  the  vendible  parts  of  the  carcase,  the  slaughtering  having 
taken  place  at  the  live  market  at  a  distance  ? — I  do  not  think  the  difference  in  expense  would 
be  material;  I  think  it  would  be  more  a  question  of  convenience  than  expense. 

1488.  Supposing  the  slaughter-houses  within  a  mile  and  a  half  of  the  metropolis  to  be  well 
regulated,  and  to  be  so  constructed  as  to  allow  the  beasts  that  are  to  be  sKiughtered  the 
advantage  of  lairs  and  all  other  conveniences  of  that  kind,  do  you  think  it  would  be  essejitial 
for  the  retail  butcher  in  town  in  hot  weather  to  have  a  slaughter-house  close  to  his  place  of 
trade? — Perhaps  as  a  matter  of  convenience  it  would  ;  but  I  think  the  butcher  would  find  it 
to  his  advantage  to  slaughter  in  a  general  way  out  of  town,  although  I  am  aware  that  in  giving 
this  opinion  I  am  at  issue  with  the  trade  ;  but  still  I  maintain  that  the  meat  would  be  so  much 
better  that  the  butchers  would  change  their  present  opinion.  Some  Newgate  market  butchers 
now  slaughter  their  calves  at  Romford,  and  their  beasts  at  St.  George's  Fields,  in  the 
Borough. 

1489.  It  is  urged  in  favour  of  slaughter-houses  being  attached  to  the  places  of  sale  in  town, 
that  in  hot  weather  it  is  absolutely  necessary  to  have  them  so  attached  in  order  that  they  may 
slaughter  the  sheep  and  cattle  immediately  ? — I  consider  it  more  a  matter  of  convenience 
than  anything  else ;  a  slaughter-house  on  the  premises  might  be  an  occasional  advantage  in 
hot  weather.  I  am  an  advocate  for  slaughtering  out  of  town.  I  think  a  great  many  butchers 
would  do  that  if  they  are  allowed  to  keep  their  own  slaughter-houses. 

1490.  A  statement  before  the  Committee  of  the  House  of  Commons  in  1849  is  to  the  fol- 
lowing effect : — *'  Every  arrangement  which  produces  over-driving,  irritation,  terror,  and 
torment  to  the  beasts  before  the  final  blow  is  struck,  deteriorates  in  the  same  degree  the 
qualities  of  their  flesh  as  human  food,  and  especially  its  property  of  resisting  decomposition  ;" 
do  you  consider  that  a  theoretical  statement,  or  does  it  accord  with  your  experience? — It  is 
decidedly  practical,  and  accords  with  my  experience,  having  been  connected  with  graziers  and 
butchers  in  the  country  for  upwards  of  40  years;  have  no  hesitation  whatever  in  coming  to  this 
conclusion. 

1491.  Do  you  think  the  business  of  slaughtering  cattle  in  the  country  will  increase? — I 
think  it  would  not  increase  if  a  good  market  with  proper  conveniences  were  established  here. 

1492.  You  think  the  establishment  of  an  improved  Smithfield  market  would  obviate  the 
necessity  of  killing  in  the  country  ? — Yes,  I  think  it  would  to  some  extent.  There  is  an 
advantage  in  slaughtering  in  and  near  .London,  the  offals  making  more  than  in  the  country. 

1493.  There  are  many  businesses  which  are  established  in  connexion  with  slaughter  houses, 
are  there  not,  such  as  boiling,  &c.  ? — Yes,  there  are  a  variety  of  trades  connected  with  the 
slaughtering,  which  are  greater  nuisances  that  the  slaughtering  itself. 

1494.  W  ould  it  be  necessary  in  purchasing  ground  for  the  purposes  of  a  large  cattle  market 
to  buy  land  upon  which  those  businesses  could  be  carried  on  ? — It  would  be  very  desirable 
to  have  sufficient  space ;  this  would,  however,  depend  more  upon  the  removal  of  the  slaughter- 
houses than  the  market. 

1495.  Would  not  the  existence  of  those  businesses  be  an  injury  to  the  public? — Not  if  pro- 
perly regulated.  They  are  now  carried  on  in  the  lowest  and  most  confined  neighbourhoods, 
which  makes  them  a  much  greater  nuisance. 

14%.  If  you  had  sufficient  space  near  the  new  prison,  the  requisite  buildings  might  be 
erected  for  the  purpose  there,  and  without  creating  any  annoyance  to  the  neighbourhood  ?-— 
Yes,  I  think  it  could ;  and  wherever  the  market  is  tnere  must  be  provision  made  for  slaughter- 
ing and  those  trades  which  would  necessarily  follow. 

1497.  To  provide  houses  for  all  these  businesses  you  would  require  a  very  large  space  ? — I 
think  that  40  or  50  acres  of  land  would  be  sufficient ;  the  quantity  of  space  required  would, 
however,  depend  upon  the  removal  of  the  slaughter-houses. 

1498.  Do  you  think  it  desirable  that  the  slaughter-houses  should  not  be  done  away  with?— • 
I  should  rather  have  them  led  under  proper  regulations. 

1499.  You  wish,  in  order  to  conciliate  the  trade,  that  they  should  remain? — Yes.  There  is 
a  large  sum  of  money  embarked  in  the  slaughter-houses,  and,  therefore,  if  the  doing  away  with 
them  could  be  avoided,  I  think  it  would  be  desirable. 

1500.  You  have  said  that  if  private  slaughtering  is  allowed  to  remain,  there  should,  in  your 
opinion,  be  no  driving  through  the  streets  in  the  day  time;  what  hours  do  you  mean  by  the 
day  time  ? — 1  should  say  that  they  should  not  drive  through  the  streets  of  London  after  nine 
o'clock  in  the  morning,  or  before  seven  or  eight  o'clock  in  tne  evening. 
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January  9«  1890. 
Mr.  J.  Mmrper. 


1501.  You  would  ha?e  the  market  over  befiMre  six  o'doek  ? — I  would  hanne  it  orer  by  lliree 
or  four  o'clock. 

1502.  Is  it  absolutely  neoosaary,  in  the  summer  time,  that  the  slaughter-houses  f(ft  lambs 
should  be  near  the  btUcher's  shop  ? — I  think  it  is  not  absolutely  necessary^  but  it  is  a  matter 
of  convenience  to  the  butcher^  who  might  sometimes  find  it  necessary  to  kill  lambs  late  at 
night  an  the  summer  time. 

1503.  That  which  is  decidedly  convenient  to  the  trade  would  ultimately,  would  it  not,  be  as 
beneficial  to  the  public? — Decidedly.  I  think  the  public  are  obliged  to  be  the  payers  at  laiit 
If  you  interfere  with  the  interests  of  the  butchers  and  injure  them,  the  public  must  suffer 
Aon  it. 

[Tke  WUness  withdr€w'\ 

i 

Adjourned  to  Wednesday  next  at  12  o'clock. 


January )  6,  1850. 

W.  Shaw,  Esq., 

J.  T.  Tidd,  Esq., 

W.  Amutrong^'SAq.y 

R.  Grantham^ 
Esq.,  C.B. 


Wednesday,  January  16,  1850. 

GcoKGB  CoRNEWALL  Lewis,  Esq.,  M.P.,  in  the  Chair. 

WiUiam  Shaw,  Esq.,  Chairman  of  the  Islington  Market  Company. 

John  T.  THdd,  Esq.,  Secretary  to  the  Company. 

WiUiam  Mathew  Armstrong,  Esq.,  Solicitor  to  the  Company. 

R,  B.  Grantham,  Esq.,  Engineer  to  the  Company,  examined. 

1504.  {To  3^.  Shaw.)  Do  you  represent  the  present  proprietors  of  Islington  market? — 
No.  The  parties  I  represent  have  a  conditional  contract  with  the  present  proprietor  ibr  the 
purchase  of  the  market 

1505.  Who  is  the  present  proprietor  of  the  market? — Mr  Westbrook. 

1506.  How  did  he  acquire  his  interest? — By  purchase  from  the  representatives  of  the  late 
Mr.  Perkins. 

1507.  In  what  relation  do  the  chairman  and  directors  stand  to  the  present  proprietor  of  the 
market? — In  the  position  of  having  a  conditional  contract  with  him  for  the  purchase  of  the 
market. 

1508.  Have  they  the  management  of  the  market? — Not  at  the  present  moment ;  not  till 
the  contract  is  completed. 

1509.  Then,  at  present,  are  the  Commissioners  to  understand  that  all  active  proceedings 
with  respect  to  the  market  are  in  abeyance? — Yes,  as  to  its  being  used  as  a  market 

1510.  Will  you  be  good  enough  to  state  the  conditions  upon  which  the  present  directors 
have  agreed  with  Mr.  Westbrook? — It  is  a  purchase  of  the  market — the  whole  property  at  .a 
certain  sum — to  be  completed  on  the  25th  of  March,  or  at  any  period  sooner,  that  they  may 
be  disposed. 

1511.  Then  it  is  an  absolute  purchase;  not  a  conditional  one? — Yes.  I  used  the  ten^ 
'' conditional*'  for  this  reason^  that  under  the  Registration  Act,  we  are  not  at  present  in  a 
condition  to  make  anything  but  a  conditional  purchase  till  the  company  is  matured. 

1512.  But  the  contract  is  complete? — It  is. 

1513.  And  you  consider  yourselves  virtually  as  the  proprietors  of  the  market  ? — ^Yes. 

1514.  Without  the  agreement  being  atiected  by  any  contingency  with  reference  to  Smith- 
field  or  any  other  market? — Not  at  all. 

1515.  Are  you  prepared  to  state  to  the  Commissioners  what  your  views  are  with  respect  to 
the  disposal  or  management  of  the  market? — I  was  not  aware  of  the  information  that  would 
be  required ;  but  I  presumed  it  was  to  give  any  infoimation  in  our  power  respecting  the  pro- 
perty^ its  capabilities,  and  so  on.  So  far  as  regards  its  management,  1  apprehend  that  at 
present  we  can  only  look  at  the  terms  of  our  Act  of  Parliament ;  its  management  must  be 
controlled  by  that  Act.  Further  than  that,  we  cannot  at  present  go,  and  it  would  be  useless 
for  us  at  present  to  speculate  upon  the  course  of  management  that  should  be  adopted,  sup- 
posing the  market  were  established  there,  because  I  assume  that  it  woidd  be  placed  under 
some  public  regulations  independently  of  the  control  of  the  owners. 

1516.  What  is  the  extent  of  the  Islington  market? — ^It  is  29^  acres  altogether ;  15  of  which 
are  within  the  walls. 

1517.  Is  the  whole  of  that  your  property  ? — Yes ;  our  property  is  29  J  acres.  [A  plan  of 
the  market  and  the  property  was  prod\iced.'\  On  one  side  there  is  a  piece  of  ground  of  seven 
acres  and  a  quarter,  belonging  to  a  p«?rson  of  the  name  of  Ambler,  which  may  be  purchased ; 
and  upon  the  other  side  there  are  10  acres  which  may  also  be  purchased  if  required ;  so  that,  in 
point  of  fact,  there  may  be  17^  acres  added  to  the  29^^  acres  which  we  have  already  got.  I 
am  not  speaking  speculatively  upon  this  subject,  because  we  have  been  in  communication  with 
a  party  acting  for  Mr.  Scott,  and  we  know  from  him  that  we  can  have  any  portion  of  that 
grouna ;  and  we  have  the  approval  of  Mr.  Richard  Benyon  De  Beauvoir^  whose  property  lies 
on  the  east  side. 

1518.  What  is  the  total  area  belonging  to  the  company  ? — ^The  total  ar^  belonging  to  the 
company  is  29^  acres ;  the  area  of  the  market  is  15  acres  withm  the  walls. 

1519.  Have  you  any  objection  to  state  what  is  the  the  purchase  money  ? — I  do  not  know 
that  I  have  any  objection  to  state  it ;  it  is  105,000/. 

1520.  Does  that  include  everything  ? — Everything.  ^ 

1521.  Will  you  proceed  to  state  what  you  consider  to  be  the  advantages  of  the  proposed 
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Islington  market,  with  reference  to  its  site? — Looking  at  the  necessity  of  having  a  market  as    January  16,  1850. 
npar  as  you  can  to  the  metropolis,  without  its  becoming  a  nuisance  from  the  inconvenience  of  -: — 

the  traffic  through  the  streets,!  think  the  site  is  peculiarly  eligible  from  it  bein^  just  upon  the      ^-  ^^^t  ^4'» 
confines  of  the  metropolis  where  it  does  not  interfere  with  any  populous  locality  ;  and  that  it     •^^  ^«  ^W^Etq., 
18  more  eligible  than  a  more  distant  spot  would  be,  because,  after  you  have  attained  the  point    TV.  Armstrang^sq.^ 
of  getting  far  enough  out  to  get  rid  of  the  inconvenience  to  the  public,  the  next  object  should  B.  Qraatkam^  Ba^ 
be  to  take  care  not  to  occasion  inconvenience  to  the  trade,  and  also  to  have  it  as  near  as  pos- 
sible to  a  railway,  where  the  stock  can  be  delivered  as  closely  as  possible  to  the  market  without 
having  far  to  travel. 

1522.  How  does  it  stand  with  reference  to  the  termini  of  the  principal  railways? — The 
extreme  point  of  the  market  is  within  320  yards  of  the  East  and  West  India  Docks  and  Bir- 
mingham Junction  Railway ;  and  it  is  590  yards  to  the  north-east  entrance  of  the  market;  it 
is  320  yards  from  the  Junction  Railway  which  unites  the  Eastern  Counties,  the  Great  Northera^ 
and  the  London  and  North  Western  Railways.  With  respect  to  a  station,  there  is  a  station  at 
present  being  made  for  general  purposes,  not  directly  opposite  this  part  of  the  property ;  hut 
there  is  a  tract  of  land  uncovered  between  the  land  which  joins  the  market  property  ajid  the 
railway,  of  16i  acres  on  this  side  the  railway,  and  18£  acres  on  the  other  side  the  railway. 
And,  supposing  the  market  were  established  at  IsFington,  the  station  for  landing  cattle  would 
be  270  or  280  yards  from  the  nearest  point  to  the  market ;  or  if  the  16^  acres  of  land  above- 
named  were  purchased  the  cattle  would  not  be  driven  along  any  public  road. 

1523.  With  what  railways  will  that  line  communicate? — The  Eastern  Counties,  the  Great 
Northern,  and  the  London  and  North  Western,  at  present.  It  is  contemplated  (but  of  couise 
that  is  at  present  a  speclatiou)  either  to  extend  it  to  the  Great  Western,  or  for  the  Great 
Western  to  make  some  arrangement  for  coming  further  into  the  metropolis,  so  that  they  may 
have  greater  convenience  for  delivering  their  goods  and  cattle.  Hence,  we  expect  that  the 
Great  Western  will  be  united  in  some  way  with  this  line. 

1524.  What  great  roads  have  you  communicating  with  the  market  ? — There  is  the  road  ou 
the  eastern  side,  the  Southgate-road,  which  extends  into  the  City,  and  which  has  no  toll  what- 
ever.    In  fact  we  have  no  toll  to  interfere  with  us. 

1525.  How  would  the  foreign  caltie  come  to  Islington  maiket? — That  would  depend 
entirely  upon  whether  any  arrangement  should  be  noade  for  that,  which  has  been  thought  by 
many  persons  very  desirable,  namely  that  the  foreign  cattle  should  be  kept  separate.  If  the 
foreign  cattle  are  to  come  to  Islington  to  be  sold  in  the  market,  or  if  they  were  to  be  sold  in  a 
separate  market  adjoining  the  Islington  market,  in  either  case  they  would  come  from  the 
Thames  along  the  Junction  railway. 

1526.  With  respect  to  the  drainage  of  the  market  and  its  level,  what  do  you  say  ? — As  to 
the  drainage,  I  apprehend  there  cannot  be  a  question,  for  this  reason,  that  it  is  on  an  extensive 
bed  of  gravel.  We  have  ascertained  by  a  pit  that  is  open  there  for  digging  gravel  which  is 
20  feet  deep,  that  it  does  not  gather  water,  therefore  the  site  of  the  market  is  rather  like  a 
cullender  than  anything  else,  as  to  its  capability  of  drainage.  But  besides  that  there  is  a  main 
sewer  about  200  feet  from  the  market  and  18^  below  it,  a  main  sewer  of  the  first  class^  laid 
down  by  the  Commissioners,  which  runs  into  the  Thanaes  at  London  bridge. 

1 52/ .  Has  not  the  surface  of  the  soil  been  removed,  so  that  the  level  is  under  that  of  the 
neighbouring  ground  ? — From  the  Lower-road  of  Islington  it  has  that  appearance ;  but  when 
you  are  in  the  market,  or  if  you  come  there  from  either  of  the  other  sides  you  find  that  it  is 
upon  a  level.  There,  is  a  little  fall  from  the  Lower-road  of  Islington ;  but  it  is  upon  a  level 
with  all  the  surrounding  land  except  upon  that  side.  The  soil  having  been  taken  out  I  con- 
sider to  be  a  great  advantage,  because  the  elay,  which  would  have  been  a  very  bad  founda- 
tion for  such  a  purpose,  has  been  removed  If  the  clay  had  been  still  there,  it  would  not  only 
have  been  bad  as  a  foundation,  but  also  it  would  have  added  extremely  to  the  expense  of  the 
land,  so  that  the  taking  away  the  clay,  I  hold  to  be  an  advantage  rather  than  a  disadvantage. 

1528.  Is  there  any  means  of  draining  towards  the  north ;  does  not  the  ground  gradually  rise 
towards  the  north? — I  do  not  know  ;  but  at  all  events  there  is  a  fall  to  tiie  south.  I  may  add, 
with  respect  to  the  drainage,  that  of  course  in  these  days  of  agricultural  improvement,  nothing 
would  be  allowed  to  go  into  the  drains  except  surface-water,  and  anything  that  could  not  be 
saved,  arrangements  would  be  made  for  the  preservation  of  everything  in  the  sliape  of  oflTal  and 
matters  available  for  manure. 

1529.  Have  you  any  abattoirs  there? — ^We  have  no  abattoirs;  but  this  plan  has  been  kid 
down  by  Mr.  Grantham  to  show  that  supposing  this  part  of  the  land  (the  land  without  the  walls 
on  the  eastern  side)  were  not  wanted  for  any  other  purpose,  abattoirs  might  be  erected  upon 
this  part  of  the  property. 

1530.  Is  there  any  provision  for  stallage  or  lairage  for  the  cattle? — At  present  there  is 
lalrage  in  the  outer  parr  of  the  market  under  the  walls  all  the  way  round,  and  the  caltle-pens 
are  in  the  centre ;  but  I  apprehend,  that  in  order  to  make  it  quite  equal  to  the  demand  for 
room,  the  whole  market  would*  be  devoted,  or  nearly  so,  to  standing  the  eattle  for  sale ;  coa- 
sequently  lairage  must  be  had  adjoining,  and  hence  I  mentioned  the  vacant  spot  of  land,  about 
16  acres,  by  the  side  of  the  railway,  with  no  buildings  upon  it  excepting  a  small  house.  So 
that  there  would  be  no  difficulty  in  gettingr  land  for  lairs  immediately  adjoining  the  railway. 

1531.  Do  you  contemplate  that  a  single  live  stock  market  at  Islington,  would  be  sufficient 
for  the  wants  of  the  metropolis,  without  any  market  on  the  southern  side  of  the  river? — I  showld 
be  rather  guided  in  that  by  what  appeared  to  be  the  collective  opinions  of  almost  all  the 
witnesses  examined  before  the  last  Uommittee  of  the  House  of  Conunons,  consistmg  of  men  in 
every  branch  of  business  connected  with  the  market,  salesmen,  butchers,  and  graziers,  and  they 
all  appeared  to  agree  that  one  market  only  would  be  nK>st  desirable.  There  seemed  to  be  very 
little  difference  of  opinion  upon  that  head.     But  it  might  by  possibility  be  desirable  to  have 
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January  16, 1650.    a  smaller  market  on  the  south  side  of  the  metropolis.     I  myself  confess  that  seeing  that  the 
-_.  qT^pi  parties  directly  interested  in  the  subject  are  so  •unanimous  upon  the  point  of  having  only  one 

m^I^'    *^**     market,  I  should  not  venture  to  set  up  my  opinion  against  theirs.     1  should  rather  go  for  a 
J.T.md.'EM^..    single  market. 

W.Armstrcng;B,w\^       1532.  Do  you  apprehend  that  36  acres  in  that  case  would  be  sufficient  in  extent  for  the 

R.  Grantham^  Esq.   supply  of  this  metropolis,  including  the  lairage  as  well  as  the  market  ? — I  should  not  think  that 

36  acres  would.      But  we  have  4&|  acres,  without  intrenching  upon  the  land  next  the  railway. 

There  are  29 J  which  we  now  possess,  and  7i  acres,  on  one  side  and  10  acres  on  the  other  side, 

both  immediately  adjoining  the  property,  making  46|  within  a  ring  fence. 

1533.  Do  you  think  it  desirable  that  a  large  dead-meat  market  should  be  in  the  neigh- 
bourhood of  the  live-stock  market  ? — I  think  there  should  be  facih'ty  afforded.  I  think  that 
provided  the  tendency  of  the  trade  was  to  require  such  accommodation,  it  should  be  provided. 
That  would,  in  some  measure,  depend  upon  the  extent  of  the  market,  and  in  some  measure 
upon  any  provision  made  in  other  parts  of  the  metropolis  for  a  dead-meat  market. 

1534.  You  are  aware  that  it  would  be  very  inconvenient  to  the  public  to  come  to  Islington, 
to  the  dead-meat  market? — ^I  did  not  apprehend  that  the  question  meant  a  retail  market.  If 
it  meant  a  retail  market,  I  should  say  that  there  is  very  little  chance  of  a  retail  market  being 
established  at  Islington,  to  any  extent.  I  meant  simplv,  that  provision  should  be  made  for  the 
convenience  of  the  krge  carcass  butchers,  for  slaughtering  near  the  spot  if  they  thought  fit,  and 
also,  perhaps,  in  conformity  with  any  regulations  which  might  be  laid  down,  there  should  be 
accommodation  that  the  retail  butchers  should  be  enabled  to  purchase  their  meat  at  a  whole- 
sale market  upon  the  spot^  as  they  do  now  at  Newgate  market. 

1535.  Has  your  attention  been  called  to  the  compensation  clauses  in  the  Islington  Market 
Act  ? — It  has. 

1536.  Would  not  those  clauses  materially  diminish  the  profits  of  the  proprietors  of  Islington 
market^  in  case  it  were  used  to  any  extent  ? — I  think,  that  if  I  construe  that  clause  rightly, 
although  it  is  involved  in  some  obscurity,  the  effect  of  it  is  this,  that  if  through  the  removal  of 
Smith  field,  the  Corporation  of  London  are  enabled  to  make  an  advantageous  use  of  the  area 
of  Smithfield  market,  then  the  contribution  which  was  to  be  paid  by  the  proprietor  of  Islington 
market  to  the  City  would  cease.  And  if  that  be  the  right  view  of  the  subject,  I  do  not  think 
that  there  would  be  any  diminution  of  the  profits.  In  fact,  I  should  say  that  the  Islington 
market  proprietors  would  be  too  happy  to  take  the  area  of  Smithfield  market,  and  to  pay 
annually  to  the  Corporation  all  that  they  have  ever  received  or  could  receive,  as  profit,  out  of 
Smithfield  market. 

1537.  If  any  diminution  should  take  place  in  the  tolls,  rents,  dues,  and  profits  arising  from 
the  market  of  Smithfield,  in  consequence  of  the  use  of  Islington  market,  is  not  the  proprietor  of 
Islington  market  bound  to  compensate  the  city  for  that  amount  of  loss  ? — I  think  he  is,  by  a 
clause  in  the  Act.  But  what  was  then  contemplated,  experience  has  shown  could  not  be 
effected.  I  believe  Mr.  Perkins'  idea  was,  that  he  should  be  able  to  establish  a  market  at 
Islington  in  spite  of  Smithfield  market.  It  was  to  be  a  race  of  competition  between  the  two. 
That  clause  was  intended  to  meet  that  case  ;  experience  has  shown  that  that  is  impossible.  1 
cannot  conceive  that  Islington  market  will  ever  succeed  unless  Smithfield  market  be  removed. 

1538.  Has  any  attempt  been  made  to  open  Islington  market  for  the  use  of  the  public? — It 
was  opened  in  1836  or  1837,  and  great  exertions  were  made  to  support  it.  Many  landed  pro- 
prietors and  farmers  gave  peremptory  orders  to  their  salesmen  to  sell  their  cattle  at  Islington 
market.  But  it  was  found  that  the  united  strength  of  the  parties  interested  in  Smithfield 
market  was  too  great,  and  therefore  it  was  abandoned.  Another  attempt  was  again  made  lately, 
but  I  considered  it  an  ill-advised  attempt,  because  I  never  entertained  the  opinion  for  a  moment 
that  it  could  be  successful. 

1539.  Is  it  the  intention  of  the  proprietors  of  Islington  market,  to  make  a  regular  dead-meat 
market,  in  connexion  with  the  live-meat  market,  at  Islington  ? — They  will  make  provision  for 
a  dead- meat  market. 

1540.  As  well  as  slaughter-houses  ?-^ Yes.  What  I  meant  to  convey  in  my  previous 
observations  was  this,  that  I  think  the  principle  they  would  act  upon  would  be  that  of  pro- 
viding accommodation  for  the  public,  supposing  they  choose  to  take  advantage  of  it,  but  not 
attempting  anything  compulsory. 

1541.  Then  at  present,  you  have  no  intention  of  erecting  a  dead-meat  market? — Certainly, 
we  shall  not  ourselves  erect  a  dead-meat  market  at  present. 

1542.  You  do  not  think  that  a  dead -meat  market  is  a  necessary  appendage  to  a  great  live- 
stock market  ? — I  think  it  would  be  exceedingly  desirable  to  tuive  a  wholesale  dead-meat 
market  near  the  live-stock  market. 

1543.  How  near? — As  near  as  you  can,  conveniently. 

1544.  Is  it  the  fact  that  those  who  attend  Smithfield  market  also  attend  Newgate  market  ? — 
Yes. 

1545.  Is  it  desirable  for  the  interests  of  the  butchers  that  they  should  be  able  to  go  with 
facility  from  the  one  to  the  other  ? — I  think  it  is. 

1546.  Is  it  also  desirable  for  the  interests  of  the  graziers,  that  they  should  be  able  to  go 
readily  from  the  one  to  the  other  ? — Consequentially,  I  should  say,  it  is  because  I  think  every 
impediment  thrown  in  the  way  of  the  trade  must  eventually  affect  both  the  consumer  and  the 
producer. 

1547.  You  stated  your  opinion  conditionally,  with  regard  to  there  being  another  market 
established  on  the  south  of  London.  How  many  markets  in  the  week  do  you  contemplate 
being  held  at  Islington  ?— Two  in  a  week. 

1548.  On  what  days  ?— That  is  a  point  to  be  settled ;  but  I  think  the  popular  opinion 
is,  that  Tuesday  would  be  better  than  Monday.     Tuesday  and  Friday. 
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1549.  What  is  the  precise  distance  of  Islington  market  from  Smithfield  ? — ^It  is  exactly  two    January  16, 185a. 
miles,  as  the  crow  flies.  

1550.  Do  you  know  how  long  it  would  take  to  drive  a  carriage  or  a  cart  from  Smithfield^  or      ^'Shaw,  Eiq., 
from  St.  Paul's,  to  Islington  market  ? — It  is  two  miles  and  a  half  by  the  road.     You  generally    •^^  ^-  ^^  ^«<1'» 
reckon  that  a  cart,  if  it  goes  at  an  ordinary  common  pace,  would  be  three-quarters  of  an  hour   W.Artnstrong^Esq,, 
in  going  that  distance.     But,  if  you  speak  of  a  butcher's  cart,  or  of  the  style  in  which  Chaplin  E.  Qrantham^  Esq. 
ana  carriers  now  carry  their  goods,  it  would  not  take,  I  should  say,  twenty  minutes. 

1551.  Are  the  thoroughfares  open,  and  tolerably  wide  ? — Yes;  io  illustration  of  this  the  new 
street  at  the  north  end  of  Farringdon-street  may  be  mentioned. 

1552.  Is  there  any  other  circumstance  which  you  wish  to  state  with  respect  to  the  advantages 
of  the  market  ? — ^With  respect  to  the  main  point,  which  I  apprehend  is  the  accommodation  of 
the  cattle,  inasmuch  as  we  show  that  independently  of  the  capability  of  the  market  as  it  now 
stands,  we  have  the  means  of  adding  to  it  any  reasonable  extent  that  can  be  desired,  I  consider 
that  as  far  as  the  standing  of  cattle  goes,  we  succeed  in  showing  that  it  is  amply  sufficient  for 
everything  that  can  be  wanted.  Supposing  the  lairs  which  are  now  used  as  lairs,  and  of  course 
are  equally  capable  of  being  used  as  pens  for  sale,  were  to  be  so  employed,  and  the  whole  area 
of  the  market  given  up  to  market  purposes  for  cattle  and  sheep,  the  market  would  accommo- 
date over  IfiQO  bullocks,  and  within  a  fraction  of  40,000  sheep.  Then  something  would 
depend  with  respect  to  its  capability  for  many  years  to  come  upon  the  decision  which  might  be 
come  to  with  respect  to  foreign  cattle.  That  I  consider  of  great  importance,  for  many  reasons, 
irrespective  of  the  market  In  an  agricultural  point  of  view,  it  is  an  important  ingredient  in 
this  question.  But  supposing  it  should  be  determined  to  have  a  market  for  foreign  stock» 
adjoining  this  market,  then  of  course,  comparing  the  number  now  exhibited  in  Smith^eld  with 
the  7,000  bullocks  which  could  be  accommodated  in  this  market,  it  would-be  sufficient  for 
many  years  to  come,  without  enlarging  it.  But  supposing  it  were  thought  desirable  to  provide 
greater  accommodation  at  starting,  there  could  be  no  difficulty  in  extending  it  on  either  side« 
so  as.  to  accommodate  any  number  of  cattle  and  sheep  that  might  be  required. 

1553.  Would  the  chief  object  of  a  foreign  market  be  to  have  a  quarantine  market  for  foreign 
sheep  ? — That  is  one  object. 

1554.  Is  there  any  other  object? — I  should  say  for  myself,  from  the  information  which  I 
have  collected,  with  respect  to  the  mode  in  which  business  is  conducted  in  Smithfield  market 
(without  wishing  to  cast  any  reflection  upon  individuals),  it  would  be  exceedingly  desirable 
that  persons  who  are  extensive  purchasers  of  foreign  stock,  and  consignees  of  foreign  stock, 
should  not  have  them  side  by  side  and  sell  them  conjointly  with  English  cattle.  I  know  that, 
practically,  inconvenience  and  loss  result  from  it,  and  I  think  that  would  be  in  some  measure 
remedied,  without  inconveniencing  the  trade,  if  the  foreign  cattle  were  sold  in  a  separate 
market. 

1555.  If  foreign  sheep  are  subject  to  a  small-pox  disease,  which  is  contagious,  that  would  be 
a  reason  for  keeping  a  separate  quarantine  market  for  them? — Certainly. 

1556.  How  would  that  reason  apply  to  cattle.  Are  they  subject  to  any  contagious  disease? 
— They  are ;  they  are  subject  to  a  foot  iind  mouth  disease,  which  although  not  very  fatal  in  its 
consequences,  is  very  prejudicial,  because  it  impairs  the  strength  of  the  animal,  and  weakens  it 
for  a  great  length  of  time,  and  with  fatting  cattle  especially,  occasions  very  considerable  loss. 
We  know  that  the  disease  has  been  brougm  over  from  the  continent.  We  have  it  here,  it  is 
true,  but  it  is  constantly  appearing  in  imported  animals,  and  there  are  those  who  go  so  far  as 
to  say  that  another  very  fatal  disease — pleura  pneumonia — is  also  brought  in  by  foreign  cattle. 
Another  reason  for  having  a  separate  market  for  them  might  be  this : — I  apprehend  that  the 
intention  of  the  Legislature  in  admitting  foreign  stock  into  Qiis  country  was  for  the  purpose  of 
increasing  the  supply  of  food  for  the  people.  Now  we  know  enough  of  our  own  agriculture  to 
be  aware  that  our  stock  cannot  be  improved,  as  regards  its  breed,  by  foreign  breeding  cattle. 
If,  therefore,  it  is  desirable  only  to  import  them  as  food,  I  think  we  should  avoid  as  much  as 
possible  running  any  risks  of  extending  disease  which  we  know  has  been  very  fatal  in  this 
country ;  and  it  would  be  exceedingly  desirable  that  cattle  so  imported  shodld  be  made  use  of 
as  food,  and  that  they  should  be  allowed  to  be  sent  into  the  country,  or  to  be  dispersed  in  the 
country  as  little  as  possible,  if  at  all. 

I557«  You  Umit  the  separation  to  quarantine  purposes.  You  would  not  wish  to  place 
foreign  cattle  in  a  situation  of  inferiority  in  the  market  upon  any  other  ground  ? — Upon  no 
other  ground. 

15^.  Is  any  part  of  the  ground,  now  the  property  of  the  Company,  built  upon? — No;  but 
a  portion  of  the  plan  is  laid  down  to  represent  abattoirs  or  slaughter-houses  which  may  be 
erected.* 

1559.  What  is  the  descent  from  the  Islington-road  into  the  market.  How  far  is  it  below 
the  level  of  the  Islington-road  ? 

Mr.  Grantham.  I  think  it  is  about  eight  or  nine  feet  below. 

1560.  (  To  Mr.  Shaw.)  With  respect  to  foreign  cattle  having  a  separate  station,  do  you  think 
that  any  fraud  or  injustice  is  committed  upon  the  English  grazier  by  the  proximity  of  the  foreign 
and  British  cattle,  and  the  necessity  of  sale  to  which  you  refer? — Yes,  I  consider  there  is. 

1561.  In  what  way  does  it  arise? — It  is  well  known  that  salesmen  in  Smithfield  market  are 
themselves  extremely  large  purchasers  and  consignees  of  foreign  cattle ;  and  it  is  also  well  known 
that  whether  as  regards  foreign  or  home  cattle>  it  is  almost  essentially  necessary,  when  they 
once  come  into  Smithfield,  that  they  should  be  sold  ;  hence  the  consignees  feel  it  important  to 
sell  the  foreign  cattle  consigned  to  them,  or  that  they  have  purchased,  if  possible,  and  I  feel  a 

*  This  answer  was  given  from  the  impression  that  the  question  had  reference  to  the  outlines  for  abattoirs 
set  out  upon  the  plan  produced.    There  ure  36  houses,  large  and  small,  erected  on  the  property. 
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January  i«,  is;>0.    conviotion  (although  I  hav«»  no  positive  evidence  of  it),  Froin  all  I  have  collected,'  that  the 
7 —  foreign  cattle  do  obtain  in  that  way  a  prefererice  in  sale  as  compared  with  English  cattle,  jMin 

•    '^^^'  ^^'^     fOiiOy  in  the  hands  of  the  same  parties. 
•/.  T.  Jidti  Esq.         1562.  Do  you  consider  that  the  statement  which  you  have  just  made,  with  respect  to  tha 
W.Armstrong,Esq.f  advantages  obtained  by  foreign  cattle  in  SmitliBeld  market  rests  upon  good  evidence? — I  do. 
Jt  Oron^/iois, £9q.         1563.  It  is  a  matter  you  have  considered  a  good  deal  before? — It  is. 

1564.  Have  you  any  objection  to  state  your  authorities,  or  can  you  mention  any  party  who, 
as  a  salesman,  has  done  it  ? — I  should  like  to  inquire  so  as  to  be  able  to  do  so  correctly.  I 
shall  willingly  do  so.  I  apprehend  there  is  no  doubt  about  the  salesmen  being  the  consignees 
of  foreign  stock,  whatever  dispute  there  may  be  as  to  their  being  purchasers  themselves.  Cap- 
tain CaiT,  who  has  been  residing  in  Holsteiu  many  years,  wrote  to  me  eight  or  nine  months 
ago,  to  request  me  to  recommend  some  party  to  whom  he  should  consign  some  foreign  beasts 
for  sale,  and  I  did  so  name  a  party ;  and  I  have  reason  to  believe,  although  I  am  not. prepared 
to  state  the  fact,  that  he  did  afterwards  consign  stock  to  that  party  for  scde. 

1565.  Do  not  you  think  that  the  jealousy  with  regard  to  foreign  importations,  is  likely  to, 
create  some  unjust  suspicions  as  to  a  preference  being  shown  in  the  sale? — I  think  that  is 
possible;  but  assuming  that  my  proposition  is  correct,  I  think  it  follows  almost  as  a  natural 
consequence  that  people  will  entertain  such  suspicions.  If  a  salesman  has  purchased  stock 
himself,  and  at  the  same  time  is  selling  English  stock  on  commission,  it  is  a  very  natural  coo* 
elusion  for  the  owner  of  the  English  stock  to  arrive  at,  that  where  a  man  is  filling  two  capa- 
cities as  the  owner  of  one  lot  of  stock,  and  the  salesman  of  another  lot  of  stocky,  be  will  natu^ 
rally  give  the  advantage  to  his  own  stock, 

1566.  You  are  aware  that  the  position  of  Islington  market  may  be  said  to  be  at  the  north- 
east oorner  of  the  metropolis  ? — 1  should  say  not ;  it  is  rather  at  the  north. 

1567.  Do  not  you  think  that  the  difficulty  would  be  increased,  of  sending  cattle  through  the 
streets  from  there  ? — Certainly  not. 

1568.  By  what  routes  would  you  send  them  ? — If  you  have  a  central  market  at  Smith^eld* 
you  have  to  drive  the  cattle  through  the  streets  in,  and  you  have  to  drive  them  out,  and  you 
must  drive  them  out  immediately.  If  you  have  a  market  situated  anywhere  near  the  railway 
termini,  you  avoid  tlie  necessity  of  driving  them  throagh  the  streets  to  get  them  iuto  the 
market. 

1 569.  What  do  you  do  with  Southdown  stock  ? — The  Southdown  stock  do  not  come  from 
the  Southdowns  to  Smithfield ;  the  Southdowus  are  bred  in  Sussex  and  fatted  elsewhere;  95 
per  cent,  of  the  Southdowns  bred  in  Sussex,  are  latted  in  other  parts  of  the  kingdom.  If  yov 
bad  your  market  at  Islington,  the  cattle  would  not  go  through  the  streets  at  all  in  coming  to 
the  market,  and  there  would  not  be  the  necessity  Cor  their  being  driven  away  immediately  that 
there  is  now,  because  there  would  he  ample  accommodation.  1  presume  that  regulations  would 
be  made>  so  that  they  would  be  driven  through  the  streets  at  particular  hours  only;  there 
would  be  convenience  for  their  accommodation  upon  the  spot,  if  it  was  necessary  that  they 
should  be  so  acconunodaXed,  and  if  they  should  remain  there  12  or  14  hours,  it  would  be  a 
matter  of  no  coaaequeuoe. 

1570.  You  consider  that  the  convenience  would  be  ia  changing  the  hours  of  driving  the 
cattle? — Accompanied  with  the  accommodation  of  lairage  on  the  spot. 

1571.  Witlua  what  hours  should  you  say? — I  should  fix  some  hour  in  the  morning,  after 
which  they  should  not  be  allowed  to  go  through  the  streets;  I  should  say  not  after  6  o'clock 
in  the  morning,  and  not  before  9  at  ni^t. 

1572.  You  consider  that  an  extramural  cattle-market  would  greatly  diminish  the  nuiaance 
of  driving  live  cattle  through  the  streets,  by  preventing  in  a  very  great  degree  any  driving  of 
live  stock  thwMigh  the  streets  in  comii^  to  market  ? — Yes. 

1573.  And  wit^  tespea  to  the  practice  of  driving  live  stock  through  the  streets  in  going  from 
the  market  to  placet  of  sale  within  the  City,  the  continuance  or  discontinuance  of  that  would 
depend  upon  what  experience  might  teach,  as  to  whether  it  is  cheaper  for  the  retail  butcher  to 
have  the  entire  liveanira^l  brought  to  his  place  of  sale,  or  only  that  part  of  the  carcass  of  the 
animal  which  he  intends. to  sell;  but  if  that  practice  should  be  diminished,  is  that  another 
advantage  which  you  contemplate? — That  would  depend  upon  a  very  important  question,^ 
which  you  can  scarcely  enter  into  without  determining  what  shall  be  the  course  pursued  with 
respect  to  slaughtering  within  the  City  generally.  At  present  I  can  scarcely  imagine  the 
immediate  adoption  of  a  compulsory  regulation  to  slaughter  cattle  outside  the  walls  entirely, 

1574.  You  do  not  think  it  would  be  advantageous  ta  the  public  ? — I  cannot  see  my  way  in 
it  dearly  at  present. 

1575.  Are  you  aware  what  proportion  of  the  sheep  and  cattle  go  across  Blackfriars  Bridge 
after  dale  at  Smithfield  ? — I  cannot  speak  of  my  own  knowledge,  bnt  I  think  according  to  the 
evidence  that  has  been  given  on  the  subject,  it  has  been  said  from  a  third  to  a  (burtfa. 

1576.  Do  you  know  what  proportion  come  to  Smithfield  from  the  south  side  of  the  river?— 
I  onlv  depend  upon  the  same  sort  of  information  for  an  answer  to  that  questioQ.  It  has  been 
stated  to  be  about  a  ninth  or  a  tenth.  With  respect  to  animals  going  over  to  the  Borough, 
there  are  very  large  slaughter-houses  in  the  Borough,  and  I  am  informed  that  many  animals 
are  sent  over  there  to  be  slaughtered,  and  the  carca^^es  are  brought  back  again.  There  are 
also  very  lar^e  slaughter-houses  in  St.  George's  Fields»  and  the  animals  are  slaughtered  there 
and  brought  bad^  again  over  the  bridges. 

1577.  Are  you  certain  that  that  is  the  fact? — I  am  certain  that  that  is  the  case. 

1578.  How  many  eni ranees  are  there  for  cattle  at  Islington  market? — ^There  are  six  at 
present ;  but  these  can  be  arranged  in  any  way,  and  increased  to  any  requisite  number. 

1579.  What  roads  do  they  communicate  with? — On  one  side  with  the  Southgate-road,  and 
on  the  other  side  with  a  private  road  on  the  south  side  of  the  property,  which  leads  from  the 
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Lower-road,  Islington,  into  the  Southgate-road ;  and  there  is  the  Lower-road,  Islington,  on  the    Jaouary  i«,  ibaQ. 
ether  side :  there  are  good  roads  on  three  sides.  

1580.  Are  there  not   many  businesses  which  are   necessarily  established   near   Newgate      ^' Skam,  Eitq,, 
»arket  ?— There  are.  J^.  T.  Tidd,  Esq,, 

1581-  Would  there  be  room  for  the  establishment  of  those  businesses  near  your  cattle  market,  W.ArfMtnmg^^uq. 
Bopposing  it  were  the  exclusive  cattle  market  of  London? — There  can  be  no  doubt  of  it  from  jR.  Grantham,  Esq. 
the  statement  I  have  made  respecting  the  land.  I  apprehend  the  Question  does  not  go  to  the 
fkdbption  of  the  foreign  system,  (he  compulM)ry  estaUishment  of  abattoirs  and  buildings  for 
other  trades,  but  merely  the  affording  them  the  accommodation  of  land  if  they  choose  to  avail 
the^nselves  of  it,  through  the  circumstance  of  the  market  being  there.  That  is  amply  provided 
for  l^  upwards  of  35  acres  of  land  adjoining  the  railway,  which  is  irrespective  of  the  46}  acres 
nnbraoing  the  market  and  land  contiguous ;  in  the  whole  81|  aci^. 

1582.  Provided  this  were  estabKshed  as  a  live-mieat  market,  should  you  as  proprietors  of  the 
market  be  at  all  concerned  in  what  became  of  the  cattle  after  they  were  sold  and  driven  out  of 
the  market,  whether  or  not  they  were  driven  through  the  streets  of  London  to  be  slaughtered  at 
intermural  slaughter-houses? — Speaking  abstractedly,  it  can  matter  nothing  to  the  proprietors 
of  the  market  what  becomes  of  ttiem  afterwards.  But  I  should  say,  that  the  proprietors  of  the 
market  would  be  anxious  to  carry  out  every  arrangement  calculated  to  amend  the  whole  system. 
But,  of  course,  we  are  in  the  dark  at  present  as  to  what  is  required^  beyond  the  mere  finding  a 
sufficient  space  for  the  market. 

1583.  Is  there  any  other  observation  that  you  wish  to  make  to  the  Commissioners? — I  am 
not  aware  that  there  is.  I  will  only  observe,  that  irrespective  of  the  aceonimodation  now  pro* 
vided  in  the  market  itself,  there  is  ample  means  of  eolargiDg  it  to  any  further  extent  that  can 
pos'ibly  be  required.     It  now  will  hold  7,000  bullocks,  and  within  a  fraction  of  40,000  sheep, 

1584.  Do  you  know  the  quantity  of  foreign  stock  that  getierally  oomes  into  Smithfield 
mai  ket  ?— -The  average  of  foreign  cattle  exhibited  for  sale  in  Smithfield  market  last  year,  week 
by  week,  was  nearly  &0O ;  sheep,  1  think,  averaging  about  2,200. 

*  1585.  That  is,  both  Monday  and  l^riday? — Yes;  there  is  another  observation  I  wish  to 
make  (though  perhaps  it  is  unnecessary),  that  the  parties  interested  in  the  Islington  market 
feel  an  earnest  desire  to  make  eveiy  arrangehient  that  may  be  requn*ed,  and  are  perliectly  pre- 
pared to  comply  with  any  rules  or  reguUtions  which  it  may  be  deemed  expedient  for  the  good 
management  of  a  metropolitan  market,  and  that  personally  and  individually,  they  have  no  desire 
in  the  slightest  degree  to  come  into  collision  with  any  parties  interested  in  the  subject;  they 
are  anxious  rather  to  seek  the  co-operation  of  all  parties^  in  carrying  out  that  whidi  they  oon- 
sider  an  important  public  object. 

[The  Witness  mthdreu).] 


Mr.  Alexander  Fraser  examined.  Mr.  A.  Fraser. 

1586.  You  are  steward  to  Sir  Harry  Vemey  ? — ^Yes. 

1587.  Where  do  you  reside  ? — At  Claydon  in  Buckinghamshire^ 

1588.  Are  you  well  acquainted  with  t  he  cattle  trade  between  Buckinghamshire  and  the  Me- 
tropolis ? — ^Yes,  I  have  a  cionsiderable  knowledge  of  the  trade. 

1589.  In  what  way  are  cattle  sent  up  to  Smithfield  ? — They  are  sent  up  in  two  ways:  some^ 
times  they  are  travelled  up,  and  sometimes  they  are  sent  up  by.  railway,  according  to  the  desire 
of  the  partv  sending.     We  can  do  either. 

1590.  Does  it  depend  upon  the  state  of  the  animals,  as  to  whether  they  are  fat.  or  not? — 
We  generally  prefer  to  send  animals  which  are  stall  fed  by  railway,  but  grasft-fed  beasts  travel 
about  as  well,  I  think. 

1591.  Are  you  acquainted  with  the  ojnnions  of  many  of  the  graziers  in  Buckinghamshire 
with  respect  1o  tlie  accommodation  for  cattle  in  Smithfield? — Yes,  I  know  the  opinions  of 
several  large  grasiers  in  our  neighbourhood. 

1592.  Are  tbey  satisfied  with  the  manner  in  which  their  beasts  are  sold  at  Smithfield  ?—^ 
No;  they  complain  very  much  of  the  want  of  accommodation  in  Smithfield,  and  the  treatment 
which  the  cattle  receive  in  getting  there. 

1593.  Do  you  naean  on  their  road,  or  at  the  lairs,  or  from  cruelty  at  Smithfield?-^!  think 
chiefly  in  going  from  the  lairs  into  Smithfield.  But  one  great  cause  of  complaint  is,  that  we 
are  obliged  to  have  the  stock  in  the  lairs  from  Saturday  nignt  to  Monday  morning  ;  and  stock 
coming  out  of  the  country,  either  by  railway  or  travelling,  are  perhaps  off  their  feet  in  a  great 
measure.  They  do  not  feed  well,  and  the  expense  of  the  Sunday  is  lost,  and  the  cattle  are  in 
worse  condition  than  they  would  be  if  they  could  be  walked  into  the  market  at  once,  instead  of 
remaining  tfaens  aU  Sunday,  at  the  expense  of  the  grazier,  and  losing  eondition. 

1594.  You  think  it  would  be  better  to  change  the  marketp<iay  ? — Yea,  that  is  the  general 
opinion. 

1595.  The  grazier  apprehends  that>  in  consequence  of  that,  he  loses  considerably  in  the 
sale  of  his  beast  ? — Yes. 

1596.  You  think  Tuesday  would  be  a  better  day  for  the  market? — Any  day  on  which  the 

cattle  could  be  brought  up  from  the  country  and  delivered  at  once  at  the  market.     I  think       *         •      .  * 
Tuesday  would  be  perhaps  the  best  day. 

1597.  Is  there  any  objection  to  Smithfield  market  which  ike  Buckinghamshire  graziers 
make,  which  would  not  be  obviated  by  a  change  of  the  day  ? — They  object  to  it  in  this  way : 
that  the  iaSrs  Bjmao  far  ftom  the  market  n»w,  that  in  case  of  a  bad  market  (and  we  have  them 
very  often)  the  salesman,  or  tlie  grazier  himself,  is  obliged  to  sell  his  atodt  at  whatever  be  it 
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January  16, 1850.    bid  for  them,  because  if  they  are  taken  back  from  Smithfield  market  to  the  lairs,  and  are 

brought  back  another  day,  they  are  deteriorated  so  much  that  he  does  not  get  the  price  for 

Mr.  A.  Fraser.  them  again,  consequently  that  is  rarely  ever  done ;  and  the  reason  is,  that  people  are  afraid  to 
drive  them  back  from  Smithfield  to  the  present  lairs,  and  then  to  bring  them  back  again  to 
Smithfield.  They  have  to  stand  for  many  hours  upon  the  stones,  and  then  they  are  walked 
back  to  the  lairs,  and  consequently  they  do  not  feed  well  for  two  or  three  days.  Sheep  are 
also  very  much  deteriorated  in  the  same  way. 

1598.  Would  they  prefer  a  market  on  the  northern  side  of  the  Metropolis  to  Soiithfield?— > 
I  believe  they  would. 

1599.  Are  you  able  to  state  what  you  consider  to  be  the  amount  of  loss  upon  the  beasts  that 
are  sent  up  to  the  market  ? — It  would  be  very  difficult  to  state  any  sum  as  the  loss,  because 
some  beasts  lose  more  than  others,  according  to  the  state  of  fatness  and  the  constitution  of  the 
animal.  In  the  case  of  stall-fed  beasts,  it  would  not  be  going  too  far  to  say  that  the  loss  is 
equal  to  1/.  a  head,  or  perhaps  30^.  occasionally,  and  sometimes  even  more  than  that.  But 
that  would  not  hold  ^ood  generally* 

1600.  Do  you  believe  that,  under  any  circumstances,  it  would  be  for  the  interest  of  the 
grazier  to  sell  his  cattle  in  the  metropolitan  cattle  market  without  the  intervention  of  a  sales- 
man ? — I  believe  it  would,  provided  he  had  room  enough. 

160L  Is  it  your  impression  that  the  present  arrangement  of  Smithfield  market  renders  it 
difficult  for  the  grazier  to  dispense  with  the  assistance  of  the  salesman? — It  is;  for  in  Smith* 
field  on  a  full  market  day  it  is  scarcely  possible  for  a  person  to  move  along ;  the  beasts,  especially 
the  ring  droves,  get  so  close  together  that  no  person,  except  he  is  accustomed  to  the  market 
every  day,  can  have  any  chance  of  doing  justice  to  himself;  his  beast  cannot  be  seen  or  handled 
satisfactorily. 

1602.  Are  you  aware  that  the  London  butchers  seem  to  think,  that  under  any  circam- 
stances  the  country  grazier  would  not  be  likely  to  get  such  good  prices  for  his  cattle  in  the 
London  niarket  as  a  salesman  would  do  ? — No,  I  am  not.  I  know  some  instances  where  it 
has  not  been  so.  I  know  some  who  sell  their  beasts  regularly  themselves  who  get  better  prices 
than  we  get  from  a  salesman. 

1603.  Did  you  ever  hear  of  such  a  thing  as  a  salesman  being  employed  intermediately 
between  the  grazier  and  the  purchaser  in  any  country  cattle  market? — Not  in  my  experience. 
I  never  knew  a  case. 

1604.  Did  you  ever  attend  Smithfield  i^ile  the  market  was  going  on  ? — ^Yes. 

1605.  Have  you  ever  attended  cattle  markets  in  the  country  ? — Yes. 

1606.  What  difference  have  you  observed  as  regards  the.  pressure  of  the  animals? — In  a 
country  market  I  have  never  seen  a  case  where  you  could  not  go  round  the  beasts  and  quietly 
single  them  out  one  by  one,  and  examine  them  all  over  with  the  greatest  ease.  But  in  Smith- 
field  on  a  full  market  day,  it  is  impossible  to  do  that ;  you  can  scarcely  walk  along  between 
the  droves ;  the  ring  droves  are  so  close  that  you  cannot  touch  the  beasts  except  at  one  or  two 
points,  and  you  cannot  see  above  half  of  the  heajst.  But  in  the  country,  on  the  other  hand,  we 
can  single  a  lot  out  and  give  them  as  much  room  as  we  please  without  any  inconvenience 
whatever.  We  never  buy  beasts  in  the  country  without  seeing  them  turned  out.  Now  here  we 
have  no  room  to  exhibit  them,  and,  in  fact,  the  grazier  is  very  much  at  the  mercy  of  the 
butcher. 

1607.  Do  you  think  that  if  the  space  were  increased,  so  as  to  admit  of  proper  examination 
of  the  beasts,  the  grazier  would  come  up  to  London  to  sell  his  beasts  himself? — I  believe  be 
would ;  at  least,  in  many  cases. 

1608.  Many  that  do  not  now  you  think  would  then  come  up  to  sell  their  own  beasts? — Yes. 

1609.  Is  any  dead  meat  sent  up  from  Buckinghamshire  to  Newgate  market? — ^There  is^ 
but  not  a  great  deal. 

1610.  Is  it  sent  up  by  butchers? — In  some  instances;  but  in  many  cases  the  farmers  them- 
selves kill  and  send  up  small  porkers,  but  not  beef  or  mutton. 

1611.  Are  the  farmers  likely  to  find  it  their  interest  to  send  up  dead  meat  rather  than  live 
stock? — I  do  not  think  so.  I  think  the  butchers  who  send  up  dead  meat  from  the  country  are 
those  who  get  overstocked  and  send  the  surplus  to  London — a  few  of  the  best  joints.  I  do  not 
think  they  kill  in  the  country  on  purpose  to  send  up  to  London.  I  do  not  think  it  would  pay 
them  in  our  neighbourhood. 

1612.  What  size  do  you  think  a  cattle  market  for  London  ought  to  be? — I  think  the  market 
itself  ought  to  be  a  large  space,  at  least  twice  as  large  as  Smithfield. 

1613.  Ought  there  to  be  lairage  close  to  it  ? — Yes,  the  nearer  the  better. 

1614.  Within  what  distance? — Within  half  a  mile;  in  fact,  it  would  be  better  if  it  wer^ 
nearer. 

1615.  You  would  not  object  to  its  being  close  to  the  market? — No. 

1616-  If  the  market  consisted  of  20  acres,  what  size  should  you  think  would  be  necessary 
for  lairage  ?— I  do  not  know  that  I  could  answer  that.  I  should  think  there  ought  to  be 
100  acres  of  open  lairs. 

[The  fFitness  withdrew.'] 


Mr.  W»  Shank.  Mr.  William  Shank  examined. 

1617«  What  office  do  you  hold  in  connexion  with  Smithfield  market?— -*I  am  manager  and 
collector. 

1618.  By  whom  nere  you  appointed  ?— By  the  Lord  Mayor,  Aldermen,  and  Common 
of  the  City  of  London. 
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1619.  How  long  have  you  held  the  office? — ^Eight  years.  January  16, 1850» 

1620.  What  is  your  remuneration  ? — 300/.  a-year,  and  I  have  a  house  to  live  in  free  of  rent  

and  taxes.  Mt.W.Shmk: 

1621.  Out  of  what  fund  are  you  paid? — ^The  Markets  Committee  pay  me  quarterly  by  a 
warrant  upon  the  Chamber  of  London. 

1622.  Are  you  paid  out  of  the  general  revenues  of  the  City  ? — No. 

1623.  Are  you  paid  out  of  anj  fund  specially  arising  from  the  market  ? — I  am  paid  from 
the  revenues  arising  from  the  market. 

1624.  What  are  your  duties?—  In  the  afternoon  previous  to  each  market-day  I  attend  to 
superintend  the  arrangements  of  the  market.  Each  salesman  sends  me  an  account  of  the 
number  of  sheep  and  beasts  he  has  comings  and  the  accommodation  which  he  requires.  I  set 
out  the  various  sites  for  the  salesmen^  and  ihe  next  day  I  collect  the  tolls  and  dues^  deliver  an 
account  of  each  sum  received  weekly;  and  annually,  grant  licences  to  1,000  drovers,  keep  the 
public  book  for  the  entry  of  all  hay  and  straw  sold  in  the  market :  these  are  the  principal  part 
of  nay  duty. 

1625.  Will  you  describe  the  process  of  collecting  the  tolls  and  dues? — On  the  Monday 
morning,  and  on  Friday  morning,  I  go  round  to  the  different  salesmen  or  drovers,  and  I  receive 
an  account  of  the  number  of  beasts  and  sheep  that  each  salesman  has;  then  I  make  the  list 
out  and  go  round  to  their  agents.  On  the  day  previous  I  know  the  extent  of  rail  and  the 
number  of  pens  that  I  have  before  I  let  them  out ;  and  I  make  an  account,  and  go  round  to 
the  different  bankers,  take  the  money  for  the  rails  and  the  pens,  and,  on  the  next  market-day,  I 
go  round  and  they  fill  up  this  paper,  stating  the  number  of  sheep  and  beasts  that  are  sold,  and 
put  the  City  tolls  against  them,  and  I  receive  the  money  for  the  tolls. 

1626.  Than,  in  fact,  you  charge  the  toils  according  to  the  quantity  of  standing-room  allotted 
to  each  person  ? — ^We  debit  them  the  charges ;  the  tolls  are  chargeable  only  when  the  cattle 
are  sold. 

1627.  Whatever  money  is  to  be  paid,  the  number  of  head  of  cattle  and  sheep  is  recorded 
according  to  the  space  assigned  to  each  person? — No,  according  to  the  number  that  are  sold 
the  tolls  are  collected. 

1628.  How  do  you  know  the  number  sold  ? — I  take  the  word  of  the  salesman  for  that. 

1629.  Can  you  always  rely  upon  the  word  of  the  salesman  ? — Generally. 

1630.  What  check  have  you  upon  him  ? — The  money-takers  take  the  money  for  tho  beasts 
that  are  sold,  and  the  generality  of  the  salesmen  would  not  like  to  lay  themselves  open  to  their 
banker.  There  are  a  few  that  endeavour  to  avoid  the  tolls,  but  they  are  a  different  description 
of  men  from  the  generality  of  salesmen. 

1631.  Do  you  believe  that,  by  the  process  that  is  adopted,  you  obtain  a  correct  account  of 
the  number  of  animals  sold? — Yes;  x  collect  all  the  tolls,  I  believe :  I  am  quite  satisfied  of 
that,  and  perhaps  more. 

1632.  Do  you  take  any  tolls  upon  the  animals  that  are  unsold  ? — ^No,  I  do  not  press  for  any 
tolly  but  I  believe  the  salesmen  pay  for  animals  unsold  ;  they  do  not  take  the  trouble  to  say, 
"  A  hundred  of  them  are  not  sold,'^  or  "  30  belong  to  a  freeman." 

1633.  How  much  is  the  toll  for  each  bullock  ? — One  penny. 

1634.  If  that  bullock  is  brought  in  again  upon  a  subsequent  day,  would  he  pay  another  toll? 
—He  does  not  pay  till  the  bullock  is  sold. 

1635.  Supposing  one  lot  of  beasts  were  cleared  away,  and  that  in  the  course  of  the  day 
another  lot  belonging  to  the  salesman  were  brought  in,  would  he  pay  twice  or  once? — He 
would  pay  toll  twice ;  for  every  head  of  cattle  that  is  sold  they  pay  so  much  a-head ;  and  for 
evei^  head  of  cattle  that  is  tied  up,  they  pay  so  much  a-head  for  ties. 

lo36.  Have  you  considered  whether  it  is  possible  materially  to  shorten  the  hours  of  business 
of  the  market? — I  think  you  could  shorten  the  hours  two  hours  in  the  day. 

1637.  Not  more  than  that? — Not  more  than  that. 

1638.  When  does  it  bt^n  in  the  morning  ? — At  daylight. 

1639.  Will  you  have  the  goodness  to  refer  to  the  account  of  the  number  of  cattle  and  sheep 
sold  in  the  market  at  Smithfield  on  each  market  day,  which  is  printed  in  the  Appendix  to  the 
Report  of  the  Committee  of  the  House  of  Commons  in  1847.  By  whom  is  that  return  signed  ? 
— ^By  the  Chaonberlain. 

1^40.  How  does  the  Chamberlain  obtain  the  numbers  in  that  account? — From  me. 

1641.  How  do  you  make  out  those  numbers  ? — I  goto  the  different  salesmen  or  the  drovers 
on  the  Monday  morning,  and  I  get  an  account  of  the  number  of  beasts  and  sheep  that  each 
salesman  has,  and  then  1  make  out  a  list,  and  I  take  it  to  the  different  banking-houses,  and  on 
the  next  market  day  the  bankers  make  any  alterations,  and  correct  any  errors,  and  pay  me  the 
toll ;  then  I  enter  them  in  a  book,  and  make  this  return  to  the  Chamberlain. 

1642.  Do  those  numbers  agree  with  the  numbers  upon  which  the  toll  has  been  paid? — This 
is  an  account  of  the  number  of  sheep  exposed  for  sale  in  Smithfield  market. 

1643.  Do  you  believe  that  that  is  d  complete  account  of  the  cattle  and  sheep  exposed  for 
sale  on  each  market  day? — No,  I  do  not. 

1644.  Why  is  it  not  ? — Because  the  salesmen  ara  in  the  habit  of  paying  toll  for  more  sheep, 
and  giving  me  an  account  of  a  greater  number  than  they  really  have  in  the  market. 

1M5.  What  is  the  object  of  that  ? — To  get  room ;  to  get  an  advantage  over  their 
neiehbours. 

1646.  Then  do  you  believe  that  the  number  of  sheep  stated  in  the  account  is  greater  than 
the  number  actually  exposed  for  sale  ? — Yes,  considerably,  I  think  ;  I  have  no  doubt  of  it. 
It  it  not  so  with  the  cattle,  but  with  the  sheep.  I  believe  this  to  be  a  correct  account  of  the 
beasts,  but  not  of  the  sheep. 
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82  MINUTBS  ^EVIDENCE  taUnhrf^4i$ 

JaamjISf  18M«        1647.  Do  you  believe  thai  to  be  aaaacwrate  accouBt  of  tb&nQmber  of  bea^  sold  oi  ea^ 

nr    vT^&ma       iBarke(«day>  but  that  tbe<  uuivber  of  the  sheep  is  greater  io  the  account  than  in  reality  7 — -Yea 

Mt*  Wi  SmmM*  1648.  Is  the  error  in  the  number  of  sheep  constant  throughout,  that  is  to  say,  is  the  acoouat 

o£  the  Bumber  of  sbe«p  correct  for  the  purpose  o£  conapariag  one  period  with  aaotfaer?-^It  is 

constant  throughout  every  Monday's  market-day.  There  is  a.  regular  system  of  paying  for  mofe 

than  they  have. 

1€49;  Can  yow  give  the  Commisaienera  a  correet  a«eouiit  to  show  the  difference  ? — No^  I 
can  only  guess  at  it.  I  should  say  you  may  take  off  at  leait  4>000.  ahaep  for  every  Moadajr*s 
market-day. 

1650.  What  is  the  toll  upoa  dieep  ?— Twopence  per  seore. 

1661.  Does  this  practice  that  you  have  sp^kea  of  witk  regard  to  sheep  arise  from  wai^  of 
room  in  the  market? — FormerIy.it  aiose  from  that,  but  they  c<mtiaue  it  aonrfrom  habit.  I 
am  getting  into  a  better  plan  novit.  I  tell  them,,  let  me  know  what  number  of  sheep  you  have, 
aid  the  accommodation  you  require*  and  I  will  give  vou  room  to  pen  all  your  sheep.  Last 
Monday  twenty  salesmen  agreed  to  that,  and  then  I  left  every  one  all  the  pens  they  ord^ied. 

1652:  You  are  aware;  that  the  number  of  cattle,  as  returned  by  you  as  exposed  for  sale  in 
&Bithfield,  has  increased  coasiderably  withia  the  last  20  years,  but  that  the  number  of  sheep 
has  baeo  stationary  ? — ^Tbe  number  of  eatcle  haa  increased;  but  the  number  of  Akeef,  I  thinks 
has  dhninished  rather  than  otherwise* 

1653.  Can  you  explaii^  the  reason  why  the  mmiber  of  cattle  should  increase,  and  the  number 
of  sheep  should  remain  stationary  7 — Yes,  the  number  of  cattle  has  increased  in  consequence  of 
the  large  supply  from  abroad ;  the  number  of  sheep  reoiains  stationary,  because  I  think  they 
are  getting  more  into  the  habit  of  sending  them  dead. 

1654.  Did  not  the  number  of  cattle  begin  to  increase  before  the  importations  oP  foreign 
catde  were  consid^-able  ? — No>  I  did  not  observe  any  great  increase;  there  was  a  little^  but  iiot 
very  conspicuous. 

1655.  Do  you  believe-  that  the  supply  of  native  live  cattle  in  Smithfield  has  not  increaaed 
incthe  laat  20  years  ? — Very  trifling,  1  ttunk;  it  might  have  increased  300  weekly.  We  have 
one-sixth  of  the  supply  of  beasts  from  abroad  now. 

1656.  Do  you  consider  that  the  diminished  quantity  of  sheep  is  owing  at  aU  to  the  epidemic 
which  prevailed  a  few  years  ago  ?^*-It  Daay»  in  a  measure. 

1657.  Why  is  it  preferable  to  send  up  muttod  dead  rather  than  alive  7 — I  do  not  know. 
1658;  In  setting  out  the  pens  in  the  market,  do  you  ever  hear  coosplaints  with  respect  to  the 

want  of  room? — ^Yes,  frequently. 

1659.  At  what  time  of  the  year  are  those  complaints  moat  frequent? — At  all  times,  bit 
more  ia  the  summer  than  in  the  winter. 

1660.  Do  they  relate  more  to  cattle  than  to  sheep? — ^Tbey  relate  more  to  cattle  now. 

1661.  Do  you  consider  that  the  accommodation  in  the  market  for  cattle  is  sufficient  ?— Noi 

1662.  To  vrtiat  extent  is  it  inBufficaoBt? — 1  think  we  require- room;  fer  about  a  thousand  moie 
beasts. 

1663.  What  space  would  that  require  ? — About  an  acre. 

1664.  How  far  is  it  sufficient  with  respect  to  sbeep?-*We  have  room-  eaough  for  sheep,  I 
coDsideF. 

1665.  You  would  not  wish  to  have  any  additional  space  for  sheep? — No,  I  should  not; 
because  if  they  were  to  erect  more  pens«  unless  we  had  more  sheep  than  we  have  had  the  last 
two  or  three  years,  they  would  be  empty  niae  months  ia  the  year.  I  could  occupy  200  or  300- 
pens  more  during  three  months*  I  should  be  glad  of  them,  in  the  height  o£  the  smmnec 
season. 

1666.  What  is  the  number  of  sheep  that  yon  have  uppaaaaiKerage  upon  a  market-daj?— «I 
should  think  the  average  was.  about  22,000,  or  28>0U0.  Here  are  29,000  one  Monday's 
market-day,  and  16,000  another. 

1667.  Is  that  29,000,  4,000  more  than  aetually^are  there?— Very  likely  5^000  more;  bat 
the  16  000  would  be  only  about  1,500  more. 

1668.  Do  yo  attribute  the  increase  of  dead  meat  sent  up; to  market  to  the.ceueltieB  exeroiBed 
tO'the  sheep  in  the  market  t — Not  at  all. 

1669.  Are  you  in  attendance  during  Sunday  night? — Not  after  nine  o'clock ;  semetimesl 
look  about  the  market  just  to  see  wliat  is  ffotng  on,  but  I  have  no  particular  buaiaess^  becanse 
my  arrangements  are  made,  before  nine,  f  sometimes  look  about  tosee  if  I  can  see  -ai^  abuses 
that  want  correcting. 

[  The  Witness  witkdrew.] 


Mr.  J.  Daw.  Mr.  Joseph  Daw  and  Mr.  William  SarMer  exandned. 

Mr.  W.  Sanger.         \^^Q.  (^To  Mr.  Daw.)  Are  you  the  Secretary  of  the  City  Commissioners  of  Sewers  ? — 1  am 
the  Principal  Clerk  of  the  City  Commissioners  of  Sewers. 

1671.  What  is  the  Act  by  which  you  are  empowered  ? — The  City  of  London  Sewers  Act 
ot  184^  is  the  Act  under  which  we  are  at  present  empowered. 

1672.  Are  you  aware  of  the  steps  that  have  been  taken  by  the  City  Commissioners  of 
Seweri^  with  respect  to  the  powers  in  the  Act  relating  to  slaughter-houses? — 1  am. 

1673.  Are  you  aware  that  by  tiiat  Act  all  places  at  the  time  of  the  passing  of  the  Act  used. 
aa  slaughter-houses  are  to  be  registered  ? — Yes, 

1674.  Has  that  registration  taken  place  ? — It  has. 
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1675.  What  is  the  nnmber  ragistered? — ^The  aggragate  Tnunber  is  61  in  cellars  or  vaults,  Januaiy  U,  18^0. 
«nd  87  on  the  ground  floor,  making  a  tolal  of  148.  ITnma 

1676.  Is  there  any  provision  in  the  Act  with  respect  to  underground  slaughter-houses? —  V^f.. 
There  is  no  particular  provision.  "*''•     •  ^■'•*''' 

1677.  Have  you  a  list  of  the  slaughter-houses? — I  have.     [TTie  same  teas  delivered  in  and 
is  as  follows.] 

CiTT  OP  London  Slaughter-houses. 


SITUATION. 


82  Aldersgate-street 
169  Ditto 

50  Ditto 
60  Aldgate  . 

44  AldgHte,  High-street 
77  Ditto 

52  Ditto 

58  Ditto 
68  Ditto 
74  Ditto 

45  Ditto 
57          Ditto 

66  Ditto 

67  Ditto 

67  Ditto    (behind) 

62  Ditto 
56  Ditto 

59  Ditto  .      • 

51  DiUo 
73  Ditto 

63  Ditto 

48  Ditto 

49  Ditto 

64  Ditto 

65  D.tto 

53  Ditto 

52  Ditto 

68  Ditto 

46  Ditto 
Bisbopsgate-street,  Wilhoat 

28  Bread-street  Hill 
Beehive-passage 
12  Bear-alley 

11  Ditto 
105  Bisbopsgate-street 

12  Broadway,  Ludgate-hill 

60  Cannon-street 
20  Cock-lane 

22  Cloihfair. 

2  Duke's  Head-passage,  Ivy-lane 
Fox  and  Knot-yard 

70  Fetter-lane 

23  Ditto 

92  Ditto 

61  Ditto 
117  Fore-street 
100          Ditto 

93  Ditto 
26  Ditto 

3  Ditto 
Ooodman's-yard 
Gun-yard,  Norten  Bolgate 
Harrow-alley,  Aldgate 

Ditto 

Ditto 

Ditto 

Helmet  Court, 

4  Hosier  Lane 
Half-Moon-passagc,  Leadenhall-onarket 

9  Jewry  Street,  Aldgate 

Leadeuball  Market 

Ditto 

6  Ditto 

Ditto 

19         Ditto 

18  Ditto 


,  Wonnwood-street 


Site  of  S1«ught«r-bou8e. 


Ground 
Floor. 


Cellar. 


Vault. 


NAME  OF  OCCDWSR. 


James  CovelL 
William  Hemus. 
James  Suromerlin. 
Robert  Laurence  Lankester. 
W.  and  E.  Scales. 
Tbomas  Hickinbotbam. 
Joseph  Gardiner. 
George  Bullas. 
Nathaniel  Nathan. 
Eleanor  Woodley. 
James  Lathbury. 
Saul  Saul. 

—  Israel. 

Ditto. 

—  Isaacs. 
Thomas  Poyntcr. 
Abraham  Saul. 
William  Saul. 
John  Silvester. 
Joseph  GuukUog. 
James  Kilby. 
William  Brown. 

Ditto 

—  Jutsum. 
D.tto 

Joseph  Goodwin  Gardner. 
Joseph  Gkit-diner. 
Nathaniel  Nathan. 
Christopher  Gardner. 
Joseph  Groves. 
Henry  Robert  Winoott.' 
Stubbing  and  Leaf. 
John  Fothergill. 
Charles  Berridge. 
A.  Attwell. 
Daniel  Cockerill. 
Charles  V.  Game. 
ThoiPas  Keates. 
William  Backett 
Benjamin  Venables. 
Thomas  Wylde. 
Parker  and  Todd. 
Cornell  Read. 
George  Cumfert. 
John  Appleton. 
George  Mead  way. 
William  Beavor. 
Charles  Holmes. 
Thomas  Johnson. 
Alfred  Carter, 
J.  W.  Carter. 
Joseph  Warmington. 
Edward  Pazman. 
J.  W.  Carter. 
James  Kilby. 
Arthur  Grainger, 
Benjamin  Waite. 
Frank  Souter. 
John  Cross. 
George  Curtis. 
Daniel  Cork* 
Charles  Wright. 
Stephen  Veale. 
Henry  Lee  and  Company. 
Alexander  Smith. 
Tbomas  Symonds. 
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January  16,  1850. 

Mr.  J.  Baa. 
Mr.  W,  Santler. 


MINUTES  ef  EVIDENCE  taken  brfare  the 
City  of  London  Slaughter-houies — continued. 


SITUATION, 


12  Newgate  Market 

5  Ditto 

6  Ditto 

11  Ditto 
10  Ditto 

27  Ditto 

30  Ditto 

31  Ditto 
26  Ditto 

9  Ditto 

29  Ditto 

28  ^  Ditto 
17  Ditto 
24  Ditto 
16  Ditto 

2  Ditto 
24          Ditto 

23  Ditto 

24  DiUo 

3  Ditto 
21  Newgate-street. 

15  .       Ditto 

16  Noble-street 
15  Old  Change 
31  Ditto 
14  Old  Fish-street 

1  Paved-passage,  Newgate  market 
9  Rose-street 

10  Ditto 
5          Ditto 

2  Diito 

13  Ditto 

7  Ditto 

3  Ditto 

12  Ditto 
Ditto  • 

Ram  Inn-yard 
37  Skinner-street,  Biahopsgate 
9  Somerset-street 
57  Tower-stret 

11  Tyler's-court    . 

3  Ditto 
2  Ditto 

4  Ditto 
23  Ditto 
19       *  Ditto 

7  Ditto 

8  Ditto 

5  Tyler's-passage 

6  Ditto 
212  Upper  Thames-street 

11  Warwick-lane 


Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 
•  Ditto 

Ditto 

Ditto 
White  Hart-itreet 
2  Ditto 

34  Walbrook 
24  Wormwood-street 
31  Watling-street  . 
19  Ditto 

22  Wormwood-street 


12 
23 
10 


6 

7 

5 

25 

11 


Site  of  Slaughter-houM. 


Ground 
Floor. 


Cellar. 


Vault 


NAMB  OP  OCCUPIER. 


Richard  Hicks  and  Son.  . 

William  King. 

G.  and  J.  N.  Silverside. 

Elgar  Prebble. 

William  Collingwood. '. 

J.  T.  Mutrie. 

Duckworth  and  Kennelley. 

Ditto.  . 
T.  A.  Horwood. 
George  Lee. 

E.  B.  Bracher. 
Charles  Hewer. 
James  Daw. 
John  Swanton. 
Charles  Barrage. 

J.  Worster  and  L.  Chandler. 
Samuel  Matthews. 
Joseph  Cockrell. 

F.  W.  Firmin. 
Elizabeth  Stokes. 

Mary  £•  Dean  and  Thomas  Hatton. 
James  Coward. 
Frederic  Fisher. 
B.  T.  Pocklington. 

Ditto. 
John  Kirby. 
John  Perry. 
H.  R.  Carter. 
Hannah  Ward. 

Ditto. 
James  Muggeridge. 
John  Macey. 
Thomas  Bonser. 
Thomas  Taylor.  . 

Ditto.  . 
William  Burchnall. 
William  Thomas  Farey. 
William  Brind. 
—  Jutsum. 
Briggs  and  Son. 
Edward  Lamer. 
Mary  Ann  Rich. 
D.  Audrade,  jun. 
Sarah  Hubbard. 
J.  W.  Carr  and  T.  Keats. 
John  Hill. 

D.  Andrade,  jun. 

E.  aod  J.  Saul. 

G.  Thompson. 
Ditto. 

Thomas  Watts.  . 

William  Wright. 

James  Matthews. 

Henry  Stow. 

WilUam  Pain. 

J.  Harris  and  C.  Baker. 

Hammond  jand  Mackintosh* 

Q.  and  J.  N.  Silverside. 

H.  and  M.  Israel. 

Henry  Nash. 

Daniel  Titmouse. 

William  Trash.  . 

Martha  Horwood. 

John  Osbom. 

George  Carr.  ' 

John  Lucking. 

Benjamin  Waite. 

Joseph  Young. 

Joseph  CoUins. 

S.  F.  Morris. 
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1678.  Have  not  the  Commissioners  a  power  to  make  rules  for  the  cleanliness  and  better    January  16>  1850. 
management  of  every  place  used  as  a  slaughter-house  ? — ^They  have.  

1679.  Have  they  made  such  rules  ? — They  have.    These  are  the  rules : —  ^'  "^^  ^^^^* 

^  Mr.  W.  Smiikr. 

Rules  and  Segulaiions  agreed  to  by  the  Commissioners  of  Sewers  of  the  City  of  London^  for  the 
*  Management  of  Slaughter-houses  wWtin  the  said  City,  Tuesday ^  the  20th  day  of  February^  1849. 

That  every  place  registered  as  a  slaughter-house  be  required  to  be  made  conformable  to  the  fol* 
lowing  regulations,  to  the  satisfaction  of  the  Commissioners  of  Sewers  of  the  City  of  London,  within 
the  period  of  Ihree  months  from  the  date  of  this  notice 

1.  That  the  same  be  paved  with  flag-stones. 

2.  That  the  same  be  effectively  drained  with  an  underground  drain,  properly  trapped,  and  com- 

municating direct  with  the  public  sewer,  and  that  a  grating  be  fixed  to  the  drain,  the  bars 
to  be  not  more  than  d-8ths  of  an  inch  apart,  so  as  to  prevent  offal  of  an  improper  kind  from 
being  forced  through  or  into  the  same. 

3.  That  capacious  cisterns  be  fitted  up  in  all  slaughter-houses,  to  afford  an  ample  supply  of 

water  for  all  occasions,  and  that  they  be  fitted  with  a  self-acting  apparatus,  or  other 
apparatus,  for  flushing  die  drains  therefrom. 

4.  That  the  same  be  ventilated  to  the  utmost  extent  of  which  they  are  capable. 

5.  That  all  blood  and  offal  be  removed  from  the  same  at  least  once  a-day  throughout  the  year, 

and  that  the  same  be  duly  washed  and  cleansed,  upon  every  occasion,  within  one  hour  after 

slaughtering  has  ceased. 

At  a  meeting  of  the  Commissioners  of  Sewers  of  the  City  of  London,  on  Tuesday,  27th  February, 

1849,  it  is  resolved  and  ordered,  that  this  Court  do  fix  and  appoint,  that  for  every  case  of  the  non* 

observance  or  non-performanceof  any  one  of  the  said  rules  and  regulations,  the  pecuniary  penalty 

be  a  sum  not  exceeding  Five  Pounds. 

Joseph  Daw,  Clerk. 
Dated  this  27th  day  of  February,  1849. 

I  should  say  that,  in  the  first  instance,  extracts  from  the  Act  of  Parliament  were  circulated 
extensively,  so  as  to  give  notice  to  parties  interested  of  the  enactments,  and  subsequently  these 
regulations  were  made  by  the  Commissioners,  and  also  as  extensively  circulated,  in  this 
form..    [  The  same  were  delivered  in,  and  are  as  follow.'] 

Abstract  from  City  of  London  Sewers'  Acty  1848,  in  relation  to  Slaughter-houses. 

Every  place  used  as  a  slaughter-house  is  to  be  registered  by  the  owner  or  propiietor  at  the  Office 
of  the  Commissioners  of  Sewers  at  Guildhall,  withiu  three  months  from  the  commencement  of  the 
Act,  under  a  penalty  in  default  of  £S, 

In  case  any  such  slaughter-house  shall  be  discontinued,  the  same  shall  not  again  be  used  as  such 
without  having  been  first  duly  registered,  under  a  penalty  of  £5. 

And  for  every  day  after  the  first  upon  which  the  said  offence  shall  be  continued,  £5. 

No  place  shall  be  used  or  occupied  as  a  slaughter-house  which  shall  not  have  heen  so  used  pre- 
viously to  the  passing  of  this  Act ;  and  in  case  any  person  shall  use  as  a  slaughter-house  any  place 
not  heretofore  used  as  such,  every  person  so  offending  shall  forfeit  £5. 

And  for  every  day  after  the  first  on  which  such  offence  shall  be  committed  £5. 

The  Commissioners  may  make  such  rules  and  regulations  as  to  them  shall  seem  proper  for  the 
preservation  of  cleanliness  in,  and  the  management  of,  every  place  used  as  a  slaughter-house,  under 
penalties,  not  to  exceed  for  any  offence  against  such  rules,  of  £5. 

Any  magistrate  may  suspend  the  slaughtering  of  cattle,  &c.,  in  any  slaughter-house,  the  owner  or 
proprietor  of  which  shall  offend  against  any  such  regulations  or  this  Act,  for  a  period  of  two  months, 
in  addition  to  aforesaid  penalties,  and  may  also,  on  a  repetition  of  the  offence,  absolutely  prohibit  the 
slaughtering  or  killing  of  cattle  therein. 

Published  by  order  of  the  Commissioners  of  Sewers  of  the  City  of  London. 

Joseph  Daw,  Principal  Clerk. 
Sewers'  Office^  Guildhall,  November^  1848. 

N.B. — ^The  Act  comes  into  operation  on  the  1st  day  of  January,  1849* 

1680.  Have  the  Commissioners  mmde  any  regulations  for  the  suppression  of  subterranean 
slaughter-houses? — They  contemplated  doing  so,  and  took  counsel's  opinion  upon  tlie  question 
whether  they  had  power  under  the  Act  of  parliament  to  enforce  the  suppression  of  subter- 
ranean slaughter-houses,  and  they  were  distinctly  advised  by  the  Attorney*  General  and 
Mr.  Turner  that  they  could  not  do  so  under  the  existing  Act. 

1681.  That  opinion  was  asked  for  under  the  terms  in  the  Act? — It  was. 

1682.  Is  it  the  opinion  of  the  Commissioners  that  it  would  be  desirable  that  all  under- 
ground slaughtering  should  be  put  an  end  to? — I  think  I  am  justified  in  saying  tiiat  that  is 
their  opinion. 

1683.  Have  you  yourself  inspected  any  of  those  underground  slaughter-houses  ? — ^I  have. 

1684.  Will  you  favour  the  Commissionera  with  your  opinion  of  them  from  your  own 
inspection? — Such  as  1  have  seen  certainly  seemed  to  me  to  be  very  objectionable,  from  their 
situation,  as  well  as  from  the  difficulty  of  access,  of  ventilating  and  lighting  them  properly  and 
efirectively>  it  seemed  to  be  almost  impossible  that  they  should  be  well  arranged  for  the  pur- 
poses of  slaughtering ;  I  cannot  suppose  it  possible  that  they  can  be. 

1685.  Are  you  alluding  to  Newgate  market? — ^I  have  not  seen  them  in  Newgate  market; 
I  have  seen  them  iu  Leadenhall  market  I  am  told,  and  I  can  readily  believe  it^  that>  not  in 
Newgate  market,  but  in  Tyler's  market,  as  it  is  called,  the  places  are  worse  than  those  I  have 
seen :  they  are,  in  fact,  nothing  but  vaidts  under  the  pavement  lighted  with  gas. 

1686.  Have  the  rules  and  regulations  made  by  the  Commissioners  been  properly  enforced? 
— ^That  I  cannot  state  of  my  own  Knowledge ;  it  is  the  duty  of  our  inspectors  to  report  when    ey 
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MMiitry  1*6;  1850.  are  not,  and  the  absence  or  their  reports  to  the  eonttary  4eads  rae  to  presmne'tbut  they  have 

7-7  been  duly  attended  to. 

*Mr.  J.  Daw.  1687.  How  many  inspectors  act  under  the  Commissioners? — Poar  inspeetofv  ©F  pavements 

•Mr.  W,  Santkr.  j^^jj  Q,jg  ^f  sewers. 

1688.  (To  Mr.  Santkr.)  Do  you  inq>ect  daughter-houses? — ^No,  I  oily  inspect  the 
sewers. 

Mr.  Dmw.  W«  consider  it  more  the  doty  of  the  inspectoBB  t(  psvenente  to  inspeet  the 
nJUughter^KMiges, 

1689.  Is  there  any  inspection  of  slaughter-homses  by -aniy  officer  of  tke^Ctntpfearowpwof 
Sewers? — Yes,  by  the  inspectors  in  their  several  dfstricts.  We  tlntingfiish  the  fnspecftors  of 
pavements  as  beinc^  inspectors  of  the  surface  of  the  ground/Mr.'Santler*sdiarty  lying  exclusively 
with  ihe  sewers  underground. 

1690.  {To  Mr.  Santler.)  Do  you  find  that  the  contents  of  the  air  of  the  sewers  are  different 
.or  worse  in  the  neighbourhood  of  slaughter-houses  and  markets  than  in  other  parts?— In  the 
neighbourhood  of  markets,  for  instance,  in  the  'neighbourhood  of  Newgate  or  Leadenhall, 
where  there  has  been  a  great  accumulation  of  the  re&ise  of  slaughter-houses,  such  as  the  blood 
and  dung,  and  all  thdii  sort  of  thing,  cwrtainly  there  is ;  but  a  ^reat  deal  of  that  is  obviated 
nom  by  flushing ;  there  is  nothing  alknped  lo  lie  in  the  «ewers  now  at  there  was  formerly :  the 
markets  generally /are  flushed  out  onoe-««wedL«  The  flnafainff  of  Snotlhlield  takes  place  every 
day.  The  mass  of  water  that  runs  through  there,  from  11,000^  12,000  feet  of  sewage  that 
passes  through  SmMifield,  keeps  it  clean  ;  and  if  4t  is  not  kept  ciean'it  is  flushed  out.  There 
is  very  Itftle  deposit  allowed  to  remain  in  the  sewers,  except  it  is  ballast  that  we  are  under  the 
-necessity  of  hoisting  out. 

1691.  Where  does  the  sewage  go  to  ? — ^To  the  Thames,  the  ballast  we  take  out.  Here  is  a 
plan  of  the  sewers  of  the  City  of  London  [producing  the  same].  Smithfield  is  drained  by  about 
2,000  feet  of  sewage ;  but  we  have  about  12»000  feet  of  sewage  that  passes  through  Smithfield 
in  the  City,  besides  the  mass  of  sewage  that  comes  from  Gos well-street-road  and  west  of 
Islington;  that  all  proceeds  through  Smithfield.  We  have  got  nearly  8,600  feet  of  sewage  in 
the  vicinity  of  Smithfield.  We  have  got  11,000  feet  that  immediately  passes  through  Smith- 
field,  and  we  have  2,000  feet  of  sewage  in  Smithfield  varying  from  16  to  20  feet  in  depth. 

1692.  What  do  you  mean  by  a  certain  number  of  feet  of  sewage? — Lineal  feat;  I  mean 
that  a  certain  number  of  feet  of  sewage  actually  runs  through  from  the  various  streets  there. 

1693.  What  is  the  average  depth  of  the  sewers?-- From  16  to  21  ieet  in  Smithfield. 

1694.  What  is  the  height  of  the  sewers? — From  3  feet  6  iaches  to  S  feet,  it  is  ample  beigkt. 
In  the  evidence  given  some  years  ^go  about  Smithfield  and  Islington  markets,  I  find  it  staled 
that  Smithfield  lies  48  feet  above  low-water  mark,  and  Islington  market  I  think  51 ;  Holborn* 
bridge  lies  28  feet  above  low-water  mark,  Smithfield  is  48  feet  above  low-water  mark,  so  that 
nothinc^  can  possibly  lie  in  the  sewer. 

1695.  {To  Mr.  Date.)  Are  those  regulations  attended  to? — I  have  stated  that  as  far  as  my 
own  personal  knowledge  goes  I  cannot  speak,  but  I  presume  they  are,  in  the  absence  of  infor- 
mation from  our  Inspectors  to  the  contrary  ;  it  is  the  duty  of  our  Inspectors  to  see  that  those 
regulations  are  carried  out.  The  two  Inspectors,  whose  districts  comprise  the  markets,  would 
be  tlie  persons  who  could  give  the  best  information  on  that  bead. 

1696.  Is  there  a  periodical  registration  of  slaughter-hoisaes?— No. 

'  1697.  If  a  slaughter-house  is  once  regislered,  it  is  not  registered  again  ? — No ;  there  ie  no 
periodical  registration. 

1698.  It  is  not  intended  to  register  any  new  slaughter»+ion8ef— Certainly  not. 

1699.  Have  any  slaughter-houses  been  reported  by  the  Inspectors? — -'Spesdcing  from  memory, 
I  think  there  have  been  some  in  Aldgate  High-street  and  neighbourhood. 

1700.  Have  any  proceedings  been  taken  against  any  occupier  of  a  slaughter-house  by  the 
Commissioners  ? — Yes,  1  recollect  orders  having  been  given,  that  certain  persons  ^ould  be 
compelled  to  drain  and  so  forth. 

1701.  Has  any  application  been  made  for  suspending  or  closing  a  slaughter-house  under 
the  powers  of  the  Act? — None. 

1702.  Are  you  aware  that  the  Act  pit>hibits  ^my-place  being  used  tis  a  slaug4lter-hoa»e  *  in 
the  City,  which  was  not  so  used  at  the  time  of  the  passing  of  the  Act  ?— ^Yes,  I  apprehend  the 
meaning  of  the  Act  therein  to  haie  been  that  no  new  slaughter-house  shaill  he  created. 

1703.  Does  that  appear  to  you  to  be  a  wholesome  regulation?-^!  think  90, as  a  step  towarlls 
improvement 

1704.  In  what  way? — By  diminishing  the  number  of  slaughtering  j^ces  within  the  City, 
and,  perhaps,  ultimately  getting  rid  of  them. 

1705.  How  does  it  promote  that  end  ? — Otherwise,  we  might  have  an  indefinite  number  «f 
new  slaughter-houses  constructed  in  various' parts. 

1706.  Is  not  it  to  be  expected  that  the  existin|r  slaughter-houses  will  last  indefinitely? — 
I  admit  that  it  would  seem  to  have  that  tendency. 

1707.  Does  not  the  law  by  preventing  the  establishment  of  any  new  slaughter-hous^  give  a 
practical  monopoly  to  existing  slaughter-houses  ? — I  should  say  it  did  practically. 

1708.  Supposing  a  small  slaughter-house  under  the  existing  law  were  enlarged;  for  exam- 
ple, supposing  a  cellar  used  for  slaughtering  sheep  were  enlarged,  and  made  a  elaughter^iouse 
for  killing  cattle  as  well  as  sheep,  would  that  be  cotisidered  as  an  existing  slaughter-house  under 
the  Act,  so  as  to  come  within  the  benefit  of  the  registration  ?~I  think  it  would  come  within 
the  benefit  of  the  registration,  as  far  as  it  was  a  slaughter-house  at  the  time  of  the  passing  df 
the  Act ;  but  I  doubt  whether  we  should  not  be  able  to  have  it  suppressed,  if  they  ware  so 
extensively  to  remodel  it. 
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1709%  Has  that  case  ever  aiisen  in  practiee  7 — No.  Jaiiiiary^6,^1860« 

1710.  Sltould  you  conuder  it  the  duty  of  your  Inspector,  supposing  suiib  a  case  wens  to  -—" 
happen*,  to  report  that  circumstance  to  the  Commissioners  ? — Certainly.                                                 **  •^^  Bam^ 

171 1.  What  do  you,  ttink  th^  ComnEriflsionei^  would  do  in  such  a  case? — ^I  think  thejf     ^^  *^'  Stmiht' 
would  coDMder  it  to  be  an  inrraotion  of  the  law. 

1712.  And  endeavour  to  suppress  it? — And  endeavour  to  suppress  it. 

1713.  They  would  consider  it  aa  infraetion  of  the  spirit  of  the  law  f<«— I  thinb  sow, 

1714.  Have  tho  CommossioneFS  under  the  Act»  the  power  of  prohibiting  thet  eatabUshnoenl 
of  oertaia  unwbolaaoma  trades  after  the  passing  ofthe  Act? — Yes. 

1715.  Caa  they  iiiterbre  with  the  establiSioient  of  unwholesome  trades,  which,  were  in., 
emsteace  at  thatime  of  the  pasain^  of  the  Act  ? — ^That  is  a  very  difficult  question  to  decide. 
In  the  first  place^  the  wording  of  the  clause  has  been  repeatedly  referred  to^  but  we  find  it  '. 
bfMrdly  sufficiaally  defined  for  us  to  be  able  to  act  upon  it.  We  have  takeastep^  in  soBie*  cas^s 
and  have  suooeededin  effecting  improvements  under  the  powers  of  the  Act  of  Parliament,, 
not  compulsonly,  but  rather  in  a  spirit  of  persuasion  with  parties  to  do  se  and  so  and  they- 
have  done  it^  probably  from  the  fear  of  being  proceeded  against  more  stringently  ;  but  I  thiaL 
the  wording  of  the  clause  is  not  sufficiently  definite,  though,  that  of  course,  is  a  legal  questioo^ 

1716.  Referring. to  Section  108,  the  words  appear  to  be  as  follows:  ^^ThatiT  any  candlsf^ 
housov .  n^l^grhouse,  melttag-place^  or  8oap-*housei»  or  any  boibng-house- for  offal,  or  aay 
manulacrory  or  other  building,  place,  or  matter  erected*  made,  or  commenced  to  be  carried  on 
in  the  City  afier  the  conamencement  of  this  Act,  shall  be  certified  to  the  Conunissioners,"  and 
so  on^  do  not  the  termfi>  therefore,  of  the  clause  limit  it  to  manufactories  erected  after  the? 
commencement  of  the  Act  ? — I  have  strong  reasons  to  suspect  that  that  would  be  the  effect. 

1717.  Would  it  not  follow  that  the  Commissioners  have  no  power  over  unwholesome  trades 
of  that  class  which  were  in.  existence^  before  the  passing  of  the  Act  ? — If  such  were  the  cob>* 
stuaotion  of  the  clause,  it  would ;  but  we  have  not  yet  had  it  legally  decided. 

1718.  Has  any  attempt  been  made  to  apply  that  clause  to  any  manufactory  of  that  de- 
soiiption  7 — Attempts  have  been  made  by  complaining  parties,  but  proceedingi^  have  not  been 
takeui  by  the  CoRKnissioners  to  enforce  the  law-  under  the  clause ;  c^her  means  have  been 
resorted  to  which*  have  been  found  to  answer  the  end  to  a  very  great  extents 

1719w  You  aro  aware  that  the  Act  prohibits  the  trade  of  a  knacker  within  the  City? — Yes. 

1720.  Has  that  provision  been  carried  into  effect? — I  believe  that  there  are  no  knackers 
within  the  City  of  London.    I  do  not  .think  there  has  been  one  for  many  years. 

1721.  Is  not  the  effect  of  a  provision  of  that  sort  to  drive  the  knackers  to  other  parts  of  tt^^- 
metropolis  which  are*not  within  the  City? — Doubtless.  Just  out  of  the  City  1  understand 
there  are  several,  though  that  clause  of  the  Att  has  not  driven  them  there ;  they  have  not  for 
several  years  been  in  the  City. 

1722.  Does  it  appear  to  you  to  be  a  legitimate  principle  of  legislation  merely  to  change  the 
locality  of  unwholesome  trades^  by  making  one  part  of  the  metropolis  exempt  and  leaving  all 
others  subject  to  them? — Certainly  not.  There  cannot  be  a  doubt  that  the  law  should  be 
uniform  in  such  a  case  as  that.  It  would  be  exceedingly  desirable  that  the  law  should  be 
uniform  in  enactments  of  that  character;  but  we  have  notfaiag  to  do  but  with  the  adminis- 
tration of  it. 

1 723.  From  what  you  have  observed  of  the  administration  of  the  Act,  would  you  say  that  it 
is  expedient  that  all  regulations  with  respect  to  slaughter-houses,  and  with  respect  to  unwboli^- 
some  trades,  should  be  uniform  for  the  entire  metropolis? — I  think  so. 

1724.  Would  you  advise  that  the  provisions  of  the  Gty.  Sewers*  Act  should  be  extended  to 
the  entire  metropolis? —  Unfortunately  I  think  some  of  our  provisions  in  those  matters  are  not 
sufficiently  defined  to  be  very  useful ;  we  have  already  in  many  cases  found  them  to  le 
ineffectual  in  consequence  of  the  want  of  more*  distinct ^  powers;  they  have  been  open  t^ 
objections  and  difficulties,  but  we  have  got  our  eyes  upon  theou  The  Act.is  only  for  two 
years^  and  all  these  ara  maiters  which  must  come  before  the  Legislature  in  anothier  twelve 
months,  and  tb»  Commissien  will  endeavour  t#  have  the  Act  amended  in  that  respect;  no  doubt. 

1725.  Do  you  think  that  the  distinction  between  establishments  eadating  at  the  time  of  the* 
Act,  and  these  which  may  be  created  after  the  passing  of  the  Act,  could  be  applied  to  the 
entire  metropolis? — There  is  very  considerable  difficulty  in  applying  them  to  oltl  established 
trades.  As  I  before  obsenied,  the  first  diffienlty  that  presents  itself  is  to  decide  what  is  an 
unwholesome  tradb  and  what  is  an  injurious  trader  Very  many  trades  may  be^  conwlercd 
unwliolesome  by  some  persons,  whilst  a  majority  will  difltr  in  opinion.  Heaee,  ooosideraUe 
difficulty  presents  itself  to  define  what  is  an  unwholesome  trade.  Again,  it  is  difficult  to  tee 
bow  you  are  to  deal  with  a  trade  which  has  been-  established  and  going  on  for  several  yeaiB, 
because  some  persons-  may  represent  it  to  be  a  nuisance. 

17:^6  Take,  for  instance,  the  trade  of  a  talloft^-botler,  and,  assuminrthat  trade  to  be  an 
unwholesome  trade  according  to  the  provisions  of  this  Act,  an  establiinnieRt  existing  at  the 
time  of  its  passing  would  not  be  liable  to  the  restrictions;  whereas»  if  an  atteontwero  made  to 
set  up  another  similar  establishment  next-  door  toit,  it  would  be  prohibited.  Dees  that  appear 
to  you  to  be  a  good  principle  of  legislation? — I  should  think  not;  but  it  is  clear  that  in  the  . 
one  case  if  you  suppress  the  trade  you  commit  a  great  private  injary,  and  you.  must  give  a 
compensation,  which  is  a  very  difficult  and  extensive  question.  I  have  one  ease  in  my  mind 
where  the  house  has  been  in  existence  perhaps  a-  hundred  years*  one  of  the  largest  tallow** 
melters.  It  ha<i  been  complained  of  to- the  Comnnssionerff,  and  they  have  taken  steps  to  call 
upon  the  party  to  amend  the  system  under  which  he  carried  on  his  trader  which  he  has  dotH9 
spending  a  considerable  sum  of  money  to  effect  the  object  of  preventing  the  nnisaDce»  I  have 
reason  to  believe^  that  the  nuisance  has  been  to  a  goeal  extent  abated.  That  is  a  provieien 
which  is  made  in  one  clause  of  our  AcU 
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MINUTES  of  EVIDENCE  taken  before  the 


January  16,  1660. 

Mr.  J.  Daw. 
Mr.  W.  Santkr. 


1727.  Assuming  it  to  be  desirable  for  the  sake  of  the  public,  that  slaughter-houses  should 
be  subject  to  certain  regulations,  is  there  any  reason  why  those  regulations  should  not  be 
extended  to  existing  slaughter-houses  ?  and  why  th^  should  only  be  applied  to  slaughter* 
houses  established  after  the  passing  of  the  Act  ? — With  regard  to  slaughter-houses,  I  think 
the  case  is  rather  peculiar ;  they  may  be  more  easily  regulated,  but  I  think  the  same  regu- 
lations should  apply  to  all. 

1728.  Would  the  same  reasoning  apply  to  other  unwholesome  trades,  assuming  the  point  to 
be  determined  that  they  are  unwholesome? — Doubtless  it  would,  logically  speaking;  but 
there  is  a  difficulty,  practically,  when  you  have  to  deal  with  an  extensive  factory  carried  on 
with  a  costly  system  of  machinery,  perhaps,  and  where  the  business  has  so  existed  for  many 
years,  and  the  profits  may  be  very  considerable,  there  is  a  difficulty  in  suppressing  such  a 
concern  all  of  a  sudden.     It  cannot  be  done  without  compensation. 

1729.  But  to  place  it  under  reflations  you  -think  is  a  perfectly  justifiable  course  ?-^If  any 
regulations  can  be  provided  by  which  the  parties  can  be  compelled  to  improve  their  machinery, 
and  so  forth,  so  as  to  prevent  nuisance  to  the  neighbourhood,  that  would  be  clearly  within  the 
scope  of  justice,  and  might,  I  think,  fairly  be  made  matter  of  law. 

1730.  And  to  submit  to  an  inspection ?«- Yes,  certainly;  upon  the  principle,  that  no  man 
has  a  right  to  be  a  nuisance  to  his  neighbour;  that  might  clearly  be  carried  out 

1731.  (To  Mr,  Santhr.)  Is  there  any  reason  to  complain  of  the  state  of  the  sewerage  in 
Smithfield  or  Newgate  market,  arising  out  of  the  markets  themselves  ? — ^The  sewers,  more 
particularly  in  the  neighbourhood  of  the  markets,  are  flushed  or  cleared  out.  I  should  say 
there  is  not  more  accumulation  in  the  neighbourhood  of  the  markets  than  in  the  rest  of  the 
City. 

1732.  You  say  they  are  cleared  out.  Are  they  cleared  out  by  hand-labour  as  well  as  by 
flushing  7 — Yes.     If  the  flushing  will  not  operate  upon  a  sewer,  it  is  cleared  out  by  hand. 

1733.  And  you  say  there  is  no  more  nuisance  in  the  neighbourhood  of  the  markets  than  in 
the  rest  of  the  City?— No. 

1734.  Does  not  the  operation  of  flushing  send  a  great  quantity  of  foul  air  up  through  the 
gully  holes? — When  we  used  to  clear  out  the  sewers  only  once  a-year,  or  twice  a-year,  it  used 
to  be  so;  but  since  the  new  plan  of  flushing  has  been  adopted,  there  is  no  such  effi?ct  produced. 
In  the  flushing,  a  good  deal  depends  upon  the  wind.  A  south-westerly  wind  will  blow  up  the 
Thames,  and  confine  a  vast  deal  of  the  deposit  in  the  sewers,  more  particularly  on  the  northern 
side.  And  although  the  sewer  may  be  cleared  of  the  foul  air  that  comes  up  the  gully  holes, 
it  affects  the  habitations  in  very  heavy  oppressive  weather, 

[^Tke  fFitnesses  withdrew.'] 


Mr.  J.  Crm. 


Mr.  John  Cross  examined. 


1735.  Are  you  a  salesman  in  Leadenhall  market? — Yes. 

1736.  How  long  have  you  been  so?—- Between  20  and  30  years. 

1737.  Are  you  a  commission  salesman  ? — ^Yes. 

1738.  Is  your  business  in  Leadenhall  market  similar  to  that  of  the  salesmen  in  Newgate 
market  ? — Yes. 

1739.  How  many  meat-salesmen  are  there  in  Leadenhall  market? — Eight  or  nine. 

1740.  Were  there  as  many  when  you  first  began  the  business? — No;  not  so  many  by 
perhaps  two  or  three. 

1741.  Has  the  quantity  of  meat  which  has  been  sold  in  Leadenhall  market  increased  within 
your  memory? — ^The  quantity  sold  there  decreases  very  much. 

1742.  To  what  is  tnat  owing? — I  do  not  know,  except  it  is  that  Newgate  market  is  the 
principal  market,  owing  to  its  being  nearer  for  the  west  end  butchers^  Leadenhall  market 
being  principally  confined  to  the  east  end  trade,  and  such  a  great  deal  of  meat  goes  there,  that 
there  is  more  choice  for  the  buyers. 

1743.  Is  there  much  meat  sold  in  Leadenhall  market? — Yes,  there  is;  but  not  half  what 
there  was  20  years  ago. 

1 744  How  much  meat  do  you  suppose  is  sold  in  the  week  in  Leadenhall  market  ? — Perhaps 
there  may  be  as  many  as  700  or  800  or  1000  sheep  sold  in  the  course  of  the  week. 

1745.  How  many  beasts  are  sold  in  the  course  of  the  week  ? — Perhaps  100,  besides  a  great 
quantity  of  hind  and  short  quarters. 

1746.  Where  do  you  get  your  meat  from? — ^We  have  meat  from  out  of  Suffolk,  Norfolk, 
Essex,  and  all  that  way,  and  occasionally  from  Yorkshire  and  Lincolnshire. 

1747.  Does  any  come  from  Scotland? — Yes;  there  is  some  which  comes  to  Messrs.  Lee 
and  Stubbing ;  they  have  a  great  quantity. 

1748.  Your  supply  chiefly  comes  from  the  eastern  counties? — Yes. 

1749.  Have  you  sufficient  room  in  Leadenhall  market  to  dispose  of  your  meat? — Yes,  we 
have  plenty  of  room  in  the  market. 

1750.  And  plenty  of  room  to  bring  it  into  the  market  ? — ^Yes. 

1751  Do  you  attribute  the  diminished  quanti^  of  meat  sold  in  Leadenhall  market,  to  tt|e 
oonvenience  which  the  public  experiences  in  having  Newgate  market  as  a  dead-meat  market  ? 
— I  think  Newgate  market  has  come  to  be  so  very  large,  and  such  an  immense  quanty  of  meat 
goes  there,  that  most  people  go  there  because  they  find  there  ahnost  everytliing  that  they  want, 
attracting  even  some  of  the  east  end  trade. 

1752.  Is  that  market,  from  its  proximity  to  Smithfield  market,  important  for  the  public  ? — 
I  think  it  is,  because  it  is  very  contiguous  to  Smithfield  market. 
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1753.  What  is  the  difference  in  the  distance  between  Leadenhall  market  and  Newgate    January  16,  1850. 
market  from  Smithfield? — Newgate  market  is  close  to  Smithfield  market  

1754.  How  far  is  Leadenhall  market  from  Smithfield  market? — The  best  part  of  a  mile.  ^'  •^'  ^'*^'* 

1755.  Do  you  consider  that  it  is  a  very  great  convenience  that  the  dead-meat  market  should 
be  so  near  to  the  live-meat  market  ? — No ;  I  should  think  if  Newgate  market  was  up  at 
Saffron*hill  it  would  be  better  for  the  public,  and  then  it  would  be  very  handy  to  Smithfield, 
for  now  the  immediate  streets  are  all  blocked  up  with  the  waggons  and  different  things^  so  that 
one  can  scarcely  pass  up  to  9,  10,  or  even  1 1  oVlock  in  the  morning. 

1756.  Do  you  consider  it  a  matter  of  great  importance  that  the  dead  and  live-meat  markets 
should  be  close  to  each  other  ? — Not  so  very  close. 

1757.  Is  it  not  of  great  consequence  to  the  retail  dealer,  that  he  should  have  the  two  markets 
near  to  one  another? — For  those  that  come  out  of  the  country  it  is  very  convenient;  but  it 
is  not  so  important  to  people  that  live  round  about  and  who  ao  not  so  to  Smithfield  market, 
for  there  are  a  great  number  of  the  trade  who  do  not  go  to  Smithfield  market.  A  number  of 
country  butchers,  or  butchers  from  the  west  end  of  the  town  come  to  Smithfield  market,  and 
if  they  find  things  short  or  dear  there,  they  go  to  Newgate  market^  it  being  so  handy,  and  buy 
there  dead-meat. 

1757*.  If  the  dead-meat  market  was  two  miles  from  the  live- meat  market,  should  you  con- 
sider that  it  would  be  a  great  inconvenience? — I  should  think  it  would,  but  if  it  were  only  a 
quarter  of  a  mile  or  less,  or  anything  of  that  sort  from  the  live-meat  market,  I  do  not  think  it 
would  be  an  inconvenience. 

1758.  Why  would  it  be  an  inconvenience  if  the  dead-meat  market  were  two  miles  distant 
from  the  live-meat  market  ? — It  would  put  to  inconvenience  those  who  have  retail  shops,  and 
who  keep  no  horses  and  carts ;  they  would  be  at  a  greater  expense,  and  that  extra  expense  in 
getting  the  meat  home  would  enhance  its  price. 

1759.  Are  not  the  dead-meat  markets  daily  markets  ?— Yes. 

1760.  Is  not  the  e^eat  business  at  Smithfield  market  confined  to  one  day  in  the  week  ? — The 
principal  day  at  Smithfield  market  is  Monday,  but  a  good  many  parties  go  there  on  Friday  to 
ouy  meat. 

1761.  Does  it  not  follow  that  a  large  number  of  persons  must  attend  the  dead-meat  market, 
who  do  not  on  the  same  day  attend  the  live-meat  market? — Newgate  market  is  so  situated, 
that  it  is  handy  for  parties  living  a  quarter  of  a  mile  all  round. 

1762.  But  if  there  was  no  such  market  as  Smithfield  in  existence  there,  but  it  was  removed, 
and  Newgate  market  was  in  existence,  would  there  be  less  or  more  custom  than  there  is  now. 
Supposuig,  instead  of  Smithfield  market  being  where  it  is,  it  were  two  miles  distant  from  where 
it  is  ? — Of  course,  it  would  not  be  so  convenient  as  where  it  is  now. 

1763.  Would  the  custom  of  Newgate  market  be  materially  affected? — I  certainly  should 
say  that  it  would,  and  there  would  not  be  so  many  go  to  Newgate  market  as  there  are,  because 
it  being  so  very  handy  they  kill  two  birds  with  one  stone. 

1764.  lliat  is  on  the  particular  days  on  which  Smithfield  market  is  held? — Yes. 

1765.  But  on  the  other  days  ?— No. 

1766.  Supposing  the  Smithfield  market  were  removed  two  miles  off  from  where  it  at  present 
is,  and  that  Newgate  market  were  removed  to  Smithfield,  would  the  trade  continue  ? — I  do  not 
think  it  would  be  so  good  as  it  now  is,  and  there  would  be  a  greater  nuisance  from  more  things 
coming  back  again  into  the  City  than  there  is  now,  because  now  there  are  such  good  outlets  to 
the  east,  and  west,  and  north,  and  south.  After  customers  have  bought  their  meat^  a  few  can 
go  this  way,  and  a  few  go  that,  and  by  the  different  outlets ;  whereas  then  they  would  have  to 
come  in  double  droves,  and  it  would  be  a  great  inconvenience,  because  they  must  all  come  back 
again  through  the  streets. 

1767.  I  am  supposing  that  Smithfield  market  were  removed  two  miles  off  ? — ^That  would 
be  entirely  out  of  the  question,  I  think. 

1768.  Do  you  attend  Smithfield  market? — Occasionally  I  do. 

1769.  You  do  not  attend  Newgate  market  much? — No,  I  have  not  any  business  there. 

1770.  You  slaughter  a  great  many  animals  in  Leadenhall  market? — I  have  done  so,  but  I 
do  not  kill  so  many  now. 

1771.  Are  there  a  good  many  slaughter-houses  in  the  market? — ^There  are  no  slaughter- 
houses, but  a  few  cellars  where  me  things  are  killed. 

1772.  What  are  killed  in  those  cellars  ?— Sheep. 

1773.  How  many  sheep  should  you  say  were  killed  in  the  course  of  the  week  in  those  cellars  ? 
— Perhaps  on  the  average  about  500  or  600. 

1774.  Are  more  killed  there  in  summer  than  in  winter  ?-~ Yes,  and  more  so  in  hot  weather, 
as  the  country  dead  meat  then  comes  up  short. 

1775.  How  many  more? — ^That  depends  entirely  upon  how  the  trade  is.  Hiere  is  so  much 
country  meat  brought  in  dead  to  Leadenhall  market,  and  to  the  different  markets,  that  you  do 
not  require  to  have  so  many  killed  in  London,  because  the  country  meat  that  comes  up  must  be 
disposed  of;  and  therefore  we  cannot  kill  the  proportion  we  should  do,  in  case  there  wa:^  none 
broucrht  up  from  the  country. 

1776.  Is  the  business  of  Leadenhall  market  wholesale  or  retail? — Both  wholesale  and  retail. 
1777-  Is  the  greater  part  of  it  wholesale? — There  are  almost  aa  many  in  the  wholesale 

business  as  there  are  of  cutting  or  retail  butchers. 

1778.  Is  the  greater  quantity  of  meat  sold  by  wholesale  or  by  retail?— ^The  wholesale  and 
retail  markets  are  separate,  but  adjoin,  and  the  greater  part  is  sold  by  wholesale,  because  the 
different  buyers  from  the  different  streets  all  round,  and  especially  from  the  east  end,  come 
to  the  market  in  the  morning  to  buy  their  meat. 
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MINUTES  qf  EVIDENCE  taken  before  the 


Jamiaty  16, 1850.        1779.  Is  the  meat  which  is  sold  retail  of  an  inferior  quality,  or  is  it  good  meat? — It  is  good 
— —  meat ;  we  have  no  tradesmen  in  the  market  who  sell  inferior  meat. 

Mr.  /.  Cross,  1780.  Are  there  a  considerable  number  of  hides  sold  in  Leadenhall  market? — Yes. 

1781.  That  is  quite  a  separate  business  from  the  butchers? — Yes,  they  have  two  separate 
markets  adjoining  for  skins  and  hides. 

1782.  Do  the  butchers  sell  the  hides  to  those  dealers?— One  or  two  of  them  that  kill  20  or 
30,  or  40  beasts  a- week,  very  likely  sell  their  hides ;  but  the  hides  are  generally  sent  to  hide 
salesmen,  men  who  sell  hides. 

1783.  Do  you  know  what  the  nature  of  the  business  of  the  hide  sellers  is  ? — I  know  that  the 
hides  are  brought  to  the  hide  salesmen  to  sell ;  but  as  to  the  nature  of  the  business,  I  do  not 
know  anything  about  it 

1784.  Where  are  the  hides  brought  from? — Prom  all  pfirts. 

1785.  How  are  they  brought? — Some  are  brought  by  the  carriers,  and  some  bring  their 
own  up ;  and  the  hide  salesman,  or  the  sheep-skin  salesman,  sends  his  cart  collecting  every 
night. 

1786.  How  soon  after  the  sheep  are  killed  are  the  hides  brought  to  the  hide  market? — If 
the  weather  will  admit  of  it,  if  it  is  cold  weather,  they  keep  the  hides  three  ot  four  days.  On 
Monday  they  short  kill,  and  then  on  Tuesday  they  may  kill  a  few  more,  and  so  on  daily  to 
the  end  of  the  week ;  and  if  the  weather  is  cold,  they  keep  the  hides  till  they  get  a  number,  or 
till  the  latter  end  of  the  week,  when  they  kill  for  the  Saturday's  supply,  and  then  they  may 
have  a  dozen  hides  or  more.     Some  of  those  who  slaughter  largely  may  sell  their  own  hides. 

1787.  Do  the  hide  salesmen  sell  on  their  own  account,  or  on  account  of  (heir  employers  ? — 
On  account  of  their  employers. 

[The  PFitness  withdrew.] 


Mr.  /•  Batterhwry. 


Mr.  John  Henry  Batterbury  examined. 

1788.  What  office  do  you  hold  in  the  Metropolitan  Commission  of  Sewers  ?— I  am  inspector 
of  flushing. 

1789.  Does  that  office  lead  you  to  inspect  the  sewers  hi  the  neighbourhood  of  the  nseat 
markets  and  slaughter-houses  ?— It  does. 

1790.  Do  the  duties  of  that  office  make  you  acquainted  with  the  character  of  the  difierent 
sewers,  and  the  atmosphere  in  those  sewers  ? — Yes,  quite  so. 

1791.  Can  you  give  the  Commission  any  information  respecting  the  character  of  the  sewers,  and 
the  atmosphere  in  them,  in  the  immediate  neighbourhood  of  the  meat  markets  and  slaughter- 
houses as  compared  witii  other  parts  of  London  ? — Yes.  Newport  market  sewer  I  have  just 
had  instructions  to  cleanse.  It  was  very  foul,  and  the  smells  were  very  offensive  when  we  first 
opened  it ;  but  we  have  removed  the  whole  of  the  deposit.  Yet  notwithstanding  that  this  sewer 
is  clean,  and  the  sewers  in  the  neighbourhood  also  clean,  the  atmosphere  of  the  sewer  is  still 
very  offensive,  from  the  slaughter-house  drains  constantly  discharging  foul  effluvia  into  it,  pro- 
ceeding, no  doubt,  from  the  retention  of  a  portion  of  the  refuse  sent  into  them. 

1792.  How  was  that  deposit  removed?— It  wias  removed  in  water,  by  manual  labour,  by 
flushing ;  (hat  is,  by  collecting  a  large  body  of  wacter  and  letting  it  off  suddenly,  so  as  to 
remote  the  deposit  suspended  in  water,  aided  by  trucks  in  the  sewer.  The  deposit  was 
sent  into  the  St.  Martin*s-lane  sewer,  where  there  was  a  good  current  of  water,  which  carried 
it,  without  further  aid,  into  the  Thames. 

1793.  When  you  say  that  the  deposit  was  "  removed,"  do  you  mean  that  it  was  removed  by 
hand,  and  then  carted  away  ?— No,  it  was  removed  in  the  sewer,  suspended  in  water,  to  the 
Thames.     None  of  it  was  raised  to  the  surface  or  carted  away. 

1794.  It  was  stirred  up  and  then  flushed?— Yes,  whilst  underwater,  to  aid  in  keeping  the 
heavier  portion  in  suspension  whilst  the  flush  of  water  was  acting  on  it. 

1795.  What  do  you  think  is  the  influence  of  such  matters  as  get  into  the  sewers  from  a 
market  like  Newport  market  upon  the  atmosphere  which  escapes  from  the  neighbouring  gul- 
ley-holes  ? — It  would  undoubtedly  be  most  offensive,  and  I  conceive  would  be  extremely  pre- 
judicial to  the  health  of  the  locality. 

1796.  Do  you  know,  from  your  own  experience,  that  the  air  which  escapes  from  the  gulley- 
holes  in  the  vicinity  of  slaughter- houses  and  meat  markets  is  more  offensive  than  the  air  which 
escapes  from  the  gulley-holes  in  other  parts  of  London  ? — I  know  that  the  sewers  recaving 
matter  from  slaughter-houses  and  meat  markets  are  peculiarly  offensive.  I  have  traversed  a 
very  large  number  of  sewers,  and  find  this  to  be  the  invariable  condition. 

1797.  Do  you  find,  in  traversing  the  sewers,  a  great  difference  when  you  approach  a 
slaughter-house  ? — Yes  ;  even  when  one  butcher  kills  you  can  smell  it  very  strongly  in  the 
sewer,  if  there  is  not  a  good  current  of  water  to  carry  the  refuse  sent  into  it  away  at  once. 

1798.  Are  you  acquainted  with  Silver-street,  Golden  square  ? — ^Yes. 

1799.  Have  you  had  many  complaints  of  the  effluvia  from  the  gulley-^holes  there? — Yes; 
there  is  one  near  a  butcher's  shop  which  has  been  complained  of.  We  have  had  the  sewer 
cleansed,  but  still  there  is  a  noxious  effluvia,  which  I  have  no  doubt  proceeds  from  the  drains 
frequently  retaining  the  offensive  matters  sent  into  them. 

1800.  Is  there  a  large  slaughter*-house  near  there  ? — Yes.  I  have  known  several  cases 
where  the  drains  from  butchers'  shops  come  in,  and  the  effluvium  is  very  bad  indeed,  even  where 
there  is  no  deposit  in  the  sewer. 

1801.  Can  you  flush  the  sewers  effectually  so  as  to  prevent  the  nuisance  arising  froift 
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slaughter-houses? — ^Those  which  are  regularly  formed,  in  good  condition,  and  that  have  some 
fall,  we  can  thoroughly  flush ;  but  there  are  very  many  of  the  sewers  with  irregular  inverts, 
in  bad  repair,  and  that  are  at  lower  levels  than  their  outlets^  forming  cesspools,  these  it  is 
almost  impossible  to  flush ;  but  even  with  a  very  small  fall,  where  the  inverts  are  regular, 
the  work  can  be  perfectly  done. 

1802.  The  main  object  of  a  sewer  is  to  carry  off  as  rapidly  as  possible  any  offensive  decom- 
posing matter? — Sewers  should  be  so  formed,  I  conceive,  as  to  carry  off  rapidly  and  con- 
tinuously all  offensive  decomposing  or  other  matters  sent  into  them.  But  most  of  the  present 
sewers  retain  a  large  proportion  of  the  offensive  matters,  hence  the  necessity  for  artiflcial 
means  of  cleansing  them,  so  that  one  of  two  modes  has  to  be  resorted  to ;  either  the  offensive 
matters  have  to  be  removed  at  distant  intervals,  generally^  imder  the  old  system,  when  they 
bad  accumulated  to  such  an  extent  as  to  stop  up  the  house- drains,  and  were  complained  of  on 
that  account,  and  which,  under  the  old  system,  would  have  been  by  lifting  the  deposit  to  the 
surface  of  the  streets  and  carting  it  away,  or  accumulations  would  be  prevented  by  frequent 
flushing,  as  now  practi$e4>  the  whole  of  the  work  being  carried  on  underground  within  the 
sewers. 

1803.  And  you  find  it  at  the  present  period  a  difficult  task  to  do  it  effectually  ?-— There  are 
many  conditions  which  render  the  effectual  performance  of  this  work  a  matter  of  great  dif* 
Acuity  in  a  great  number  of  sewers,  as  in  many  the  levels  are  very  defective,  being  below  their 
outlets,  frequently  falling  the  reverse  way,  and  thus  forming  cesspools,  or  they  are  in  a  bad 
state  of  repair ;  and  in  the  low  districts,  where  the  sewage  is  penned  back  for  five  or  six  hours 
every  tide,  flushing  can  6nly  be  resorted  to  during  the  intervals :  and  as  accumulations  na- 
turally take  place  to  a  much  greater  extent  in  sewers  so  situated,  much  more  in  proportion  has 
to  be  removed,  and  the  difficulties  of  removal  are  proportionately  increased. 

1804.  Would  it  be  important  to  prevent  as  much  as  possible  the  ingress  into  the  sewers  of 
such  offensive  decomposing  animal  and  vegetable  mater  ? — Yes ;  I  should  say  so>  decidedly^ 
in  the  present  system. 

1805.  Do  you  apprehend  that,  in  removing  the  matter  from  one  place,  you  only  drive  it 
lower,  or  do  you  think  you  get  rid  of  the  whole  into  the  Thames  ? — ^We  invariably  follow  the 
matter  till  it  gets  into  a  current  that  will  carry  it  right  away  into  the  Thames. 

1806.  You  think  it  is  carried  away? — I  know  it  is,  because  I  have  myself  examined  every 
one  of  the  sewers  ijnder  my  charge.  I  have  gone  through  all  that  it  is  possible  to  go 
through. 

1807*  Do  you  find  considerable  increase  of  decomposing  matters  arising  from  the  slaughter- 
houses as  compared  with  other  parts  of  the  sewers  ? — Yes,  a  very  considerable  increase.  I 
have  been  in  many  sewers  where  heaps  are  formed  in  a  very  short  time  by  the  sweepings  from 
the  slaughter-houses,  composed  of  coagulated  blood  and  the  general  refuse  of  such  places. 

1808.  Do  you  consider  that  the  present  system  of  flushing  remedies  the  evil  arising  from  the 
great  quantity  of  decomposing  matter  in  those  slaughter-houses  ? — The  system  of  flushing 
would  remove  all  decomposing  matter  sent  from  the  slaughter-houses  bto  the  sewers,  where 
these  were  regular  jand  had  some  fall,  and  it  would  thus  relieve  the  neighbourhood  of  so  much 
of  the  impurity.  But  as  the  present  brick  and  mortar  drains  retain  a  large  amount  of  foul 
decomposing  offen^ve  matter,  which  emits  offensive  effluvia,  and  which  is  sent  into  the  sewer, 
and  from  thence  finds  its  way  to  the  external  atmosphere,  the  relief  afforded  by  flushing, 
although  very  considerable,  is  partial  in  its  operation,  so  that  the  system  of  flushing  must  be 
looked  upon  as  a  palliative  of  tne  evil,  rather  than  as  a  complete  remedy. 

1809.  Have  you  examined  the  sewers  in  the  neighbourhood  of  Clare  market? — Yes. 

1810.  In  what  condition  are  they? — ^They  are  now  in  very  good  condition,  being  tree  from 
deposit,  from  being  periodically  flushed ;  but  very  offensive  dmells  proceed  from  the  drains  of 
the  slaughter-houses,  &c.  rendering  the  atmosphere  of  the  sewers  offensive. 

[The  fFttness  withdrew.] 

Adjourned  to  Wednesday  next  at  12  o*clock. 


January  16,  1850. 
Mr.  J.  Batterbury. 


Wednesday,  January  23, 1850. 
George  Cornbwall  Lewis,  Esq.,  in  the  Chair. 

Mr.  Francis  Hutchinson  examined  January  23,  1850. 

1811.  Are  you  the  medical  officer  of  the  West  London  Union? — I  am  of  the  north  district.    Mr.  F.Huichmsan. 

1812.  Is  that  a  district  which  comprehends  Smithfield  ? — It  is. 

1813.  What  are  the  boundaries  of  the  district? — It  comprises  the  whole  of  Smithfield.  It 
is  bounded  on  the  west  side  by  Farringdon-street  and  Victoria-street,  and  on  the  north  side  by 
West-street  and  Long-lane;  on  the  east  side  the  boundary  includes  St.  Bartholomew 's-close 
and  tlie  hospital,  and  continues  along  the  Old  Bailey  to  Fleet-lane,  which  forms  its  boundary 
on  the  south  side. 

1814.  Are  you  in  the  habit  of  visiting  the  poor  at  their  houses,  in  the  neighbourhood  of 
Smithfield?— lam.  «         r  ^ 
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1815.  How  long  have  you  held  your  present  office? — About  two  years  and  a  half. 
been  in  practice  for  the  last  20  jrears  in  that  neighbourhood. 

1816.  Has  your  practice  lam  at  all  among  the  poor? — Partly;  very  much  since  I  have 
been  connected  with  tne  Union. 
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January  23, 1850.  1817.  Have  you  made  any  observations  as  to  the  health  of  persons  residing  near  Smithfield 
^  market  ? — I  have. 

VLt.  F.  HutdttMon.  1818.  What  has  been  the  result  of  your  observations? — I  am  not  aware  that  the  market 
itself  is  at  all  injurious  to  the  health  of  the  immediate  neighbourhood^  but  I  think  that  some  of 
the  adjuncts — some  of  the  trades  carried  on  in  connexion  with  the  market^  may  have  been, 
and  I  have  no  doubt  are^  decidedly  detrimental  to  health, 

1819.  To  what  trades  do  you  particularly  refer? — I  mean  the  slaughter-houses,  the  bone* 
boilers,  and  the  knackers*  yards  which  are  indirectly  connected  with  Smithfield^  but  not  directly. 

1820.  Have  you  ever  traced  a  close  connexion  between  an  inferior  state  of  health  in  a  town, 
and  the  existence  of  any  unwholesome  trade  ? — ^We  find  that  those  places  where  slaughter-hous^ 
exist  are  almost  invariably  dirty  and  filthy,  and  the  dwellings  are  neglected,  such  as  Fox  and 
Knot-court,  Three  Diamond-court,  and  Bear-alley;  those  are  the  only  places  where  they  have 
slaughter-houses  in  the  district.  Tliose  courts  are  exceedingly  unhealthy ;  many  persons  who 
live  in  the  immediate  vicinity  suffer  from  fevers  and  diseases  of  that  kind. 

1821.  Are  you  acquainted  with  the  sanitary  provisions  of  the  City  Sewers  Act? — I  cannot 
say  that  I  am. 

1822.  Have  you  observed  whether  the  inspection  that  is  carried  on  under  that  Act  has  pro- 
duced any  improvement  in  the  state  of  the  slaughter-houses  ? — I  think,  decidedly.  I  have 
been  repeatedly  called  upon  to  visit  some  of  the  slaughter-houses,  and  I  have  reported  upon 
them ;  they  have  been  kept  much  cleaner  of  late.  I  believe  the  City  authorities  have  done  a 
great  de.al  of  late  years  to  improve  the  sanitary  condition  of  the  City. 

1823.  Are  you  of  opinion  that  the  slaughter-houses  in  the  neighbourhood  of  Smithfield,  in 
their  present  state,  are  injurious  to  health? — I  think  so.  I  think  that  where  there  is  a 
slaughter-house,  it  is  impossible  to  avoid  a  great  deal  of  filth,  and  the  inhabitants  in  the  imme- 
diate neighbourhood  1  have  always  found  to  be  dirty  in  their  habits.  Their  houses  are  so 
much  neglected  that  hardly  any  persons  of  decent  calling  will  live  in  those  places,  and  as  far  as 
I  have  seen,  they  are  abandoned  almost  entirely  to  the  lowest  of  the  Irish  and  to  the  worst  of 
our  countrymen.  They  appear  to  be  almost  always  the  resort  of  bad  characters,  pickpockets, 
and  persons  of  that  kind. 

1824.  Is  the  health  of  that  population  inferior  to  that  of  a  more  decent  population? — No 
doubt  of  it. 

1825.  Would  you  advise  that  slaughter-houses  should  be  absolutely  prohibited  within  the 
City? — I  think  so ;  they  are  the  source  of  a  great  deal  of  illness  and  misery. 

1826.  Would  you  extend  that  prohibition  to  the  entire  metropolis,  oc  would  you  confine  it  to 
the  City? — I  think  it  should  apply  to  the  whole  metropolis, — at  least,  wherever  there  is  a 
crowded  neighbourhood. 

1827.  Have  you  been  able  to  perceive  that  the  market  of  Smithfield,  strictly  so  called,  that 
is  to  say,  the  space  which  is  used  on  Mondays  and  Fridays  for  the  sale  of  animals,  exercises 
any  deleterious  influence  upon  the  health  of  the  inhabitants  of  the  district  ? — I  have  no  reason 
to  think  so.  I  am  led  to  believe,  and  have  always  considered  that  on  the  market  days,  Mondays 
and  Fridays,  it  is  perhaps  a  great  nuisance.  But  it  is  a  great  deal  counterbalanced  by  having 
such  a  large  space  unoccupieid  the  rest  of  the  week.  The  centre  of  Smithfield  now  is  kept  as 
clean  as  a  market  can  be  kept.  I  believe  that  the  filth  which  must  necessarily  accumulate  on 
the  market  days  is  removed  vei^  speedily  by  the  City  authorities.  I  do  not  imagine  that 
Smithfield  market  of  itself  exercises  any  deleterious  effects  upon  the  health  of  the  population 
in  its  immediate  neighbourhood. 

1828.  Are  you  acquainted  with  the  opinions  of  other  professional  gentlemen  in  the  neigh- 
bourhood upon  the  subject? — Yes.  They  consider  that  it  is  on  the  market  days  a  nuisance,  oa 
account  of  crowding  an  immense  quantity  of  cattle  in  too  small  a  space,  and  the  cruelties,  which 
are,  perhaps,  a  necessary  consequence. 

1829.  Confining  your  attention  to  the  subject  of  health,  what  would  you  say  was  the 
professional  opinion  of  competent  judges  in  that  neighbourhood,  as  to  the  effect  upon  health,  of 
the  market  strictly  so  called  ? — Merely  as  regards  the  market,  I  believe  it  is  their  opinion  that 
it  is  a  fine  open  space,  and  that  the  nuisance  of  the  market  on  market  days  is  perhaps  counter- 
balanced by  the  benefit  which  the  neighbourhood  receives  by  its  being  an  open  space  on  other 
days. 

1830.  Do  you  happen  to  know  anything  about  Cloth  Fair  and  that  neighbourhood? — 
Yes. 

1831.  Are  there  not  some  very  narrow  courts  there? — Yes,  very  narrow  and  unhealthy. 
Many  of  those  houses  I  consider  to  be  unfit  for  human  habitation. 

1832.  Does  that  unheal thiness  at  all  arise  from  the  proximity  of  the  place  to  Smithfield? — I 
am  afraid  that  has  something  to  do  with  it;  Smithfield  draws  together  a  great  many  bad 
characters.  That  is  one  of  the  oldest  parts  of  London  which  was  not  destroyed  by  the  fire  of 
London,  and  many  of  the  houses  are  perhaps  the  oldest  in  the  City.  They  are  merely  made 
of  lath  and  plaster,  and  ought  to  come  down. 

1833.  Do  you  know  the  state  of  health  generally  of  that  particular  district? — The  district 
is  in  a  very  dirty  state ;  we  have  a  great  deal  of  illness  there  generally. 

1834.  Are  the  inhabitants  of  those  courts  in  any  way  connected  with  Smithfield  market? — 
I  think  many  of  them  are  slaughtermen  and  others  connected  with  the  business  of  the  mariiet. 
Those  courts  are  so  dirty  that  respectable  artizans  or  porters  will  not  reside  in  them,  and  they 
are  abandoned  to  the  lowest  of  our  own  countrymen  and  to  the  poor  Irish.  The  result  is,  that 
the  poor*s  rates  are  very  much  increased  by  having  those  people  to  maintain. 

1835.  In  what  parish  are  those  courts  situated  ?— Chiefly  in  St  Bartholomew's  the  Great 
and  St.  Sepulchre's. 
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1836.  In  the  course  of  your  experience,  have  you  found  the  small-pox  more  than  usually    January  23,  1850. 

prevalent  in  the  neighbourhood  of  Smithfield  ? — I  cannot  say  that  I  have ;  we  have  recourse  to  

vaccination  to  a  great  extent,  and  we  do  not  meet  with  many  cases  of  small-pox  now :  formerly  '  -"'^^'*^"*^' 

it  has  at  different  times  been  very  prevalent  here. 

1837.  Has  the  system  of  gratuitous  vaccination  been  effectual  in  that  Union  in  preventing 
small-pox  ? — I  think  it  has  to  a  great  extent. 

1838.  Two  or  three  years  ago  you  state  that  small-pox  was  prevalent  in  that  neighbour- 
hood ? — ^We  had  it  at  certain  times,  but  not  generally.  We  have  occasionally  an  outbreak  of 
disease,  and  it  may  go  on  with  severity  for  some  time,  and  then  it  passes  away. 

1839.  In  those  crowded  and  filthy  places  in  the  immediate  neighbourhood  of  the  knackers' 
yards  and  slaughter-houses^  do  the  ordinary  children*s  maladies,  such  as  scarlet  fever,  put  on  a 
more  putrid  or  fatal  tjrpe  than  usual.  Have  you  observed  any  peculiarly  severe  modification 
of  those  diseases  which  you.  consider  to  be  connected  with  that  locality? — 1  have,  certably ;  we 
see  a  great  deal  of  an  unhealthy  state  of  the  system  produced,  such  as  scrofula. 

1840.  The  ordure  vou  state  is  removed  rapidly  and  tolerably  completely  from  Smithfield 
after  the  market  days? — Yes. 

1841.  Is  the  fluid  excrement  likewise  removed? — It  is  removed  immediately  after  the 
market  day ;  it  is  never  allowed  to  remain  there  for  any  length  of  time. 

1842.  What  eflfect  do  you  suppose  would  be  produced  upon  the  atmosphere  by  the  per- 
colation of  urine  from  so  many  thousands  of  sheep  and  beasts  twice  a-week  in  the  soil  for  so 
long  a  period  of  time? — Of  course,  like  every  other  offensive  matter,  it  would  be  injurious  to 
a  certain  extent ;  but  the  market  is  paved,  and  I  do  not  think  much  of  it  remains,  though  a 
certain  portion  of  it  may  pass  between  the  stones. 

1843.  Do  you  think  it  is  desirable  that  a  system  of  things  should  be  allowed  by  which  "a 
vast  mass  of  offensive  matter  is  produced  which  cannot  be  removed  by  ordinary  scavangering 
(which  only  deals  with  the  solid  and  removable  excrements)  ;  a  system  of  things  which  must 
necessarily  cause  the  soil  to  be  permeated  by  the  urine  and  fluid  excrements  of  those  animals. 
Is  it  conformable  to  our  ideas  of  what  should  be  done  for  the  health  of  a  crowded  city  to  have 
a  space  in  the  centre  of  the  City  liable  to  those  contingencies  ? — I  am  quite  aware  that  it  would 
be  better  that  we  should  be  without  it  as  regards  the  health  of  the  City. 

1 844.  Have  you  observed  any  peculiar  modification  of  the  diseases  in  the  neighbourhood 
except  the  tendency  of  scarlet  fever  and  other  diseases  to  take  on  a  putrid  and  fatal  type.  Are 
there  any  other  forms  of  diseases  which  you  attribute  to  the  bad  atmosphere  of  those  localities  ? 
— I  think  that  fevers  are  the  chief  diseases  that  we  meet  with,  and  many  of  those  are  engen- 
dered, I  believe,  by  the  habits  and  homes  of  the  people,  and  are  not  entirely  referable  to  the 
locality  in  which  they  live. 

1845.  If  you  were  called  to  a  case  of  scarlet  fever  in  one  of  those  localities,  should  you 
expect  it  to  assume  a  more  dangerous  and  fatal  form  than  in  a  healthy  locality  ? — Yes  ;  but  I 
ascribe  much  of  that  to  the  people  themselves ;  they  are  naturally  dirty  in  their  habits,  and 
their  houses  are  in  a  very  bad  state. 

1846.  You  do  not  consider  the  cause  to  be  the  proximity  of  Smithfield,  but  the  low  and  filthy 
condition  of  the  houses? — ^Yes;  but,  as  I  said  before,  I  think  a  great  deal  depends  upon  the 
slaughter-houses.  In  all  those  places  where  the  slaughtering  business  is  carried  on,  the  houses 
are  so  neglected  and  so  filthy,  that  no  artizans,  porters,  or  persons  of  that  class,  of  any  cha- 
racter, will  live  in  them. 

1847.  This  unhealthy  state  of  the  neighbourhoods  relates  to  Smithfield  market,  inasmuch  as 
the  trades  which  make  those  places  unhealthy  are  connected  with  the  existence  of  the  market  in 
that  locality  ? — Just  so. 

1848.  You  know  that  there  is  Bartholomew's  Hospital  there? — Yes. 

1849.  Are  you  aware  of  the  opinions  of  the  medical  officers  of  that  establishment  respecting 
Smithfield  market  ? — ^Yes. 

1850.  What  is  their  opinion  ? — 1  saw  in  one  of  their  Reports  that  they  think  the  open  space 
is  very  important  for  the  well-being  of  the  Hospital. 

1851.  Do  they  complain  of  sickness  being  caused  by  the  proximity  of  the  market? — No, 
the  slaughter-houses  are  not  near  the  Hospital ;  they  are  on  the  other  side  of  Smithfield. 

1852.  Are  you  aware  that,  during  the  period  of  the  cholera,  there  was  not  a  single  case  in 
the  immediate  vicinity  of  Smithfield? — ^No;  there  were  a  great  many  in  the  immediate 
vicinity. 

1853.  Where  ? — In  the  courts  around — in  Fox  and  Knot-court,  in  Bear-alley,  in  Cock-lane, 
in  Hofiier-Iane,  in  West-street,  and  other  places ;  but  I  believe  not  in  Smithfield  itself. 

1854.  Those  places  are  on  the  west  side  of  Smithfield  ? — ^Yes. 

1855.  Do  you  know  of  any  cases  in  the  Bartholomew's  district  ? — ^We  had  cases  in  the 
Bartholomew's  district ;  I  think  Mr.  Simon  (who  is  here)  would  be  able  to  give  more  precise 
information  upon  these  matters.  But  in  West-street,  at  the  workhouse  for  instance,  many 
died.  As  regards  Smithfield,  I  believe  that  the  market  had  nothing  to  do  with  the  cholera  ; 
I  cannot  trace  the  slightest  connexion  between  the  market  and  that  disease. 

1856.  Are  you  aware  that  the  medical  oflicers  of  St.  Bartholomew's  Hospital  generally 
consider  it  a  very  healthy  site? — ^Decidedly ;  the  trades  in  connexion  with  the  market  are  much 
more  injurious  tlian  the  market  itself. 

1857.  Have  you  considered  the  probable  effect  upon  health  of  an  atmosphere  which  must 
receive  the  exhalations  from  a  soil  saturated  with  the  fluid  excrement  of  animals? — It  has 
been  a  market  for  many  centuries,  and  I  do  not  know  that  it  has  had  any  particularly  injurious 
effect  upon  the  persons  immediately  surrounding  it.  The  regulations  now  are  so  good,  and 
the  sewerage  so  much  improved,  that  I  do  not  think  it  is  more  injurious  than  other  places 
similarly  used  generally  are. 


Digitized  by 


Google 


94 


MINUTES  of  EVIDENCE  takm  Ufor$  the 


J«nuarj  23«  1850. 


1858.  If  the  state  of  the  atmosphere  hanpened  to  be  injurious,  St.  Bartholomew's  Hospital 
would  be  likely  to  suffer  ?-^— Yes ;  I  certainly  think  that  some  of  the  trades  connected  with  the 
market  are  far  more  iajurious  than  the  market  itself. 

[The  JFitneu  withdrew.] 


Mr.  R.  Maseley, 


Mr.  Robert  Mo99hy  examined. 


1859.  Are  you  the  traffic  manager  of  the  Eastern  Counties  Railway  7 — I  am, 

1860.  Has  the  transport  of  live  stock  to  London  by  railway  increased  lately  ? — ^Very  con- 
siderably. 

1861.  Is  it  principally  cattle  or  sheep? — There  is  an  increase  in  sheep,  and  there  is  an 
increase  in  oxen. 

1862.  What  railways  do  you  speak  of  particularly? — ^The  Eastern  Counties  Railway  and 
the  Norfolk  Railway. " 

1863.  Is  there  greater  facility  for  sending  live  stock  by  railway  than  in  any  other  mamer?* — 
Yes. 

.  1864.  Do  they  come  up  in  better  condition  if  sent  by  railway  than  if  thejr  walk  ?-— Yea. 

1865.  Is  any  dead  meat  sent  by  railway? — Yea,  very  consi^rable  quantities. 

1866.  At  what  times  of  the  year  does  it  principally  come? — The  heavy  season  for  dead 
meat  commences  in  December,  and  continues  till  the  end  of  February.  We  are  receiving 
dead  meat  throughout  the  year,  but  not  in  such  considerable  quantities  as  in  the  three  months 
which  I  have  mentioned. 

1867.  Does  the  transport  of  dead  meat  increase? — ^Yes,  it  does. 

1868.  Is  the  chief  part  of  the  dead  meat  beef  or  mutton  ? — From  Norfolk,  it  b  principally 
beef;  from  Lincolnshire,  principally  mutton. 

1869-  What  are  the  principal  counties  which  send  up  both  live  stock  and  dead  meat? — 
The  ^reat  supplies  come  from  Norfolk^  Suffolk,  Essex,  Cambridgeshire,  and  Lincolnshire. 

1870.  Has  the  effect  of  the  railways  been  to  obtain  supplies  from  a  greater  distance  than 
formerly  ? — Yes,  it  has. 

1871.  Is  that  effect  likely  to  increase? — I  think  it  is  ;  as  in  the  year  1845  the  quantity  of 
dead  meat  carried  on  the  Eastern  Counties  Railway  was  about  100  t<ms  per  week.  The  quan-^ 
tity  of  dead  meat  which  we  are  now  carrying  is  about  600  tons  per  week,  from  the  iacilities 
which  we  give  to  the  trade.  We  find  what  are  called  hampers  or  peds,  and  cloths,  and  small 
butchers  are  induced  to  hire  them,  who  make  it  quite  a  business  to  feed  a  little  stock  in  the 
country  and  send  it  up  to  London,  paying  us  a  moderate  rate  for  using  the  peds.  They  could 
not  afford  to  find  peds  themselves,  for  in  the  event  of  loss,  it  would  be  more  than  equal  to  any 
little  profit  that  could  be  obtained  in  the  sale  of  the  meat.  The  consequence  has  been  that  by 
the  construction  of  the  railway  through  those  producing  districts,  we  have  enabled  men  in  the 
country  to  connect  themselves  with  the  London  meat  markets.  Formerly,  they  were  com- 
pletely shut  out  by  expensive  road  conveyances,  they  wanted  cheaper  communication ;  the 
establishment  of  railways  has  benefited  them  considerably,  and  it  is  bringing  upon  our  railway 
an  enormous  increase  of  traffic. 

1872.  Do  all  those  cattle  go  to  Smithfield,  or  do  any  go  directly  to  the  butchers? — In  a 
general  way  they  are  landed  at  Tottenham,  that  is  the  Eastern  Counties  great  landing  f^ace 
for  live  stock ;  it  is  six  miles  below  London,  from  whence  they  are  walked  thence  to  the  lairs, 
where  they  rest  about  24  hours  and  then  taken  to  Smithfield  at  a  very  early  hour  on  Monday 
morning,  so  that  they  may  get  into  the  market  by  2  or  3  o'clock.  The  dead  meat  comes  to 
our  goods'  station  in  London,  from  whence  we  remove  it  to  Newgate  and  Leadenhall  markets 
by  our  vans  and  waggons ;  we  pitch  the  meat  at  the  various  salesmen*s  stalls. 

1873.  Have  you  ever  beard  complaints  with  respect  to  the  want  of  space  at  Newgate  and 
Leadenhall  markets  ? — At  Newgate  market  particidarly  so.  There  are  sometimes  standing 
in  the  morning  from  30  to  40  horses,  vans  and  waggons  laden  with  meat,  which  cannot  be 
pitched  on  account  of  the  limited  space  there  is  to  do  the  business  in ;  the  consequence  is,  that 
meat  which  ought  to  be  at  the  stalls  at  3  or  4  in  the  morning  b  not  pitched  till  6  or  7  o'clock. 
That  arises  much  from  the  want  of  increased  room.  But  when  the  Dutchers  get  the  meat  so 
late,  the  blame  of  the  late  delivery  is  sometimes  attributed  directly  to  a  r&ishap  on  the  railway. 
But  the  fact  is,  that  the  great  detention  arises  from  the  want  of  more  room  at  Newgate  market. 
We  also  pitch  a  considerable  quantity  of  game  and  poultry  in  addition  to  the  dead  meat.  We 
pitch  large  quantities  at  Leadenhall  market,  and  there  we  find  a  want  of  space  to  transact  our 
business.  I  allude  to  that  portion  of  Leadenhall  allotted  to  the  poultry  trade,  and  I  ccmsider 
that  if  our  business  continues  to  grow  as  it  has  done  of  late  years,  it  will  be  utterly  impossible 
to  manage  it  satisfactorily,  either  to  the  Railway  Company  or  to  the  consignees,  unless  more 
accommodation  is  given  in  the  markets  for  this  traffic. 

1874.  Do  you  know  what  use  is  made  of  Farringdon  market  ? — ^That  is  not  used  so  much 
for  dead  meat ;  we  pitch  in  the  season  a  considerable  quantity  of  vegetables  there,  but  not 
much  dead  meat ;  our  general  consignments  are  to  Newgate  and  Leadenhall. 

1875.  How  early  in  the  morning  do  you  begin  to  send  to  Newgate  market  from  the  railway 
station  ? — We  commence  on  arrival  of  the  first  train,  at  1  o'clock  in  the  morning,  and  we  con- 
tinue to  pitch  the  meat  till  6  or  7  o'clock  ;  sometimes,  and  more  particularly  during  the  past 
Christmas,  we  pitched  in  a  week  about  1,000  tons  of  dead  meat,  game  and  poultry. 

1876.  Supposing  you  began  at  1  o'clock,  and  that  you  had  space  sufficient  at  Newgate 
market,  how  soon  could  you  get  through  the  deliveries? — I  think  we  should  get  through  the 
deliveries  fully  two  hours  earlier  than  at  present,  and  those  two  hours  would  be  of  the  greatest 
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posable  advantage  to  the  trade.     The  object  is  to  get  the  meat  on  the  standing  at  5  o'clock  at    JFttnnarj  23, 1850. 
the  latest,  and  as  much  earlier  as  possible.  ^    nH^n^ieu 

1877.  Are  you  aware  of  the  capacity  of  Farringdon  market? — I  am  not.  ^'    '     <>**^* 

1878.  Is  it  important  to  you,  that  those  markets  to  which  you  send  Eve-stock  and  dead  meat, 
should  be  in  imroediate  proximity  to  each  other? — Yes.  If  we  could  get  very  near  to  the  market 
by  railway,  a  large  sum  of  money  would  be  saved  to  the  public  in  this  way.  The  meat  is 
carted  to  the  markets  in  London  from  the  railway^  and  there  is  a  charge  for  that  cartage. 
Then  the  meat  is  pitched  from  the  waggons  on  the  stalls,  and  for  which  there  is  a  second  charge, 
I  should  think  that  upon  what  is  brought  by  our  company  alone,  involves  an  expense  of  about 
7,000/.  a-year,  consequent  upon  the  break  between  the  markets  and  or  railway  termini. 

1879.  Supposing  there  were  a  railway  communication  straight  to  the  live-meat  market  froih 
the  Eastern  Counties  railway,  would  tiiat  cause  a  great  saving  to  the  public  ? — ^Decidedly,  and 
it  would  prevent  much  harm  arising  to  the  meat.  The  oftener  it  is  removed,  the  more  it 
deteriorates  in  value. 

1880.  The  question  refers  to  live-stock.  Supposing  that  instead  of  being  stopped  at  Tcrtten- 
ham  and  walked  to  the  lairs,  and  then  to  Smithfield,  you  had  a  railway  communication  straight 
to  the  live-meat  market,  would  that  be  a  great  advantage  ? — It  would,  decidedly. 

1881.  Supposing  there  were  also  a  railway  communication  to  the  dead-meat  market,  would 
that  also  be  of  great  advantage  ? — I  apprehend  that  would  be  a  decided  advantage  to  the 
public. 

1882.  Is  there  much  deterioration  in  meat,  both  live  and  dead,  from  moving  it  about? — 
There  is. 

1883.  To  any  considerable  amount? — ^The  dead  meat  suffers  by  the  several  removals. 
When  live-stock  is  sent  from  Norfolk,  for  example,  it  comes  to  the  lairs  and  remains  there  for 
24  hours,  and  that  is  an  expense,  of  course,  to  the  grazier.  I  think  it  would  be  found  in  practice, 
that  if  the  market  were  close  to  the  railway,  the  rules  would  be  to  retain  the  beast  in  the 
homestead  stall  a  day  longer,  and  then  bring  it  direct  into  the  market. 

1884.  Supposing  Smithfield  market  were  held  on  Tuesday  instead  of  Monday^  would  it  be 
the  practice  to  keep  live  stock  two  days  longer  in  the  homestead  7 — It  must  leave  the  gracier 
on  the  Monday  for  the  Tuesday  morning's  market.  The  great  bulk  n^w  leaves  Norwich  -on 
the  Saturday,  and  it  arrives  at  Tottenham  in  the  afternoon,  some  on  Sunday. 

1885.  How  many  hours  are  they  in  going  from  Norwich  to  IJcMKlen  ?^— The  airerage  time 
that  we  are  now  working  that  traffic  is  seven  hours  and  a  half. 

1886.  So  that  a  grazier  near  Norwich  ought  to  be  informed  on  the  Monday  nM)rJUttg,  that 
stock  will  be  wanted  for  the  Tuesday  morning's  market  ? — Yes. 

1887.  Do  you  carry  live-stock  by  the  head  or  by  the  truck  ? — In  general  we  ^jarry  it  by  the 
head. 

1888.  That  is  much  better  for  the  beasts,  is  it  not ;  are  they  not  less  crowded  ? — ^It  has  this 
effect,  that  if  you  charge  by  the  head,  the  man  in  charge  of  the  stock  is  not  so  anxious  ta 
thrust  so  many  into  a  truck ;  but  if  you  charge  by  the  truck  he  is  less  particular  in  that 
respect, 

1889.  Do  you  think  that  a  live  and  a  dead-meat  market  in  close  proximity  with  each  Mher, 
and  also  in  close  proximity  with  a  railway  station,  would  cause  great  economy  to  the  public  ? 
— I  am  sure  of  it. 

1890.  To  a  very  large  amount? — ^To  a  very  large  amount;  great  quantities  of  lean  stock 
for  the  last  three  years  have  been  coming  out  of  Scotland,  and  going  across  to  the  grazing 
districts  of  Norfolk  to  be  fattened.  We  have  had  that  traffic  now  for  about  three  years  in  con- 
nexion with  the  London  and  North  Western  Company,  and  every  year  we  find  it  increashig 
almost  twofold. 

1891.  That  arrangement  would  imply  that  the  great  wholesale  dead-meat  market  should, 
like  the  live-meat  market,  be  extramural  ? — Just  so. 

1892.  Would  it  be  more  expensive  for  the  butcher  to  transport  the  meat  from  the  extramural 
market  to  his  place  of  sale,  than  it  is  now  to  pay  for  its  carriage  in  the  first  instance,  from  the 
railway  station  to  the  intramural,  and  then  to  his  place  of  sale?— I  think  he  would,  in  many 
cases,  save  the  cost  of  the  first  cartage  altogether,  because  his  own  cart  now  goes  to  Newgate 
market,  and  it  would  take  the  meat  to  his  west  end  house,  or  wherever  his  place  'of  sale 
might  be.  The  butcher  almost  always  has  his  own  horse  and  cart  to  take  the  meat  from 
Newgate  market  to  his  shop. 

1893.  The  horse  and  cart  is  part  of  his  stock  in  trade? — ^Yes. 

1894.  Would  not  that  apply  only  to  butchers  who  bought  rather  in  .a  wholesale  way  ? — ^"ITie 
great  purchases  in  Newgate  market,  I  think,  are  made  by  the  wholesale  men. 

1895.  Do  you  think  that  a  butcher  ought  to  carry  on  the  trade  without  having  proper 
stock  in  trade,  that  stock  in  trade  including  his  horse  and  cart? — A  selection  of  that  sort  would 
put  the  market  on  a  broader  basis  certainly. 

1896.  Would  you  see  any  great  objection  to  the  live-stock  market  and  the  dead-meat 
market  being  two  miles  apart,  supposing  there  were  a  railway  communication  to  each  ? — I 
think  when  stock  comes  to  London,  intended  to  be  slaughtered,  the  nearer  you  can  bring  it  to 
the  place  where  it  is  ultimately  to  be  sold  the  better. 

1897.  Supposing  Smithfield  market  were  removed  to  near  Islington,  or  near  Pentonville, 
and  the  present  space  of  Smithfield  were  converted  into  a  dead-meat  market,  and  there  were  a 
railway  communication  to  both,  do  you  think  that  would  be  a  disadvantageous  arrangement? — 
If  it  were  possible  to  make  a  railway  communication  with  Smithfield,  1  think  it  would  be 
desirable.  No  doubt  that  remark  would  apply  to  any  other  point  which  might  be  selected.  I 
maintain,  with  respect  to  meat  and  everything  else  travelUng  by  railway,  that  the  nearer  you 
can  bring  it  to  the  point  where  it  is  to  be  sold  the  better. 


Digitized  by 


Google 


I 


96 


MINUTES  5/- EVIDENCE  taken  before  Vie 


January  23, 1850.        1898.  You  are  aware  that  a  railway  is  in  course  of  construction,  which  will  communicate 
— -  with  the  iliflTerent  railways  on  the  north  of  London? — Yes;  the  East  and  West  India  Dock 

Mr.  R.  Mo$eley.     Yme,  the  line  is  making  now. 

1899.  When  is  it  likely  to  be  finished? — This  year,  I  am  told. 

1900.  That  line  will  be  in  communication  with  the  Great  Northern,  the  North  Western,  and 
the  Eastern  Counties  railways^  and  will  pass  close  to  the  large  open  space  near  Pentonville 
prison?— Yes. 

1901.  Have  you  anything  further  to  state  to  the  Commissioners? — I  have  put  down  the 
quantity  of  stock  carried  for  the  year  1849  by  the  Eastern  Counties  railway ;  oxen,  57,300; 
sheep,  275,000 ;  pigs  and  calves,  1.5,000 ;  and  we  carried  in  the  same  year  18,000  tons 
of  dead  meat. 

1902.  Were  all  those  English  cattle? — The  great  bulk  were.  With  respect  to  foreign 
cattle^  we  have  a  communication  by  means  of  our  Woolwich  branch  to  the  river  Thames,  and 
we  are  about  making  arranpements  to  receive  from  the  foreign  vessels,  from  Germany  for 
instance,  foreign  stock,  and  bring  it  over  our  line  to  Tottenham^  from  whence  it  will  walk  to 
the  lairs. 

1903.  Is  it  Sleswig-Holstein  cattle  ? — Yes.  There  is  also  cattle  coming  from  Scotland,  by 
means  of  steam-packets,  and  we  purpose  landing  them  at  Woolwich ;  so  that  we  may  bring 
the  whole  of  the  stock  together  for  the  inspection  of  the  salesmen,  and  accommodation  of  the 
public. 

[The  Witness  withdrew.'] 


Bir.  W.  GOlett. 


Mr.  William  G^Zd/^  further  examined. 


1904.  Can  you  inform  the  Commissioners  of  the  number  and  value  of  the  stock  sold  in 
Smithfield  and  Newgate  markets  annually  ? — I  have  applied  myself  to  the  subject,  and  made  some 
calculations  which  are  necessarily  speculative;  and,  with  the  permission  of  the  Commissioners, 
I  will  draw  their  attention  to  the  data  on  which  I  made  these  calculations.  The  gross  sum 
that  changes  hands  in  the  two  markets,  that  is,  in  Smithfield  and  Newgate  markets^  I  make 
by  these  calculations  to  exceed  the  sum  of  10,000,000/.  sterling  annually. 

1905.  How  much  do  you  assign  to  Smithfield,  and  how  much  to  Newgate  market? — To 
Smithfield  I  assign  the  sum  of  6,182,800/. ;  to  Newgate  market,  under  the  head  of  carcass 
meat^  that  is  to  say,  animals  which  are  slaughtered  by  the  carcass  butchers  for  the  express 
purpose  of  supplying  the  wholesale  meat  market,  959,400/.,  that  is,  with  town-killed  meat, 
annually ;  and,  in  order  to  arrive  at  the  best  calculation  which  I  am  able  with  respect  to 
country-killed  meat,  I  assume  that  that  is  three  times  as  much  as  the  amount  slaughtered  by 
the  carcass  butchers,  and  that  comes  to  2,878,200/.  The  total  amount  sold  at  these  two 
markets  is  10,020,400/.  annually. 

1906.  What  is  the  total  of  Newgate  market,  independently  of  Smithfield  ?— 3,837,600/.  I 
will  hand  in  a  statement  of  the  data  upon  which  my  calculations  are  founded.  [  The  same  uxis 
read  as  follows.] 

Estimate  of  the  Number  and  Value  of  Stock  sold  in  Smithfield. 


Average,  say  Weekly. 
Beasts     ....     4,000  at  £16 
Sheep  and  lambs       •  30,000  „       1 
Calves     ....         400  „      4 
Pigs 400  „      2 


Annnally. 

0  per  head  £64,000  =  £3,328,000 

15        „  52,500  =     2,730,000 

0        „  1,600  =  83,200 

0         „  800  =  41,600 


£118,900  =     6,182,800 


Estimate  of  the  nmnber  and  value  of  stock  slaughtered  by 
carcass  butchers  in  London,  expressly  to  supply  Newgate 
market.    In  winter  less ;  in  summer  more. 

Average,  say  Weekly. 
Beasts     ....     1,000  at  £12 
Sheep  and  lambs      •     3,000  „       1 


Calves 
Pig8 


200 
200 


0  per  head  £12,000 

15        „  5,250 

0        „  800 

0        „  400 


£18,450  =         959,400 


9f'f^f, 


Estimate  of  the  value  of  meat  consigned  from  the  country  to 
be  sold  at  Newgate  market  annually,  taken  at  three  times 
the  amount  of  that  killed  by  the  carcass  butchers,  as  above  2,818,200 

Total     .     •     .     .     £10,020,400 

Exclusive  of  country  killed  meat  consigned  to  LeadenhaU  and  Whitechapel  markets. 

1907.  Why  do  you  think  that  the  quantity  of  meat  consigned  from  the  country  to  be  sold  at 
Newgate  market  is  three  times  as  much  as  that  killed  by  the  carcass  butchers? — I  think  it  is 
nearer  four  times  the  amount.  There  is  not  so  much  as  four  times,  but  there  is  more  thaa 
three  times. 
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1908.  Can  you  state  what  proportion  of  that  quantity  slaughtered  for  Newgate  nnarket  is  Januaiy  23, 1850. 
slaughtered  in  the  cellars  at  Newgate  market? — A  great  many  are  killed  in  the  cellars  at  — 
Newgate  market,  and  in  the  slaughter-houses  contiguous  to  the  market,  particularly  in  the  ^^*  ^'  ^'•^^eW. 
summer  months,  and  the  remaining  number  are  killed  in  the  immediate  proximity  of  the 

market. 

1909.  Are  you  aware  that  the  total  value  of  the  animals  sold  in  Smith6eld  in  the  course  of 
a  year,  has  been  estimated  by  Mr.  Hicks,  in  his  evidence  before  the  Smithfield  Market  Com- 
mittee of  last  year,  in  answer  to  question  6593,  at  the  sum  of  7,251,375/.? — No,  1  was  not 
aware  that  Mr.  Hicks,  or  any  other  person,  had  made  any  statement  of  the  kind. 

1910.  Mr.  Hicks  estimates  224,000  cattle  at  18/.  10s.  a-piece,  and  1,550,000  sheep  at 
1/.  18s.  a-piece,  27,300  calves  at  3/.  15s.  a-piece,  and  40,000  pigs  at  30s.  each.  He,  therefore, 
takes  the  price  of  the  cattle  and  sheep  rather  higher  than  you  have  done,  and  the  price  of  the 
calves  and  pigs  rather  lower.  Do  your  prices  appear  to  you  to  be  preferable  to  his  ? — We  are 
lower  this  last  year  in  price  per  pound  than  we  were  in  the  year  upon  which  Mr.  Hicks  made 
his  estimate,  and  gave  his  evidence,  besides  which  in  that  year  we  had  40,C00  pigs  chiefly  from 
Ireland,  and  tliis  lastt  year  that  supply  fell  off  to  a  very  small  number;  hence  the  difference  is 
accounted  for.  I  would  observe,  that  as  striking  the  average  at  which  all  the  animals  are  sold 
is  speculative,  it  depends  upon  the  judgment  of  the  man  who  does  it  I  still  hold  to  my 
figures  for  last  year  (and  every  year  will  vary  in  number  and  price),  believing  that  I  have  not 
exaggerated,  but  kept  rather  under  in  order  to  be  at  the  minimum. 

1911.  Do  you  think  that  both  your  estimates,  namely,  for  Smithfield  and  for  Newgate 
market,  are  under  rather  than  over  the  truth  ? — I  should  say,  decidedly,  rather  under  uian 
over. 

1912.  It  appears  from  the  returns,  that  the  number  of  cattle  sold  in  Smithfield  market  has 
increased  considerably  during  the  last  20  years ;  but  that  the  number  of  sheep  sold  has  re- 
mained stationary.  Can  you  explain  the  cause  of  that  difference?— I  am  not  aware  that  the 
number  of  sheep  is  stationary;  but  that  the  number  of  beasts  sold  in  the  live-stock  market  is 
greater  in  proportion  to  the  number  of  sheep.  I  think  it  may  be  accounted  for  thus:  first,  the 
SMpply  of  beasts  from  abroad  during  the  last  two  or  three  years ,  and  secondly,  that  more  sheep 
are  killed  in  the  country  in  proportion  to  beasts.  A  person  disposed  to  slaughter  beasts  in  the 
country  to  send  up  to  the  dead-meat  market  would  be  deterred  by  the  expense,  as  he  would  be 
exposed  to  the  same  rate  of  charge  per  pound  for  carriage  for  all  the  common  and  coarse  parts 
irhich  belong  to  a  carcass  of  beef,  and  which  does  not  fetch  so  much  here  as  in  the  country.  I 
hope  I  shall  make  myself  understood  upon  this  point.  If  I  send  a  carcass  of  beef  100  miles 
from  the  country,  I  am  subject  to  the  charge  of  from  3d.  to  4d.  per  stone  for  the  carriaee  of 
the  whole.  One-half  of  that  carcass  is  what  is  called  coarse  or  boiling  beef,  and  that  will  not 
afford  to  pay  the  expense  of  carriage  as  the  best  parts  will.  The  animal  alive  walks  up,  or 
oomes  by  railway  at  less  expense.  With  respect  to  the  smaller  proportion  of  sheep,  I  would 
state  that  during  the  last  five  or  ten  years  we  have  had  too  fatal  circumstances  applying  to 
flocks  of  sheep  Uiroughout  the  country.  One  that  I  allude  to  is  the  rot  in  sheep,  and  the  other 
is  the  epidemic,  which  very  much  reduced  their  number;  and  in  1846  and  1847,  the  price  ran 
up  in  consequence.  These  facts,  I  think,  may  be  taken  into  account  in  considering  the  cause 
of  there  not  being  so  many  sheep. 

1913.  Is  it  not  the  case  that  a  carcass  of  mutton  does  not  deteriorate  in  its  journey  on  the 
railway  so  much  as  a  carcass  of  beef? — There  is  more  faciUty  for  bringing  it  on  account  of  its 
smallness  of  size ;  but  I  have  seen  beef  come  into  the  market  in  quite  as  good  order,  400  miles 
from  Scotland,  as  I  have  seen  carcasses  of  mutton  come. 

1914.  In  your  former  evidence  you  stated  that  it  was  of  the  utmost  importance  that  the  live 
and  dead-meat  markets  should  be  as  near  to  each  other  as  possible.  Wnat  are  your  reasons 
for  that  opinion  ? — My  reasons,  I  apprehend,  are  very  cogent,  and  it  is  a  matter  to  which  I 
attach  very  great  importance.  In  the  first  place,  if  you  were  to  remove  the  live-stock  market 
from  the  dead-meat  market  to  a  distance  of  two  miles,  it  would  derange  and  perplex  the  trade 
to  an  extent  which  would  almost  bring  them  into  another  way  of  doin^  business.  It  would  be 
the  means  of  throwing  out  of  the  live-stock  market  a  great  number  o?  purchasers,  and  also  of 
throwing  a  great  monopoly  into  the  hands  of  the  carcass  butchers.  If  I  were  a  carcass  butcher, 
I  should  be  glad  enough  to  see  such  an  order  of  things  brought  about. 

1915.  How  would  the  carcass  butchers  be  interested  in  that  state  of  things? — In  so  far  as 
the  retail  butcher  was  thrown  out  of  the  live  market,  the  carcass  butcher  would  have  the  retail 
butcher  for  a  customer,  instead  of  the  retail  butcher  going  to  the  live  market  to  lay  out  his 
money  there,  for  it  would  be  physically  impossible  for  the  retail  man  to  attend  the  two 
markets,  two  miles  apart,  on  the  same  morning,  and  be  at  his  home  at  the  early  hour  which  is 
absolutely  necessary  to  a  retail  butcher.  Another  evil  would  arise:  the  grazier  would  have 
for  his  customer  the  carcass  butcher  instead  of  the  retail,  to  his  loss  and  injury.  The  retail 
butcher  is  the  grazier's  best  customer. 

1916.  Would  not  that  objection  apply  only  to  one  day  in  the  week? — It  would  apply 
directly  to  two  days  in  the  week^  and  it  is  as  good  as  though  it  appljed  to  every  day,  inasmuch, 
as  if  a  man  is  prevented  on  those  two  days  from  purchasing  his  animals  alive,  he  is  consequently 
driven  to  the  carcass  butcher  for  a  supply.  There  is  another  very  important  circumstance, 
which  is  this,  that  if  you  had  the  dead-meat  market  retained  in  the  centre  of  London,  and  the 
live-meat  market  two  miles  from  it,  there  would  be  the  driving  of  all  the  stock  bought  by  the 
carcass  butchers,  to  the  number  of  3,000  sheep  and  upwards,  and  1,000  bullocks  a-week,  from 
the  cattle  market  through  the  streets  to  tlie  neighb<)urhood  of  the  wholesale  meat  market. 
Again,  if  you  had  an  order  of  things  to  prevent  their  slaughtering  in  the  heart  of  the  City,  all 
thit  carcass  stock,  when  slaughtered,  namely,  3,000  sheep  and  upwards,  and  1,000  beasts  per 
week,  would  have  to  be  brought  down   two  miles  to  the  meat  market  in  carts,  thereby 
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increasing  labour  and  expense  very  miidi.  But  what  would  be  much  worse  than  that  would  be 
the  damHse  done  to  the  meat^  making  it  unfit  for  sale  in  the  butchers*  shops.  As  for  instance^ 
it  would  nave  to  be  brought  two  miles  often  before  it  is  cold,  and  in  all  weathers, — in  hot 
weather>  daily;  and  I  should  say  it  is  hardly  practicable  to  do  it  in  time  for  business  purposas. 
.first,  to  expose  it  for  sale  in  the  wholesale  market,  and  secondly,  for  the  butchers,  after  their 
purchases,  to  get  the  meat  home  to  their  shops  in  time  for  their  eustomers.  This,  being  a  daily 
transaction,  would  be  a  source  of  great  additional  expense^  and  of  very  great  inconvenience  to 
the  trade.  I  think  such  an  arrangement  would  tend  to  inciease  the  price  of  meat  more  than 
any  other  that  has  been  considered  before  this- Honourable  GommissioTi. 

1917.  Supposing  such  a  market  as  you  suggested  in  your  former  evidence  were  established 
•near  Pentonviile  Prison,  do  you  contemplate  the  dead-m^at  market 'being  in  proximity  with  HT 
— Yt^,  in  immediate  proximity. 

1918.  Supposing  the  dead^meat  market  were  held  in  immediate  proximity  with  the  livestock 
market  on  the  market  days,  how  would  it  be  if  on  other  days  it  wdre  held  at  Smithfield  ?— Strii 
an  order  of  things  could  not  exist;  it  would  dislocate  all  the  arrangements  of  the  trade; 
there  would  necessarily  be  two  markets,  and  increased  expense;  the- sellers  would  have  to  go* 
'from  the  one  to  the  other,  and  the  buyers  would  have  to  go  some  days  to  the  one,  and  otbtr 
tlays  to  the  other.     My  opinion  is  that  it  could  not  work. 

1919.  Could  not  it  work,  supposing  there  were  railway  comniuai<»tions  frem  the  one  to  the 
other? — I  do  not  see  any  possibility  of  making  it  work. 

1920.  What  is  your  opinion  with  regard  to  the  establishment  of  a  market  on  die  south  side 
of  the  river? — I  am  decidedly  of  this  opinion:  that  whether  you  have  one,  two,  or  thwe 
markets,  the  principal  amount  of  business  will  merge  into  one.  It  is  most  desirable  for  the 
convenience  and  interest  of  all  parties  concerned*  that  we  should  have  one  great  emporium  for 
the  general  supply,  to  which  the  buyers  may  go,  and  see  what  the  supply  is,  and  make  their 
selection.     If  you  divided  the  market,  I  should  not  know  where' to  go  for  ray  different  kinds -of 

'stock.  Every  butcher  wants  various  kinds  of  stock,  according  to  his  trade  from  various 
quarters,^--some  from  the  south  and  some  from  the  north.    We  want  Southdown  sheep,  and  we 

-want  large  half-bred  sheep  for  family  purposes.  Sometimes  we  want  small  beasts,  sometintes^ 
large  beasts.  We  want  live  cakes,  and  we  want  lambs.  In  iact,  there  is  no  one  point  of  the 
compass  from  which  I  could  get  a  supply  of  all  those  things.  It  is  a  general  supply  from 
different  neighbourhoods  which  furnishes  us  with  exactly  what  we  waTtt. 

1921.  Would  not  all  those  different  supplies  go  to  the  market  whieh  was  held  on  the  sooth 
of  the  Thames,  say  on  Thursday,  which  would  afford  a  market  for  the  supply  of  the  south  of 
London? — I  do  not  think  it  probable  that  the  stock  from  the  nor:h  would  be  driven  over  the 
bridge  to  the  south.  We  have  amarket  at  Croydon,  and  a  small  stipply  groes  to  that  mark^. 
We  have  another  eastward  at  Romford,  and  another  westwaixl  at  Southall.  Those  are  very 
convenient  markets,  especially  to  the  country  butchers  in  the  immediate  neighbourhoods  of  eaob 
respectively. 

1922.  Is  there  a  market  at  Barnet  ?—  Not  any.  There  used  to  be  a  pig-market  there,  bnt 
I  believe  that  has  gone  into  desuetude. 

1923.  Can  you  give  the  Commissioners  any  general  notion  of  the  deterioration  of  meat 
generally,  by  travelling,  and  by  the  manner  in  which  it  is  deposited  in  Newgate  and  Smithfield 
markets.  What  is  about  the  amount  of  the  loss  on  the  live  and  dead  meat  to  the  grazier  ?—oI  da 
not  think  it  possible  to  answer  that,  otlierwise  than  in  a  general  way :  it  is  not  attainable  by  any 
person.  You  cannot  get  at  the  facts,  so  as  to  assure  yourself  that  you  would  be  correct ;  \mt 
that  it  is  very  large,  and  that  it  greatly  exceeds  what  any  person  not  practioally  acquainted  with 

'  the  evil  would  believe,  I  have  no  doubt.  As  to  stating  m  aroundsom  what  the  aggragate^ 
amount  would  be  I  should  be  fearful  of  running  the  risk  t>f  eommitting  myself. 

1924.  Can  you  state  the  loss  which  you  yourself  experience  from  the  deterioration  of  tbe 
ineat  from  that  cause  ? — I  should  say  that  the  deterioration  on  mutton  particularly,  winch  I 
buy  in  Smithfield,  is  principally  in  the  flesh,  from  being  over*keated,  which  injmres  tbe  qnality. 
Only  yesterday,  there  was  one  lot  of  21  sheep,  which  I  bought  ot  Mr.  Hallibrass.  His  man 
said  to  me,  after  I  had  bought  them,  **  I  am  afraid  one  of  these  sheep  will  not  walk  home."     I 

'  could  not  get  it  up  to  handle  it ;  it  was  a  very  large,  fine  sheep,  more  than  the  average.  ThA^ 
were  two  of  those  sheep  obliged  to  be  brought  home  in  a  cart  by  my  cbover.  I  have  kept  them 
alive,  and  managed  them  so  as  to  have  them  slaughtered  after  proper  rest,  and  what  the  mult  of 
the  loss  will  be,  I  do  not  at  present  know,  but  I  have  often  faadloeses  of  six  or  eight  shillings- 
upon  a  sheep,  but  that  does  not  apply  generally,  it  is  the  exception,  not  the  mle* 

[TA^  Witness  iDtthdrew.] 


J,  Sifnon,  Esq. 


J(^  Simony  Esq.,  examined. 

1925.  What  office  do  you  hold?— OBfcer  of  Health  for  the  City  of  London. 

1926.  How  long  have  you  held  it  ?— A  year  and  a  quarter. 

1927.  You  were  appoiirted  by  the  Corporation? — I  was. 

1928.  What  are  your  duties? — To  report  periodically  on  all  variations  in  the  health  of  Uie 
City;  on  the  circumstances  determining  those  variations, .and  to. advise  the  means  of  improre* 
ment. 

1929.  Are  you  acquainted  with  the  provisions  of  the  City. Sewers'  Act,  with  respect  U> 
slaughter-houses  in  the  City? — Yes. 

1930.  In  what  manner  have  those  provisions  operated  ? — When  the  Act^came  into  operation 
I  drew  up  some  suggesticms,  preUmiuary  to  the  issuing  of 'regulations  by  the  Couit  of  Sen 
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Ooc^  of  those  suggestions  was,  tlmt  under-ground  slaughloring  should  be  discontinued;  it  was    January  23,  1850*, 
fouQd,  however,  that  the  Act  would  not  enable  the  Commission  to  make  that  regulatioa  ^^ — 

They  were,  I  believe,  not  unwilling  to  make  it ;  but  the  Act  would  not  enable  them  to.do.so^  Saiai,  Esq. 

So  far  as  the  clauses  of  tlie  Aet  enable  the  Commission  to  act,  namely,  for  the  maintanance  of 
-cleanliness,  regulations  have  been  issued  by  the  Commission,  and  are  enforced  under  the, 
constant  visitation  and  responsibility  of  the. Inspectors  of  Nuisances. 

1931.  You  are  aware  that  it  is  not. now  lawful  to  open  a  new  slaughter-house  in  the  Cityf? — 
I  am. 

19.'^2.  Does  that,  appear  to  you  to  be  a  good  provision? — Undoubtedly. 

1933.  Is  it  lawful  under  the  existing  Act  to  erect  a  slaughter-house  upon  a  new  site? — No,, 
under  a  penalty  of  5/.  for  every  day  on  which  such  new  building  shall  be  used. 

1934.  May  not  all  slaughter-houses  upon  existing  sites  be  continued? — Yes. 

1935.  Will  not  the  eftect  of  the  present  Act  be  to  give  increased  value  to  the  existing 
slaughter-houses,  inasmuch  as  they  will  have  a  right  of  monopoly? — Apparently. 

1936.  Do  you  conceive  that  it  would  be  competent  to  a  person  occupying  a  slaughter-house 
at  present,  to  enlarge  that  slaughter-house  ? — That  is  a  matter  rather  for  a  legal  opinion  than 
for  mine;  but  I  apprehend  that  it  would  be  competent  to  such  person  so  to  do,  provided  only 
that  he  restrict  his  enlargement  within  the  premises  originally  leased  by  him. 

1937.  Therefore,  looking  to  that  construction  of  the  Act,  does  it  appear  to  you  that  the 
present  provisions  hold  out  any  prospect  of  diminishing  the  practice  of  slaughtering  within  the 
City  ?— Certainty  not. 

1938.  Have  you  ever  inspected  any  slaugbter-hous^^s  within  the  City? — Yes;  I  have  visited 
many  of  them. 

1939.  In  what  state  do  they  generally  appear  t(»  you  to  be? — I  have  never  entered  a 
slaughter-house  without  perceiving  an  offensive  smell.  In  the  majority  of  those  that  I  have 
Tisited,  I  should  say  that  the  owners,  to  the  best  of  their  ability,  strive  to  preserve  cleanliness; 
the  surface  of  the  pavement  is  usually  well  washed ;  the  walls  are  tolerably  cleansed,  and  in 
the  better  class  of  slaughter-houses  there  is  little  visible  filth  about  the  place;  but  still,  un- 
<|uestionably,  there  remains  the  stench  of  decomposing  animal  matter.  This  is,  probably,  due 
in  a  great  measure  to  the  (act  of  the  soil  being  saturated  with  animal  fluids,  and  with  the 
washings  of  the  slaughter-house. 

1940.  Have  you  visited  the  slaughter-houses  under  Newgate  market? — Yes. 

1941.  Do  they  differ  frooa  other  slaughter-houses? — No,  I  think  not.     The  chief  distinction 
between  slaughter-houses  is  in  those  that  are  under  ground  and  those  that  are  above  ground. 
In  the  under-ground  slaughter-bouses,  such  as  the  majority  of  those  about  Newgate  market 
and  Leadenhall  market,  there  is  less  possibihty  of  ventilation  than  in  the  slaughter-houses- 
above  ground. 

184*2.  Is  the  drainage  of  those  slaughter-houses  as  good  as  of  those  above  ground? — The 
fall  is  necessarily  less,  and  the  drainage,  therefore,  comparatively  imperfect. 

1943.  Would  you  advise  that  all  under-ground  slaughtering  should  be  prohibited? — 
Certainly. 

1944.  On  what  ground? — On  the  ground  of  the  health  of  the  public  being  injured  by  its 
continuance;  on  the  ground,  namely,  that  the  defective  ventilation  and  slower  drainage  of  such 
establishments  tend  to  aggravate  evils  whieh  belong  ny>re  or  li^  to  all  the  forms  of  intramural 
slaughtering;. 

1945.  Has  your  attention  been  called  to  the  unwholesome  trades  that  are  connected  with 
slaughter-houses,  such  as  fat  boiling  and  bone  factories,  and  other  similar  trades? — Yes;  but  . 
vre  have  very  little  of  that  sort  of  occupation  in  the  City.     Of  bone  boiling  I  believe  there  is 
none ;  of  g:ui  scraping  there  is. 

1946.  Those  offeu^ive  tradi^s  are  carried  on  just  outside  the  Qty? — Chiefly  so.  There 
seems  a  tendency  to  establish  them  just  beyond  the  limits  of  the  City,  in  such  directions  as  will 
leave  them  nearest  to  the  great  slaughtering  places. 

1947.  Do  you  think  the  proximfty  of  those  trades  would  affect  the  health  of  that  part  of  the. 
metropolis? — I  have  no  beatatioji  in  saying  .so.  ' 

1948.  Have  you  ever  considered  the  efiect  of  using  the  space  of  Smithfield  as  a  large  cattle 
and  sheep  market  upon  the  health  of  the  neighbourhood? — Yes,  I  have;  but  I  have,  not 
information  on  the.  suL^jeot.  which  would  enable  me  to  speak  very  positively  and  exclusively 
abotit  it. 

1949.  What  is  the  result  of  your  opinion,  as  far  as  you  have  come  to  any  conclu-sion  upou 
it? — It  appears  to  me  to  be  a  mixed  question.  There  are  three  points  in  it  which  require  to 
be  determined  separately.  You  must  distinguish  between  the  influence  exerted  by  the  market, 
simply  as  an  open  space,  and  tl)e  influence  exerted  by  the  nunober  of  cattle  that  congregate 
there  for  two  days  in  the  week.  This  distinciion  is  so  obvious  that  I  should  scarcely  advert  to 
it,  were  it  not  that  I  constantly  find  persons  overlooking  it  in  their  argument.  Some  speak  of 
the  market  as  if  it  were  always  crowded  with  cattle ;  others,  as  it  were  always  a  source  of 
healthy  ventilation  to  the  neighbouriiood.  As  an  open  space  the  market  is,  of  course,  a  very 
great  advantage  to  the  health  of  its  vicinity,  an  advantage  possibly  sufiScient  to  outbalance 
many  of  the  inconveniences  that  belong  to  the  market  as  a  place  for  assembling  Hve  cattle. 
As  regards  that  assemblage  of  cattle  within  the  space,  during  the  holding  of  the  market,  it 
obviously  reverses  the  advantage  to  which  I  have  referred. 

1950.  In  what  manner  ?~«In  the  same  manner  and  for  the  same  reason  that  a  town,  where 
men  congregate  in  large  numbers,  is  less  wholesome  than  the  country.  Within  the  confined 
space  of  the  market,  there  are  collected  together,  twice  weekly,  a  vast  number  of  catde,  which 
discharge  an  immense  amount  of  gaseous,  fluid,  and  solid  excrements.  These  contribute 
largelv  to  pollute  the  atmosphere,  just  as  human  evacuations  aud  human  respiration  would  do 
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January  23, 1850    so.    The  condition  of  the  locality  for  the  time  is,  therefore,  (speaking  physiologically)  exactly 

what  it  would  be,  if  the  human  population  were  very  much  denser  than  it  is  there,  or  in  any 

jr.  Simmy  Esq.      other  part  of  the  metropolis. 

1951.  The  excrements  of  the  cattle,  no  doubt,  would  be  unwholesome,  but  do  you  consider 
that  the  mere  congregation  of  cattle  in  an  open  area  exercises  any  bad  influence  on  the  health  1 
— In  large  numbers,  within  the  heart  of  a  great  town,  undoubtedly  it  does. 

1952.  Do  you  think  the  congregation  of  a  large  number  of  men  in  the  open  air  is  unwhole- 
some?— The  parallel  case  would  be  this:  suppose  50,000  men  marched  periodically  into 
Smithfield  mairket,  and  were  detained  there  for  many  hours,  during  which  they  would  exhaust 
the  respirability  of  a  large  quantity  of  atmospheric  air,  and  would  likewise  discharge  solid  and 
fluid  excretions.  It  cannot  be  doubted  that  this  would  pollute  the  air;  and,  (supposing  the 
men  to  have  been  marched  up  from  the  provinces)  the  modus  operandi  of  their  temporary  occu- 
pation of  the  area  would  he  the  same,  precisely  as  if  the  area  were  occupied  during  the  same 
time  with  an  unprecedented  density  of  inhabited  houses.  The  eflect  of  a  full  Monday's 
market,  during  its  holding,  is  as  though  the  population  of  the  City  were  pro  tempore  increased 
one-third,  and  that  whole  additional  population  were  encamped  in  Smithfield.  In  either  case, 
whether  by  men  or  cattle,  the  unwholesomeness  of  the  effect  on  the  neighbourhood  results  from 
animal  overcrowding,  and  is  a  necessary  consequence  of  that  cause.  I  am  not  prepared  to  say, 
that  this  evil  in  regard  of  the  vicinage  of  Smithfield  market,  is  a  very  appreciable  one ;  or 
rather,  I  should  think,  that  it  is  quite  counterbalanced  as  regards  that  district,  by  the 
advantage  of  ventilation  which  the  open  space  afi'urds  at  all  times  when  it  is  unoccupied  by 
cattle.  I  think  the  advantage  of  the  open  area  on  five  days  of  the  week,  may  fairly  be  set 
against  the  disadvantage  of  its  offensive  occupation  on  market  days.  But  then  comes  the  third 
point  to  which  I  have  adverted,  namely,  the  slaughtering  which  is  practised  in  the  vicinity  of 
this  large  cattle-market,  and  which  is  unquestionably  prejudicial  to  the  health  of  the  public. 
The  market  (as  such)  cannot,  (I  think)  on  the  whole,  be  considered  in  any  great  degree  deiri- 
mental  to  the  neighbourhood.  I  think  such  evil  as  is  done  by  the  congregation  of  cattle  is 
counterbalanced  by  the  benefit  derived  from  the  space. 

195:3.  Have  you  ever  considered  what  the  effect  of  the  saturation  of  the  ground  by  the  urine 
of  the  cattle  is  upon  the  atmosphere? — Objectionable,  no  doubt^  so  far  as  it  tells ;  but  I  may 
add  that  the  drainage  there  is  very  good. 

1954.  You  think  that  is  likely  to  counteract  any  injurious  effect  ? — To  a  great  extent. 
Smithfield  is  peculiarly  well  situated  for  that  purpose;  it  is  on  very  high  ground,  and  the 
drainage  there  is  remarkably  good. 

1955.  Do  your  duties  require  you  to  visit  and  inspect  the  localities  in  the  neighbourhood  of 
Smithfield  where  the  knackers'  and  slaughterers*  business  is  carried  on  ? — There  is  no  knacker 
within  the  city ;  but  I  have  had  occasion,  (not  officially,  but  for  other  purposes)  to  visit  the 
knackers  just  outside  the  City  in  Sharpe's-alley. 

19o6.  Is  not  the  trade  of  a  knacker  absolutely  prohibited  within  the  City,  by  the  recent 
Sewers'  Act  ?— Yes. 

1957.  By  law,  at  present,  no  knackers*  establishments  can  exist  within  the  City  ?— No;  but 
though  at  present  no  knacker's  establishment  exists  within  the  City,  the  offensive  emanations 
from  such  an  establishment  pass  into  the  City  incessantly.  The  knacker's  premises,  in 
Sharpe's-alley,  are  but  just  outside  the  City  boundary,  and  their  stink  does  not  refrain  from 
crossing  the  boundary-line. 

1958.  Is  not  theeffeet  of  the  present  City  Sewers*  Act,  the  sanitary  provisions  of  which  are 
more  strict  than  those  of  the  Metropolitan  Sewers'  Act,  to  drive  certain  unwholesome  trades 
just  without  the  limits  of  the  City  ? — I  am  not  aware  that  it  has  acted  in  that  manner,  though 
such  would  certainly  appear  to  be  its  tendency. 

1959.  You  are  not  aware  that  any  knackers'  establishments  were  in  the  City  previously  to 
the  Sewers'  Act  being  passed  ? — No. 

1960.  Does  your  duty  lead  you  to  examine  into  any  nuisances  which  may  injuriously  aflfect 
the  atmosphere  of  the  City,  even  though  the  sources  of  them  should  be  out  of  the  City  ? — I 
consider  it  a  part  of  my  duty  to  discover,  as  far  as  I  can,  and  to  report  upon  nuisances  of  that 
description;  but  I  have  no  authority  out  of  the  City;  and  my  reports  on  any  such  subject,  if 
they  relate  to  parts  out  of  the  City,  are  useless. 

1961.  Have  you  been  led  to  inspect  such  centres  of  stenches  and  miasmata  in  the  neighbour- 
hood of  the  City,  but  out  of  the  City  ? — Yes,  the  neighbourhood  of  the  knackers'  establish- 
ments, for  instance. 

1%2.  Do  any  of  those  stenches  and  miasmata  depend  upon  the  existence  of  a  great 
live-cattle  market  where  it  now  is  in  Smithfield,  as  far  as  you  can  form  an  opinion  ? — The 
slaughtering  of  sheep  and  oxen  must  mainly  depend  upon  that;  and  a  large  proportion  of  the 
offensive  trades  connected  with  slaughtering  of  cattle,  such  as  the  gut-scraping,  the  bone-boiling, 
the  tripe-boiling,  &c.,  probably,  will  depend  upon  the  same  cause. 

1963.  Can  you  give  the  Commissioners  any  information  as  to  the  existence  of  such  trades,' 
and  their  relation  to  the  health  of  the  city? — As  soon  as  you  pass  the  City  boundary,  in  the 
direction  of  Smithfield  bars,  and  again,  when  you  pass  it  in  the  direction  of  the  new  Victoria- 
street,  you  come  to  a  space  which  is  very  full  of  establishments  of  the  nature  spoken  of.     You 
will  observe,  that  this  is  the  part  outside  the  City,  nearest  to  the  market. 

1964.  What  do  you  conceive  to  be  the  effect  of  those  establishments  close  to  the  City 
boundary  upon  the  health  of  the  public? — I  cannot  doubt  that  they  are  injurious  to  health.  I 
have  no  means  of  knowing,  accurately,  the  mortality  in  the  district,  but  I  cannot  doubt  that  it 
is  high.  From  all  I  know  on  the  subject,  I  conceive  there  would  be  a  great  abundance  and 
fatality  of  epidemic  and  infectious  diseases  there. 

1965.  Does  the  progressive  increase  of  the  metropolis^  attended  as  it  is  with  a  progressive 
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increase  of  oflfehsive  matters  ia  the  sewerage,  render  attention  to  all  these  causes  of  miasmata,    January  23,  1850. 
more  incumbent  upon  the  authorities  than  formerly  ? — Very  much  so.  

1966.  Did  you  ever  visit  Newgate  market  in  the  summer  time  ? — Yes,  I  have  visited      "^*  ^w**^*  K*^* 
Newgate  market  at  all  periods  of  the  year. 

I9i67.  Do  you  find  it  very  offensive? — -Yes;  I  consider  Warwick  market  or  Tyler's  market^ 
as  they  call  it,  to  be  peculiarly  offensive. 

1968.  Has  your  attention  been  called  to  the  Hide  market  which  exists  in  connexion  with 
Leadenhall  market,  and  to  the  effect  in  summer  weather  of  that  market  upon  the  health  of  the 
public  ? — I  can  hardly  speak  to  the  effect  of  that  market  upon  the  health  of  the  public, 
because  the  population  around  that  portion  of  Leadenhall  market  is  thin^  the  houses  are 
chiefly  used  as  offices;  and,  again^  the  population  is  not  a  poor  population:  we  have  not, 
therefore,  the  ccetera  paria  which  are  necessary  for  making  a  comparison  of  that  part  with 
other  parts  in  a  sanitary  point  of  view;  but  the  complaints  of  the  Hide  market  are  very  strong, 
and  the  nuisance  has  appeared  to  me  in  visiting  it  to  be  of  an  aggravated  character,  especially 
in  the  summer. 

1969.  Will  you  favour  the  Commissioners  with  your  views  as  to  the  sanitary  principles  upon 
which  markets  for  the  supply  of  lA>ndon  with  meat  ought  to  be  regulated  ? — Viewing  the 
matter  in  reference  to  the  health  of  London,  the  principle,  I  presume,  must  be  this :  to  reduce 
to  a  minimum  the  quantity  of  animal  decomposition  occurring  in  the  vicinity  of  human  habita- 
tions ;  to  bring  into  the  metropolis  no  more  than  is  needed  for  consumption  as  an  article  of 
food  ;  to  bring  in  nothing  for  the  purposes  of  manufacture, — no  hides,  bowels,  or  the  like;  to 
exclude  all  such  manufactures  from  the  City :  in  other  words,  to  slaughter  outside  the 
metropolis  (beyond  the  limits  of  dense  population),  and  to  bring  into  the  metropolis  only  that 
meat  which  shall  be  eaten. 

1970.  In  fact,  to  deal  with  meat  in  the  same  way  as  we  deal  with  bread — not  to  bring 
the  raw  com  into  the  City  to  be  ground,  but  to  brbg  in  only  that  which  is  to  be  used  for  food  r 
— Precisely. 

]  971.  Is  there  not  this  difference  between  meat  and  flour,  that  the  one  is  independent  of  the 
effects  of  temperature,  while  the  other  is  not? — Yes,  and  there  is  the  great  difficulty  of  the 
subject.  On  purely  sanitary  grounds,  the  great  object  would  of  course  be  to  have  the  large 
slaiaghtering  processes  as  far  as  possible  from  human  habitations ;  but  on  other  equally 
practical  grounds,  it  is  obvious  that  the  object  can  only  be  sought  for  with  certain  qualifica- 
tions. The  slaughtering  should  be  as  remote  from  our  inhabited  streets  as  possible,  consistently 
with  the  requisite  facilities  of  communication  between  the  slaughtering  establishments,  on  the 
one  hand,  and  the  butchers'  shops  on  the  other ;  this  freedom  of  communication  being  indis- 
pensable to  the  convenience  of  the  public. 

1972.  Would  you  propose  absolutely  to  prohibit  all  slaughtering  within  what  may  be  called 
the  limits  of  the  metropolis  ? — Speaking  merely  on  sanitary  grounds,  I  would  unquestionably 
do  so ;  but,  as  I  have  suggested,  there  is  another  condition  which  must  be  fulfilled.  The 
public  must  be  supplied  with  meat  at  a  certain  price.  Supposing  the  supply  of  meat  could  be 
as  complete  as  now,  and  its  quantity  as  nicely  proportion^  to  the  demand,  and  without  any 
increase  or  any  large  increase  of  price,  I  should  certainly  say  all  the  slaughtering  ought  to  be 
without  the  limits  of  the  metropolis. 

1973.  Do  you  think  any  difference  could  be  made  between  the  slaughtering  of  sheep  and  the 
slaughtering  of  oxen  ? — No ;  I  believe  that  at  present  it  is  illegal  under  some  old  statute  to 
slaughter  horned  cattle  within  the  City  of  London,  but  I  have  never  thought  it  worth  while  to 
use  the  power  which  that  statute  apparently  has  given  to  prohibit  one  kind  of  slaughtering, 
while  all  other  kinds  should  be  suffered  to  continue. 

1974.  What  is  the  law  to  which  you  refer? — I  cannot  refer  to  it  distinctly;  I  know  it  only 
from  hearsay,  or  perhaps  from  some  vague  reference  in  print,  to  the  effect  that  there  is  a  statute 
affixing  a  penalty,  I  think,  of  Bd,.to  the  slaughtering  of  an  ox  within  the  City  of  London. 

1975.  Do  you  think  it  would  be,  in  a  sanitary  point  of  view,  useful  that  slaughtering  in  the 
City  should  be  prohibited,  but  should  be  allowed  in  the  other  parts  of  London  ? — Whether  that 
would  be  equal  justice  is  perhaps  another  matter;  but  useful,  in  a  sanitary  point  of  view,  it 
of  course  would  be  to  those  parts  of  the  metropolis  that  got  rid  of  the  slaughtering,  and  pro 
tanto  it  would  be  desirable. 

1976.  That  is,  that  the  slaughter-houses  should  be  removed  out  of  the  City  to  the  districts 
around  ? — If  all  the  slaughter-houses  were  moved  out  of  the  City  and  ranged  in  a  ring  round 
about  it,  of  course  the  advantage  would  be  none ;  but  if  they  were  removed  from  the  whole  of 
the  metropolis  the  advantage  would  be  very  great. 

1977.  If  slaughtering  were  prohibited,  would  it  not  be  also,  on  the  same  ground,  necessary 
to  prohibit  the  unwholesome  tnsules  which  have  an  affinity  with  slaughtering  ? — ^They  would,  I 
think,  vanish  of  their  own  accord  with  the  slaughtering;  they  would  follow  the  slaughtering; 
otherwise  it  would  certainly  be  necessary  to  prohibit  them,  for  they  constitute  one  of  the  great 
evils  of  slaughtering. 

1978.  Can  you  state  how  many  of  those  establishments,  which  you  consider  prejudicial  to 
health,  exist? — I  cannot  tell  what  number  there  are  out  of  the  City,  but  there  are  very  few 
within  the  City. 

1979.  You  are  acquainted  with  the  'slaughter-houses  in  the  City,  in  Newgate  market,  and 
in  I^eadenhall  market.  Do  you  happen  to  know  as  a  fact  whether  they  do  cause  any  greater 
degree  of  illness  than  exists  in  other  parts  ? — It  would  seem  to  be  very  easy  to  answer  that 
question  by  a  '^  Yes"  or  a  ''  No/*  but  I  cannot  answer  it  quite  easily,  and  for  this  reason :  the 
causes  of  illness  are  very  much  mixed  up  together.  We  generally  have  those  slaughter- 
houses in  the  midst  of  a  very  poor  and  very  crowded  population ;  and  if  a  fever  breaks  out  in 
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JaiHiai y v^^  1  ab^.    ^uob  a  population,  and  carries  ofl  a  large  number  of  persons,  we  cattnot  impute  it  solely  to>  tfaer 
.— *•  slaughter-houses. 

J.  ^iiMonf  E^q.  '  lyQO.  Stnoe  you  have  been  officially  employed  in  the  Gity,  have  you  observed  in  those'  parts 
of  the  City  in  which  slaughter-houses  exi:it  a  greater  degree  of  illnes»  th:m  prevails  in  other 
parts  where  there  are  no  slaughter-houses  ? — Ifyou  take  a  private  slaughter-house  in  a  district 
which  otherwise  is  not  an  unhealthy  one,  I  think  you  do  find  that  that  forms  a  sort  of  centre  . 
for  epidemic  diseases;  but  the  influences  which  cause  diseases  aoe  so^  mixed'  up  together  that  I 
do  not  like  to  speak  very  positively  about  it.  For  instance  (wken  you  get, out  of  the  great, 
slaughtering  district,  in  Honerlane,  there  is  a  slaughter-house  clo^e  to  Diamond-court;,  there 
is  a  great  deal  of  illness  about  there,  and  that  is  on  high  ground,  and  in  a  situation  which 
otiierwise  periiaps  would  not  have  a  great  deal  of  epidemic  diaease.  So  agaia,  wben  you  conow 
ta  Farringdon-street  (it  is  true  that  the  Farringdon»street  district  itself  is  not  a  healthy  one; 
there  is  often  a  great  deal  of  illness  there,  and  the  cholera-  raged  thove  very  fiercely),  at  the 
top  of  Bear-alley,  which  is  on  a  higher  level  than  the  line  of  Farrhigdon^street,  tbore  is  a 
private  slaughter-house,  very  ill  regulated,  and,  whenever  I  have  been  there,  exceedingly 
offensive.  Where  Bear-alley  joins  S^coaUIane  thero  were  several  cases  of  cholera,  and  there 
is  a  great  deal  of  fever  and  a  great  deal  of  ill  health  generally  in  that  neighbourhood.  Again, 
nearer  to  Smithfield,  in  Fox  and  Knot-court,  there  is  a  large  public  slaughter-house,  and  there 
is -a  great  deal  of  illness  there ;  but  then  it  may  be  noticed  that  other  causes,  of  ill  health  exist 
here,  just  as  in  the  other  place  which  I  have  just  cited.  In  Leadenhall  market  there  in  not 
much  disease  about,  nor  in  Newgate  market,  but  then  the  population  is  nob  dense  in^ithel*of 
those  situations. 

1981.  Do  the  people  who  carry  on  business  there  live  there  ?-^I  apprehend  very  few^  and 
that  makes  a  very  considerable  ditf'erence  in  the  result. 

198'i.  Did  any  cholera  eases  come  under  your*  cognizance  in  the  immediate  vicinity^  of 
Smithfield  market  7 — Very  few  indeed ;  in  the  workhouse  there  were  some  cases.  It  is  re-^ 
markable,  however,  that  that  workhouse  is  in  the  middle  of  a  slaughter-house  district,  and  it 
had  not  so  many  cases  of  cholera  as  the  workhouse  in  the  East  London  Uubn^  where  the 
cliolera  was  exceedingly  bad.  That  does  not  to  my  mind  prove  the  healtbiuesa  of  a  slaughter-)- 
house  district,  because  there  are  other  causes  mixed  up  in  the. comparison  of  the  two  establishn 
ments ;  probably,  the  circumstances  of  the  houses  are  dii&rent>  in  addition  to  their  differencei 
with  respect  to  proximity  to  the  slaughter-houses. 

1983.  Are  you  aware,  whether  in  St.  Bartholomew's  Hospital  there  were  any  cases  of  cho- 
lera over  and  above  those  which  were  brought  into  the  hospital  with  that  disease;  that  is, 
whether  there  were  any  cases  of  cholera  among  the  nurses  or  other  officers  of  the  hospital  ?^ 
There  were  several  cases  reported  of  deaths  from  cholera  in  St  Bartholomew's  Hospital^ 
where  no  other  address  was  recorded ;  so  that  apparently  nurses  and. other  servants  of  the 
hospital  must  have  died  from  cholera.  In  Wild's  map  of  tlie  City  (one  similar  to  this)  I  have 
marked  every  house  which  was  the  registered  re^dence  of  a  person  dying  from  cholera,  and 
there  are  several  cases  marked  against  St.  Bartholomew  s  Hospital, 

1984.  You  have  given  it  as  your  opinion,  that  intramural  noxious  trades,  such  as  tallow- 
melters  and  gut-scrapers,  and  so  on,  would  of  themselves  follow  the  slaughter-houses  out  of 
town,  if  the  slaughter-houses  were  compelled  to  be  out  of  town,  in  its  neighbourhood.  Do  you 
think,  that  the  slaughter-houses  would  in  any  degree  follow  the  live  cattle  market,  if  the  live 
cattle  market  was  bylaw  compelled  to  be  extramural  ?^ — I  should  think  not;  I  am  told  by 
these  who  are  better  informed  on  the  subject  than  I  can  pretend  to  be,  that  the  slaughtering 
establishments  will  tend  to  settle  themselves  in  immediate  proximity  to  thedead^meat  market, 
rather  than  the  hve-meat  market ;  and  this  view  appears  to  me- quite  rational  and  probable^ 

1985.  We  have,  however,  had  it  in  evidence,  that  some  of  the  cattle  in- Smithfield  n»irket 
aee  considered  to  be  in  such  a  state  of  deterioration  as  to  render  it  desirable  that  they  should 
be  slaughtered  on  the  spot,  or  as  near  it  as  possible.     In  that  case,  one  sees  the  relation 
between  the  live  cattle  market  and  the  slaughter-'houses,  and.ssi  far  as  that  or  the  like  relation 
majr exist,  the  removal  of  the  live  cattle  market?  out  of  town  would  be  attendant  with  the 
removal  of  the  concomitant  nuisances  connected  with,  slaughter-houses.     That  would  be  agree* 
aUe  with  your  opinion   and  observation? — Yes;   if  the:  buiwlier  could  conduct  his  business 
according  to  his  own  view  of  convenience,  unshackled  by  considerations  <  of.  expense,  probably, 
in  every  case  he  would  have  his  slaughter-house  close,  to  his  shop,  and  kill. for  his  custoroens, 
fr6m  hand  to  mouth,  just  according  to  the  hours  demand.     He  would  have-  on  hand  as  little  . 
dead  stock  as  possible,  so  as  to  diminish,  especially  in  summer,  his  risk  of  lass  from  decom*  . 
position.     And  the  same  apprehension,  acting  more  generally,  would  lead,  as  I  should  ia&r;  to  . 
the  settlement  of  the  slaughterers  in  immediate  pcoximity  to  the  dead«meat  market. 

1986.  So  far  as  slaughter*houses' and  their  attendant. noxious  trades  are- inimical  to  titer* 
public  health,  and  so  far  as  they  are  more  immediately  connected  with,  the  dead- meat  market, 
than  the  live^meat  market,  on  sanitary  grounds  would  it  not  be  more  important  that  the  large, 
dead  meat  market  for  carcasses  should  be  out  of  town  rather  than  the  live-cattle,  market?-*^ 
That  appears  a  fair  conclusion  from  the  prenmes  which  you  state. 

[The  Witness  wtthdrew."] 


Mr.  W.  Eve.  Mr,  WilMam  Eve  examined. 

1987.  You  have  a  large  farm,  have  you  not? — I  have  a. farm  of  between  GOQandTOO^r 
acres  at  North  Ockenden,  near  Romford, 

1988.  Do  you  send  to  Smithfield  market  a  considerable  number ^f  beasts  in  the  yecir^*-* 
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Yes,  r  do.     I  send  about  1^  beasts  annually  to  Snuithfield,  and  from  about  30  to  40  to    jAnimry  423,  i860. 
Romford.     Romford  is  our  local  town,  and  I  send  about  800  sheep  and  lambs  to  Smithfield  — 

^nd  Romford.  '^'''  ^-^^' 

1989.  Were  you  not  a  salesman  in  Smithfield  market  for  many  years? — Yes. 

19^0.  For  how  manyyoars? — ^From  the  first  of  my  going  into  Smithfield  market,  and 
being  intimately  acquainted  -with  it,  is  now  33  years. 

l091.  You  were  a  salesman  there? — Yes,  for  nearly  20  years:  and  I  stood  there  twice 
every  week  for  17  years,  with  scarcely  an  exception.  I  was  not  taken  ill,  or  out  of  Ae 
market  more  tban  twice  out  of  104  days  in  the  year,  and  I  slept  in  the  market  101  nights 
in  the  year  for  17  years,  so  that  I  eanieinat  all  hours  of  the  night,  and  of  course  had  an 
opportunity  of  seeing  a  good  deal  of  the  progress  of  the  market  in  the  night  as  well  as  day. 

1992.  Was  that  progress  replete  with  cruelty- and  objection? — There  was  a  great  deal  more 
cruelty  in  the  commencement  of  my  career  than  there  is  now;  there  has  beenagr^at 
amelioration  since  I  first  knew  the  mariet,  but  still  not  sufficient  to  meet  the  claims  of 
humanity. 

1993.  Do  you  look  upon  the  market  as  inadequate  in  size  for  the  wants  of  the  public  ? — 
Yes;  I  have  tBKlvocaited  that  for  many  years  before  the  Committee  of  Inquiry  took  places  I 
always  found  fault  with  the  room  tbat<was  prorid«d,  a<»  being  extremely  insufficient. 

1994.  Doyou  consider  that  there  iff  a  deterioration ^f  the  cattle  that  come  into  the  mariiet, 
from  the  want  of  space? — Decidedly  I  do. 

1995.  Can  you  give  the  Commissioners  any  idea  of  the  nature  and  amount  of  that  deteriora- 
tion?— I  think  the  amount  of  deterioration  is  very  c^nskierable,  arising  from  the  irritation  and 
excitement  which  the  animals  are  subject  to,  and  in  being  pressed  into  the  pens  so  closelyas 
they  are.  In  the  first  place  the  sheep,  and  then  the  cattle,  from  being  jammed,  not  only  to 
the  rail  but  also  in  the  droves,  the  meat  must  be  very  much  deteriorated  in  value;  and  also  from 
the  irritated  and  excited  state  produced  in  the  animals  they  must  sink  very  fast,  and  of  course 
Ibse  flesh  to  a  very  considerable  degree ;  so  much  so  that,  if  you  calculate  the  number  of  sheep 
which  are  sold  annually  in  the  market  at  35,000  per  week,  1  have  no  hesitation  in  giving  it  as 
my  opinion,  that  the  loss  consequent  upon  that  injury  and  excitement  which  they  are  subject  to 
in  the  market  is  equal  to  4  lbs.  per  head. 

1996.  What  should  you  say  the  loss  was  upon  cattle? — Of  course  the  loss  upon  cattle  is  in 
the  same  proportion ;  and  1  should  imagine  upon  the  beasts,  taking  a  fair  principle,  the  loss 
consequent  upon  the  ill  treatment  they  receive  would  be  2  stones,  or  16.  lbs.  a  head.  And  then 
there  is  the  preliminary  matter  of  the  animal  coming  to  market,  which  of  course  commenees 
this  waste  of  meat ;  and  it  is  brought  to  a  climax  by  the  treatment  they  receive  there. 

1997.  Does' it  come  within  your  practical  knowledge,  that  the  animals  do  waste  to  the 
extent  you  have  stated? — Yes ;  I  can  give  a  practical  proof  of  it.  When  I  was  a  boy,  I  serv^ed 
my  time  as  an  apprentice  to  a  butcher  near  the  metropolis ;  my  master  used  to  bring  me  with 
him  to  market,  and  perhaps  he  would  buy  two  or  three  beasts  and  ten  sheep,  or  more ;  and  if 
he  wanted  to  kill  any  of  them  in  the  afternoon,  he  would  say, — "  Now,  William,  you  may  as 
well  drive  these  home  ;  the  drover  will  assist  you  out  of  the  market ;  and  when  you  get  them 
home,  you  can  kill  part  of  them.**  If  I  was  ordered  to  kill  five  or  six  sheep  on  the  Monday 
night,  and  to  kill  the  remainder  on  the  Thursday  or  Friday,  I  invariably  found  that  the  sheep 
that  were  killed  on  the  Thursday  or  Friday  were  considerably  reduced  in  weight,  as  compared 
•with  those  that -were  killed  on  the  Monday.  Whether  I  picked  out  the  biggest  or  the  least,:or 
never  picked  them  at  all,  that  was  always  the-result  I  think  that  proves  a  great  deal ;  not 
only  that  the  meat  was  deteriorated  in  value,  but  that  it  lost  a  great  deal  in  quantity. 

1998.  You  mean  to  say  that  a  lot. of  sheep,  sold  by  you  at  Ockenden  to  a  butcher,  would 
sell  for  more  than  they  would  sell  forafler  being  driven  to  Smithfield  market,  and  subjected  to 
'the  treatment  they  receive  there  ? — 'They  would  be  worth  more  to  the  butcher,  supposing  lie 
could  come  and  buy  them  there  and  take  them  quietly  into  his  slaughter-house  ;  there  would 

'  not  be;  in  that  case,  the  loss  sustained  by  the  butcher  which  he  now  sustains. 

1999.  The  same  would  be  applicable  to  oxen  ? — Decidedly « 

2000.  Did  you  ever  form  a  calculation  of  what  would  be  the  difierence  between  the  vaKie 
of  a  beast  at  Ockenden  and  its  value  in  Smithfield  market  ? — If  I  were  a  butcher,  instead  of 
a  farmer,  I  would  give  from  10^.  to  20#.  more  for  a  beast,  buying  it  at  a  farm  house  to«be 
delivered  at  my  shop  in  a  proper  state,  than  I  would  give  if  the  beast  were  subjected  to  the 
ordeal  of  going  through  Smithfield  market. 

2001.  Cannot  1  he  butchers  now  buy  their  meat  in  the  country  if  they  wish  to  do  so?— Yes; 
but  very  few  farmers  know  their  business,  and  the  butchers  are  npt  very  fond  of  going  away 
from  Smithfield;  tl^y  ^d  that  the  place  to  buy  at.  But  I  know,  as  a  fact,  that  one  large 
butcher,  Mr.  Slater,  is  a  large  bujrer  of  beasts-  in  the  country.  Lknow  that  he  has  bought 
sheep  of  a  person  that  I  was  in  the  halnt  of  selling  for.  I  know  that  he^went  down  to  a  friend  of 
mine  in  Essex,  in  order  to  buy  a  lot  of  beasts  at  Christmas  time.  Whether  he  bought  them 
or  not  I  do  not  know.     He  would  not  purohase.in  the  country  if  it  did  not  answer  his  purpose. 

2002.  At  what  should  you  put  the  difference  in  the  value  of  the  sheep  sold  in  the  country 
and  the  sheep  sold  in  Smithfield  market?— I  should  say  it  would  make  a  difference  to  the 
butchers  of  fully  from  \s.  6d>  to  2s.  a  head,  or  mor3,  which  would  amount  to  upwards  of 
100,000/.  upon  the  sheep  alone. 

2003.  Do  you  think  the  proximity  of  the  Kve  and  dead  meat  markets,  wherever  they  are,  is 
•absolutely  necessary  ? — No,  I  do  not  think  that  it  is  absolutely  necessary.  I  believe  it  is  an  ad- 
Tantage  to  a  certain  extent,  but  not  such  as  to  prevent  the  change  which  is  absolutely  necessary 
in  the  removal  of  the  market  from  Smithfield.  The  benefit  of  removing  the  cattle  and  slieep 
market  would,  I  should  say,  far  counterbalance  the  inconvenience  or  loss  on  the  other  side. 

2004.  Do  you  notapprehend  that  it  would  be  better  if  the  two  markets  were  near  one  another  ? 
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January  23, 1850.    — ^I  think  it  would  be  better  that  the  two  markets  should  be  near  each  other,  but  not  absolutely 
-—  necessary,  as  far  as  I  am  able  to  judge. 

Mr.  IT.  Evt.  2005.  Do  you  consider  lairs  to  be  absolutely  necessary  to  be  appended  to  the  market  ? — I 

do ;  I  have  always  felt  a  strong  wish  to  see  that  desired  end. 

20C6.  If  such  an  arrangement  could  be  made,  do  you  think  it  would  benefit  the  grazi^ 
very  much? — Yes,  I  do.  Smitbfield  market  is  like  other  markets,  it  is  sometimes  glutted  ; 
there  is  more  than  the  trade  require.  But  in  my  experience  I  always  found  that  it  was  best 
to  sell  at  the  first  market,  for  I  found  that  nineteen  times  out  of  twenty  I  sustained  a  loss  by 
keeping  the  animals  for  another  market,  even  though  from  the  then  state  of  the  trade  there  was 
an  apparent  loss  to  the  grazier  by  selling  them  on  that  day. 

2C07.  From  what  did  the  loss  which  was  sustained  by  keeping  the  animals  arise  ? — ^The 
loss  arose  from  the  depreciation  in  the  article  itself  i  the  reduced  flesh,  and  the  want  of  solidity 
and  firmness  which  is  necessary  when  the  butcher  purchases  to  suit  his  palate. 

2008.  That  would  be  obviated  by  proper  lairs  being  appended  to  the  market? — ^Very  mudi 
so ;  and  on  the  score  of  humanity  it  would  be  most  desirable  to  bring  about  that  result  When  I 
was  an  active  man  in  the  market  I  had  not  time  to  look  at  what  was  ffoing  forward ;  my  biisi- 
aess  took  up  the  whole  of  my  thoughts  and  time ;  but  now  I  go  most  Mondays,  and  sometimes 
on  a  Friday  to  the  market,  and  I  am  a  passive  spectator  of  all  that  is  going  on.  I  see  the 
difficulty,  and  the  brutality  and  inhumanity  which  are  practised  there,  and  I  endeavour  to  take 
a  calm  and  dispassionate  view  of  everything  around  me.  There  was  one  thing  which  struck 
me  very  forcibly  which  I  saw  some  time  ago.  Whilst  I  was  standing  in  the  market  there  was 
a  funeral  coming  along  Long-lane,  and  a  bullock  had  unfortunately  turned  the  wronor  way,  up 
Long-lane  instead  of  the  other  road.  A  dog  ran  at  his  nose,  and  the  drover  threw  his  stick  at 
his  head  to  prevent  him  going  the  wrong  way;  but  it  was  with  the  greatest  difiicuhy  in  the 
world  that  they  prevented  the  animal  from  knod&ing  down  the  bearers  of  the  corpse.  I  was 
all  in  a  tremor  for  fear  that  that  should  occur,  and  that  the  coffin  should  be  thrown  upon  the 
«rround.  And  another  thing  I  may  state,  of  which  I  took  the  particulars  at  the  time.  On  the 
§th  of  October  there  was  an  arrival  of  a  large  number  of  foreign  beasts — as  many  as  1,400— 
which  sivelled  the  amount  which  they  had  in  the  market  to  a  great  extent.  The  trade  was 
very  bad.  I  went  into  Smithfield  at  half-past  ten.  I  said  to  a  drover,  *^  You  have  a  large 
quantity  of  foreign  cattle  to-day,  how  many  have  you?"  He  said,  "  1,400."  1  said  "  I  sup- 
pose you  have  got  them  all  in  ?"  He  said,  "  No,  we  have  not  got  them  all  by  500."  That 
was  at  half-past  ten,  and  at  half-past  two  I  met  some  that  were  just  going  in ;  and  the  reason 
which  prevented  them  coming  in  earlier  was  the  insufficiency  of  room.  Now,  whether  they 
are  English  or  foreign  cattle,  if  we  have  a  public  market,  I  think  the  foreign  should  have  the 
same  privileges  as  the  English ;  but  at  present  they  are  debarred  the  opportunity  of  being 
exhibited  in  the  proper  market  at  the  proper  time. 

2009.  Do  you  believe  that  the  foreign  cattle  have  a  preference  given  them  over  the 
Enolish  ? — No,  I  do  not  see  that  at  all. 

2010.  Do  you  happen  to  know  whether  several  of  the  salesmen  are  connected  with  the 
foreign  markets  ? — I  should  think  some  of  them  are.  I  should  imagine  they  are  connected 
with  the  foreigners  who  ship  the  cattle. 

2011.  They  ha\'e,  then,  a  greater  interest  in  selling  the  foreign  cattle  than  they  have  io 
selling  the  English  ? — No,  I  do  not  think  that  I  think  it  is  a  very  fiaiir  market ;  it  is  conducted 
on  very  honourable  principles;  there  is  no  want  of  honour  or  integrity  on  the  part  of  the  sales« 
men,  or  money-takers,  or  any  one  else  connected  with  it. 

2012.  But  if  a  salesman  is  connected  with  cattle,  whether  in  this  country  or  abroad,  of 
course  he  desires  to  sell  those  beasts  in  preference  to  those  with  which  he  is  not  connected  ? — 
Yes,  but  if  the  English  producer  found  that  the  salesnian  to  whom  he  sent  his  cattle  was  not 
paying  the  attention  to  his  beasts  that  he  required  him  to  pay,  he  would  not  continue  to  send 
his  cattle  to  him. 

2013.  But  is  it  not  practically  the  case  that  there  are  salesmen  who  have  an  interest  in 
selling  foreijTu  beasts  ?— I  think  it  is  probable  that  it  may  be  so,  but  as  I  cannot  speak  to  the 
fact,  you  will  take  my  answer  in  a  qualified  sense. 

2014.  Have  you  made  any  calculation  of  the  amount  of  loss  to  the  cattle  or  sheep,  owing  to 
the  confined  area  of  Smithfield  and  Newgate  markets? — If  you  multiply  the  number  of  sl^p 
that  are  sold  in  a  year,  35,000  by  4,  each  sheep  losing  4  11m.,  it  comes  to  a  fearful  sum,  as  I 
have  before  stated,  a  considerable  sum  of  money  more  than  the  public  ought  to  lose ;  and  every 
half  stone  that  is  lost  by  any  want  of  care,  or  by  any  bad  system,  must  recoil  upon  either  the 
producer  or  the  public,  and  my  motto  is,  *'  waste  not,  want  not."  There  is  a  singular  case 
which  I  may  perhaps  mention : — A  gentleman  in  Lincolnshire  endeavoured  to  test  the  thing 
in  this  way :  he  took  20  sheep  and  weighed  them,  and  if  he  found  any  that  were  of  a  greater 
weight  than  the  others,  he  took  those  away  and  put  the  lighter  ones,  so  as  to  get  20  sheep  to 
correspond  in  weight  as  nearly  as  possible;'  10  of  these  were  consigned  to  London,  and  killed 
there,  and  the  other  10  were  killed  in  the  country,  and  sent  up  dead,  and  the  diflference  in  the 
weight  was  enormous ;  it  would  frighten  any  one  to  hear  what  the  difference  was.  The  loss  I 
have  since  ascertained  to  be  from  12  to  14  lbs.  per  sheep. 

2015.  You  say  that  the  space  in  Smithfield  market  is  insufficient.  To  what  extent  do  you 
consider  the  area  of  Smithfield  market  insufficient  ? — It  is  allowed  on  all  hands,  and  i  believe 
every  person  will  admit  the  fact,  whether  he  be  a  salesman  or  a  money-taker,  or  any  other 
person  connected  with  the  market,  that  the  present  size  of  the  market  is  too  small.  I  may 
perhaps  be  allowed  to  make  a  remark  upon  that : — In  my  experience,  for  many  years  improve- 
ments have  gone  on.  1  remember  "The  Old  Bell*'  standing,  and  its  being  pulled  down,  and  I 
remember  "The  New  Bell"  being  put  up,  that  is  now  pulled  down;  that  was  done  to  give 
increased  room,  but  in  every  improvement  the  .City  have  made  (and  I  give  them  all  credit 
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for  the  improvements  they  have  made),  they  have  fallen  far  short  of  the  requirements  of  the    January  23, 1850. 
public;  for  instance,  in  1825  the  public  wanted  room  for  5,000  more  sheep,  and  the  City  gave  *^r» 

room  for  2,000,  and  in  1835  the  public  wanted  room  for  7,000  more,  and  they  gave  them  room        *^*  ^'  ^^' 
for  2,000.     This  I  have  closely  watched  as  the  years  have  gone  on^  and  to  show  that  the  sheep 
are  not  all  sold  in  the  market,  I  mayperhaps  be  allowed  to  state  that  in  last  April  I  went  to 
the  Ram-yard,  and  in  one  of  the  lofts  connected  with  that  yard  I  bought  140  sheep.     They 
never  went  into  the  market  at  all.     They  were  never  exhibited  in  the  pens. 

2016.  Do  many  sheep  stand  in  the  yards  of  the  inns  adjoining  Smithfield? — ^This  is  one 
proof  of  it,  and  I  believe  there  are  a  great  many,  for  I  saw  a  great  many  cattle  and  sheep  in 
the  yard  at  the  time  I  went  to  purchase  those. 

2017.  Did  you  ever  observe  cattle  and  sheep  on  any  other  occasion  standing  in  the  yard  ? — 
Yes ;  I  have  had  more  than  I  have  had  pens  bespoke  for.  I  have  been  obliged  to  take  them 
to  the  Ram-yard,  and  bring  them  into  the  pens  where  there  was  room  for  them.  The  sheep 
that  come  first  to  the  pens  that  are  allotted  us,  must  go  into  them,  whether  they  suit  the  west- 
end  butcher  or  the  east-end  butcher,  and  the  consequence  is,  that  frequently  the  best  sheep  are 
led  out  of  the  pens,  and  a  serious  loss  is  sustained  by  selling  at  the  latter  end  of  the  day  to  the 
east-end  butchers  those  sheep  which  the  west-end  butchers  would  have  been  glad  to  purchase, 
if  all  could  be  exhibited  at  the  same  time. 

2018.  Do  you  pay  toll  upon  sheep  which  are  not  sold  in  the  market?— Yes;  they  all  pay 
toll. 

2019.  Would  sheep  for  sale  in  the  yard  of  an  inn  pay  toll? — I  do  not  know  whether  those 
pay  toll,  or  not.  I  should  imagine  that  they  did  not,  but  that  is  a  question  to  be  sifted  by  the 
Corporation.  There  is  another  thing  I  would  mention  :  I  have  some  land  at  Plaistow,  and  it 
would  be  a  great  advantage,  not  only  to  myself,  as  a  grazier,  but  to  other  Plaistow  graziers,  if 
we  could  go  to  the  market  and  buy  cattle  which  are  sometimes  sold  there  half  fattened,  but  we 
dare  not  purchase  them  now,  on  account  of  their  being  footsore  and  diseased.  They  are  a  fort- 
night or  tiiree  weeks  before  they  get  over  their  journey  and  rough  treatment,  and  that  completely 
prevents  our  buying  them  for  that  purpose ;  and  though  I  might  wish  to  relieve  the  market  by 
taking  a  portion  of  the  goods  which  are  absolutely  m  the  way,  and  in  .  that  way  produce  an 
increased  quantity  of  meat  for  human  consumption,  I  cannot  buy  them,  and  with  sheep  it  is 
the  same. 

2020.  Did  you  ever  attend  Smithfield  market  on  the  night  of  Sunday? — I  have  been 
acquainted  with  it  so  thoroughly,  that  I  should  think  no  salesman  has  seen  so  much  of 
night-work  as  I  have  done,  for  I  have  been  myself,  frequently,  and  seen  the  cattle  tied  up, 
and  the  sheep  penned. 

202L.  What  have  you  observed? — I  wish  1  had  words  to  convey  my  ideas  upon  the  subject, 
but  I  have  not;  but  it  is  a  scene  which  beggars  all  description.  The  bad  language,  and  the 
briitality,  and  everything  else  met  together,  would  horrify  anybody.  Use  is  second  nature, 
and  I  had  got  used  to  it;  but  now  I  have  time  to  contemplate  the  things  which  take  place  in 
the  market,  and  I  have  very  often  been  shocked  by  the  language  and  the  brutality.  I  have 
sometimes  taken  pains  to  reprove  the  parties,  and  have  threatened  to  bring  them  up  before  a 
magistrate  for  their  brutality,  but  my  living  in  the  country  prevented  it ;  but  I  feel  that  I  have 
not  done  my  duty  in  not  doing  so. 

2022.  Is  that  cruelty  exercised  on  the  animals? — ^Yes. 

2023.  Both  the  oxen  and  the  sheep?— Yes. 

2024.  Which  do  you  think  suffer  the  most? — Heavy  sheep  suffer  the  most — the  Lincoln-* 
shire  sheep ;  for  they  are  least  able  to  get  out  of  the  way,  and  in  the  pens  frequently  lie  upon 
each  other. 

2025.  Is  the  cruelty  necessary,  in  order  to  bring  the  cattle  and  sheep  to  the  places  where 
they  are  to  stand? — Great  part  is  indispensable  to  force  the  animals  into  the  confined  space 
allotted  them,  and  the  constantly  employed  become  brutal  by  habit.  I  speak  practically,  for 
I  have  driven  out  of  the  market,  and  know  the  business  in  all  its  ramifications. 

2026.  Supposing  the  site  of  the  market  were  changed,  do  you  think  there  would  be  so 
much  cruelty  as  there  now  is? — No;  I  think  it  would  be  under  a  different  system  altogether, 
and  there  would  be  proper  persons  to  exercise  a  judicious  surveillance,  to  prevent  that  brutality 
and  inhumanity  which  are  practised  there,  and  which  is  a  blot  upon  our  age — a  disgrace  to 
the  City. 

2027.  Might  it  be  prevented  ? — ^Yes;  it  could  not  possibly  be  prevented  in  Smithfield. 

2028.  But,  supposing  Smithfield  were  enlarged  to  a  considerable  extent,  might  it  be  pre- 
vented?— If  it  could  be  enlarged  to  a  great  extent  you  would  not  do  away  with  the  incon- 
venience which  the  City  of  London  undergo  fi'om  the  cattle  being  driven  backwards  and 
forwards  iu  the  day-time.  I  will  give  an  instance: — a  sort  time  ago  I  was  outside  an  omnibus 
coming  down  Ludgate-hill,  and  just  as  we  got  opposite  to  the  late  Mr.  Waithman's  old  shop, 
a  drove  of  sheep  came  under  our  horses*  noses  from  Farringdon-street ;  the  horses  were  pulled 
on  to  their  haunches,  and  we  were  stopped;  that  stopped  all  the  carriages  coming  down 
Ludgate-hill  and  up  Fleet-street,  and  all  this  inconvenience  arose  from  those  40  sheep.  I 
said  to  the  coachman  at  the  time — "  This  is  one  of  the  fruits  of  sheep  being  driven  through 
the  City  in  the  day-time,  and  if  anybody  was  going  to  the  railway  in  a  cab,  what  a  situation 
he  would  be  in  from  this  delay ;"  he  would  be  likely  to  be  too  late. 

2029.  To  what  extent  do  you  think  the  market  should  be  enlarged  for  cattle  and  for 
sheep? — I  think  it  could  hardly  be  too  large,  to  give  ample  accommodation  for  the  lairage, 
whidi  is  one  great  thing  that  I  wish  to  see  accomplished ;  30  or  40  acres  would  hi  useful, 
because,  if  you  have  space,  it  is  not  necessary  to  fill  all  that  space. 

2030.  How  much  larger  should  the  market  be  than  at  present  in  order  to  afford  standing- 
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January  a3»  18S0.    room  to  the  cattle  and  sheep? — It  might  be  done  with  double  the  space,  but  then  you  would 
have  to  fall  back,  some  few  years  hence,  upon  the  same  difficulties  that  you  have  now. 

2031 .  You  think  it  might  do,  if  the  market  were  as  large  again  as  it  is  at  present  ? — Yes. 

2032.  But  you  think  there  ought  to  be  lairage  ?— Yes. 

2033.  And  for  that  purpose  it  would  reouire  30  or  40  acres? — ^Yes;  to  give  space  for  the 
cattle,  which  seem  to  be  augmenting  annually. 

2034.  But  that  would  not  obviate  the  inconvenience  of  driving  through  the  streets,  to  and 
from  the  market? — No;  unless  you  have  a  regulation  limiting  the  driving  through  the  streets 
to  certain  hours,  which  might  easily  be  carried  out.  I  do  not  see  any  occasion  at  all  for 
driving  them  through  the  streets  in  the  day-time. 

2035.  It  was  given  in  evidence  in  1849  that,  **  Every  arrangement  which  produces  over 
driving,  irritation,  terror,  and  torment  to  the  beasts,  before  the  final  blow  is  struck,  deteriorates 
in  the  same  degree  the  qualities  of  their  flesh  as  human  food,  and  especially  its  property  of 
resisting  decomposition."  Is  that  consistent  with  your  experience  ? — Nothing  can  be  m<we 
true  or  correct  than  that. 

2036.  That  is  not  a  mere  theoretical  statement  ? — I  have  never  heard  anything  that  was 
more  clear  and  satisfactory  to  my  mind,  and  it  embodies  my  own  sentinients  as  a  practical 
man.  I  am  in  the  habit  of  killing  my  own  sheep,  and  sometimes  in  the  hottest  weather  in  the 
summer,  and  I  have  had  mutton  at  the  end  of  seven  days  as  swe^t  as  at  the  end  of  the  first 
day ;  and  I  have  sold  sheep  of  the  very  same  description  in  Smithfield  market,  and  I  have 
heard  the  butchers  say  that  they  have  been  green  in  24  hours.  There  is  imn^ense  loss  con- 
sequent upon  that  to  the  community,  and  which,  I  think,  ought  to  be  saved  m  some  way  or 
other.     Meat  killed  in  an  excited  state  is  not  only  flavourless,  but  not  nutritious. 

[The  WitnesB  wiifidreifi^ 


Mr.  J.  Thomat, 


Mr.  James  Thoma$  examined. 


2037.  Are  you  an  occupier  of  land  in  the  county  of  Bedford  ? — I  am. 

2038.  Where  do  you  reside  ?— At  Sidlington. 

2039.  Have  you  a  considerable  farm  there? — I  oocupy  about  740  acres. 

2040.  Are  you  in  the  habit  of  sending  cattle  to  Smithfield  mf^rket? — Yes,  OQe«siona)ly. 

2041.  Do  you  employ  a  salesman  there  ? — Yes. 

2042.  By  what  means  do  you  send  them  up  to  London  ?^-1ill  last  Christmas  they  always 
walked  ;  since  last  Christmas  I  have  sent  them  by  rail. 

2043.  Do  you  find  that  mode  of  transit  preferable  ?-^I  think  it  is  preferable  in  the  winter 
time,  on  account  of  their  keep  on  the  road  being  inferior  to  what  they  are  used  to,  and  therefore 
they  lose  weight  by  being  three  or  four  days  on  the  roi^. 

2044.  What  is  the  cost  of  sending  up  an  ordinary  sized  bullock? — 7s.j  and  4^.  we  pay  aa 
commission  to  the  party  who  sells  them,  making  I  \$. 

2045.  Have  you  ever  had  occasion  to  consider  the  influence  of  the  present  state  of  the 
Smithfield  market  upon  the  country  grazier  ? — I  have  taken  considerable  notice  of  it. 

2046.  What  is  your  opinion  upon  that  subject? — My  opinion  is,  that  the  animals  are  reiy 
seriously  injured  from  the  very  confined  space  of  Smithfield  market,  and  tb^  almost  unavoidable 
force  and  cruelty  which  is  obliged  to  be  used  to  get  the  sheep  ajyid  the  o^i^  into  their  reactive 
places ;  they  are  often  damaged  very  considerably,  and  the  prices  they  fetch  in  consequence  i^ie 
not  equal  to  what  they  would  have  fetched  had  they  not  receiveil  that  damage* 

2047.  Does  the  damage  arise  from  the  confined  area  of  the  market,  or  from  its  central 
situation  ? — ^I  think  it  arises  chiefly  from  the  confined  state  of  the  market,  as  far  as  I  am  aUc^ 
to  judge. 

2048.  Would  whatever  evils  you  complain  of  be  removed  if  a  market  were  established  near 
the  metropolis,  of  what  you  would  consider  a  sufficient  siz;e?— 'The  ol^ections  would  be  very 
much  reduced,  if  the  market  were  double  its  present  size. 

'2049.  Do  you  observe  any  difference  with  respect  to  cattle  and  sheep  ? — No;  I  have  beea 
an  attentive  observer  of  what  has  occurred  in  Smithfield  for  many  years,  and  the  cruelty  which 
is  necessarily  practised  there  applies  to  cattle  as  well  as  sheep* 

2050.  Do  you  believe  the  cruelty  to  be  necessary  from  the  want  of  space  in  the  market^  or 
do  you  believe  it  to  be  wanton  cruelty  arising  from  the  bad  habits  of  the  drevers  ? — I  think  it  i* 
unavoidable,  in  a  great  degree. 

2051.  Did  you  ever  calculate  the  loss  upon  the  beasts,  arising  from  the  facts  you  have  stated  ? 
— In  crowded  markets,  like  that  of  Smithfield,  I  should  say  the  loss  was  not  less  than  lrf« 
a-pound  in  value,  as  compared  with  the  price  the  butcher  would  have  given  in  the  country  if 
I  could  have  delivered  the  animals  at  their  door. 

2052.  Does  that  apply  to  sheep  as  well? — Yes.  A  friend  of  mine,  a  butcher  in  Loodoii, 
tells  me,  that  the  reason  why  he  buys  principally  in  the  country  of  the  farmers^  instead  of  ia 
Smithfield  market,  is  on  account  of  the  state  in  which  the  backs  and  loins  of  the  animals  th«t 
come  out  of  Smithfield  market  are,  owing  to  the  biting  of  the  dogs  and  the  blows  that  tjiey 
receive. 

2053.  Did  you  ever  send  up'  cattle  to  Newgate  market  ? — Never  regularly ;  when  we  find 
any  fat  ox  which  is  obliged  from  accident  to  be  killed,  he  is  dressed  by  the  country  butcher  and* 
forwarded  to  Newgate  market;  that  is  the  only  case  in  which  the  grazier  send^  killed  meat  to 
Newgate  market. 
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2054.  Do  yon  think  it  would  answer  to  the  grazier  to  slaughter  his  own  animals,  and  send    January  23,  1850. 
them  up  as  dead  meat  to  London  ? — No,  I  do  not.  T~r>L^ 

2055.  You  are  aware  that  a  large  supply  of  dead  meat  comes  up  from  the  country  ? — Yes,      ^^'  *^*  Thonuu. 
I  am. 

2056.  Is  there  any  diflBculty  when  the  weather  is  cold  in  sending  up  the  meat  in  a  perfectly 
sweet  state? — ^There  is  no  difficulty  I  should  say  in  the  winter  time. 

2057.  Do  you  think  it  necessary  that  wherever  the  live-cattle  market  may  he,  there  should 
be  a  good  lairage  appended  to  it  ? — It  certainly  would  be  a  very  great  advantage. 

2058.  A  very  great  advantage  to  the  grazier  ? — Yes,  and  the  butcher.  I  think  the  lairs  at 
Islington  are  as  good  as  anything  can  be ;  the  cruelty  and  damage  which  the  beasts  sustain  is 
in  driving  them  from  the  lairs  during  the  Sunday  night,  and  the  miserable  state  in  which  they 
afe  when  they  are  tied  up  during  tlw  whole  of  Monday,  or  till  they  are  sold.  Could  they  be 
tied  up  near  the  lairs,  I  should  say  the  value  of  the  meat  would  be  increased  fully  1^.  a-poutid. 

2059.  What  number  of  beasts  do  you  generally  sell  in  the  year? — My  average  during  the 
last  15  years  has  been  145  beasts. 

2060*  What  number  of  sheep  do  you  sell  in  the  year  ? — About  800. 

2061.  Do  you  think  it  would  be  a  great  advantage  if  there  were  a  railway  communication 
to  the  live-meat  market  ? — I  think  it  would. 

2062.  Is  there  much  damage  to  the  beast  after  it  leaves  the  railway  ? — Yes ;  it  is  after  it 
leaves  the  railway,  and  after  it  leaves  the  lairs  in  which  the  animal  lies  on  Saturday  night  and 
Sunday,  that  the  injury  commences. 

2063.  Have  yeu  thought  much  upon  the  subject  of  the  change  of  the  day  of  holding  the 
market? — Yes;  as  far  as  morals  and  a  due  observance  of  the  Sunday  are  concerned,  there  can 
be  no  doubt  that  the  day  ought  to  be  changed  ;  because  the  salesmen  and  their  helpers  occupy 
their  Sunday  mominff  in  valuing  and  pricing  the  different  beasts  and  sheep  which  are  consigned 
to  their  care.  I  think,  all  the  graziers  whom  1  know  in  Bedfordshire  are  unanimous  in  a  most 
earnest  wish  to  see  an  alteration  of  the  market. 

2064.  That  is  to  say,  they  would  wish  the  cattle  market  to  be  removed  from  its  present  site 
to  a  more  spacious  site? — Yes. 

2065.  Have  they  any  opinion  upon  the  subject  of  the  dead-meat  market? — I  have  never 
heard  any  opinion  expreaied  by  them  upon  that  subject. 

2066.  Do  you  think  that  the  dead-meat  market  should  be  contiguous  to  the  live-meat 
market  ? — I  do  not  see  any  absolute  neces^ty  for  it ;  it  might  be  convenient  to  some  butchers. 
I  should  say,  that  if  we  had  another  market  for  foreign  beasts  near  the  water-side,  held  on  a 
different  day  from  the  other  market^  it  would  be  a  very  great  improvement,  instead  of  driving 
them  through  the  City  to  mix  with  our  own  beasts,  by  which  means  the  diseases  of  small-pox 
and  pleura  pneumonia  among  the  cattle  have  been  brought  into  the  country.  All  the  graziers 
that  I  have  spoken  to  on  the  subject  are  of  opinion  that  it  would  be  an  advantage  to  have  thetn 
in  a  separate  market. 

2067.  Why  would  you  propose  that  the  foreign  beasts  should  be  separated  from  the  English 
beasts? — On  account  of  the  diseases  which  they  bring  with  them.  We  never  had  pleura  pneu- 
monia among  our  cattle  till  it  was  introduced  by  foreign  cattle. 

2068.  Is  there  not  another  reason  for  having  a  separate  market  for  foreign  cattle ;  namely^ 
that  if  there  were  a  separate  market  for  foreign  anitiials,  lean  stock  would  be  sent  here  from 
abroad  vriiich  it  would  be  very  desirable  to  have  in  this  country  ? — Yes.  I  thiuk  that  is  another 
reason. 

2069.  Those  are  not  sent  now  ? — No. 

2070.  Is  your  recommendation,  with  respect  to  a  separate  market  for  foreign  catde  exclu- 
sively, founded  upon  quarantine  reasons? — 'It  is  founded  principally  upon  quarantine  reasons; 
but  I  think  the  division  of  the  market  would  be  convenient  for  the  butchers :  those  butchers 
who  are  living  in  the  neighbourhood  of  the  Thames  would  find  it  convenient  to  have  a  market 
xiear  them.  One  great  difficulty  which  we  have  in  Smithfield  is,  that  the  room  is  so  confined, 
and  the  beasts  that  are  consigned  to  the  salesmen  there  are  so  crammed  together,  that  they 
oannot  be  seen  by  the  buyers  to  proper  advantage. 

2071.  Does  not  that  arise  from  the  want  of  space  in  the  market  ? — Yes,  it  does. 

2072.  Assuming  that  sufficient  space  could  be  obtained,  do  you  see  any  reason  why  healthy 
foreign  sheep  and  cattle  shall  not  be  sold  in  the  same  market  with  English  sheep  and  cattle  ? 
«-— In  that  case  no  reason  but  quarantine  reasons  would  apply. 

2073.  If  the  option  were  given  to  importers  of  foreign  cattle  to  send  them  to  the  principal 
market,  probably  thev  woukl  decide  in  favour  of  sending  them  to  that  market? — I  think  it  is 
very  likely  they  would  with  fat  beasts ;  but  if  we  had  a  separate  market  for  foreign  stock,  I 
think  it  would  encourage  the  importation  of  lean  stock  to  an  extent  that  does  not  take 
place  now. 

2074.  Would  you  propose  the  entire  prohibition  of  foreign  cattle  from  the  principal 
market? — My  idea  certainly  was,  that  the  foreign  cattle  ought  to  go  to  a  separate  market. 

2075.  Do  you  consider  that  the  foreign  grazier  would  regard  it  as  fair  if  he  were  so  pro- 
hibited?— ^If  there  was  a  distinction  between  the  markets,  I  do  not  see  that  there  would  be 
any  unfairness  in  it ;  the  foreign  cattle  are  now  easily  distinguished  from  the  English ;  there 
is  no  disguising  a  foreign  beast  so  as  to  make  it  pass  for  an  English  one. 

2076.  Have  you  been  led  to  form  any  opinion  as  to  the  most  eligibte  site  for  an  enlarged 
live-meat  market  ? — I  have  always  bad  a  very  favourable  opinion  of  the  market  which  was 
built  by  Mr.  Perkins,  at  Islington.  I  have  been  there  veiy  frequently,  though  libt  the  last  two 
years,  and  I  thought  there  was  every  convenience  for  the  animals  that  could  be  conceived. 

2077.  Is  it  not  w«t? — ^I  have  never  observed  it. 
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2078.  Is  it  not  excavated? — ^The  Balls  Pond  Road  is  rather  higher  than  the  market;  but 
the  market  is  perfectly  dry.  I  think  they  have  dug  out  brick-earth,  but  I  am  not  certain. 
It  appears  to  me  to  combine  every  requisite  that  is  wanted. 

2079.  Vou  have  not  any  interest  in  the  market? — None  whatever. 

[The  Witness  withdrew.'] 


Mr.  W.  Temouth. 
yLx.W.SatUler.im. 


Mr.  William  Temouth,  and  Mr.  William  Santler,  Jun.,  examined. 

2080.  You  are  Inspectors  ofPavements>  under  the  City  Sewers  Act? — {Mr.  Sa/nder.)  Wcare. 

2081.  How  long  have  you  been  appointed  inspectors? — Four  years. 

2082.  Did  you  act  before  the  passing  of  the  existing  Sewers  Act  ? — Yes. 

2083.  Is  it  your  duty  to  inspect  slaughter-houses  in  the  City  ? — {Mr.  TemotUhS)    Yes. 

2084.  What  slaughter-houses  have  you  inspected? — {Mr.  Santler.)  I  take  the  Eastern 
Division — Aldgate  High-street  and  Leadenhall. — {Mr.  Temouth.)  I  take  those  round 
Smithfield  and  Newgate  markets. 

2085.  How  many  slaughter-houses  are  there  in  the  neighbourhood  of  Smithfield  and 
Newgale  markets  ? — I  cannot  tell  how  many  there  are  in  that  locality ;  I  have  70  in  my 
district,  which  runs  from  Aldersgate-street  to  Temple-bar. 

2086.  How  often  do  you  inspect  the  slaughter-houses  ? — Those  about  Ram  Inn-yard  and 
Fox  and  Knot-yard  I  generally  look  in  at  two  or  three  times  a-week. 

2087.  Are  those  above  ground? — Yes. 

2088.  In  what  state  are  they  usually  kept  ? — ^They  are  kept,  generally,  very  clean — they 
are  very  different  from  what  they  were  when  I  first  visited  them. 

2089.  What  was  their  state  when  you  first  visited  them? — They  were  very  uncleanly;  now 
they  are  good. 

2090.  When  you  enter  a  slaughter-house,  do  you  perceive  an  offensive  smell? — No;  it  may 
be  offensive  to  some  persons — I  do  not  dislike  it,  myself. 

2091.  Is  it  such  a  smell -as  to  an  ordinary  person  would  appear  offensive  ? — In  summer-time, 
in  very  hot  weather,  it  would  be. 

2092.  How  are  the  blood,  and  the  entrails,  and  the  offal  of  the  cattle,  removed  from  the 
slaughter-house? — {Mr.  Santler.)  The  blood  is  collected  in  pits,  termed  blood-holes,  and 
sold,  and  the  offal  is  taken  away  immediately  after  the  beast  is  slaughtered. 

2093.  Where  is  it  taken  to  ? — To  the  tripe-boilers. 

2094.  What  proportion  of  the  slaughter-houses  which  you  visit  are  above  ground ;  and 
what  proportion  are  under  ground? — {Mr.  Temouth.)  I  should  think  one-third  of  mine  are 
under  ground. 

2095.  Is  there  not  a  great  deal  of  slaughtering  in  cellars  in  Newgate  market? — Yes. 
21)96.  Doyou  visit  them?— Yes. 

2097.  In  what  state  are  those  ? — Some  are  very  good,  and  some  very  bad,  for  want  of 
ventilation,  more  especially  those  in  Tyler's  market ;  they  are  in  vaults. 

2098.  Do  you  observe  any  difference  between  the  above-ground  slaughter-houses,  and  the 
under-ground  slaughter-houses? — The  above-ground  slaughter-houses  are  sweeter  than  the 
under-ground  slaughter-houses  are. 

209§.  Is  the  ventilation  of  the  under-ground  slaughter-houses  inferior  to  that  of  the  others? 
—Yes. 

2100.  How  is  the  drainage? — ^The  drainage  is  good  in  all  cases. 

2101.  Have  you  ever  had  occasion  to  report  any  slaughter-house  as  being  improperly  kept  ? 
— No ;  anv  evils  are  generally  remedied  by  my  calling  their  attention  to  them. 

2102.  Have  the  Uommissioners  ever  taken  any  proceedings  against  the  occupier  of  a 
slaughter-house,  under  the  powers  of  the  Act? — {Mr.  Santler.)  They  have  given  them 
notice  to  drain  and  carry  out  the  provisions  of  the  Act,  which  has  been  done  under  our  super- 
intendence. 

2103.  Do  you  see  that  the  regulations  made  by  the  Commissioners  are  carried  into  effect? 
— ^Yes ;  we  do. 

2104.  Are  they  punctually  observed? — Yes;  more  particularly  in  Aldgate  market,  which 
used  to  be  a  very  filthy  place ;  now  it  is  comparatively  clean. 

2105.  Do  you  know  the  number  of  sheep  slaughtered  in  the  week  in  Newgate  market? — 
{Mr.  Temouth.)  No;  I  do  not. — {Mr.  Santler.)  In  Whitechapel  market  there  are  from 
2,500  to  3.000. 

2106.  Which  are  the  slaughter-houses  which  do  the  most  business? — ^Those  at  Aldgate 
High-street — it  is  the  largest  beast  slaughter-house  in  London ;  they  slaughter  about  800. — 
{Mr.  Temouth.)     Fox  and  Knot-yard  is  the  largest  beast  slaughter-house  in  my  district. 

2107.  Has  not  the  Bam  Inn  a  large  slaughtering-place? — ^They  have  only  two  slaughter- 
houses there — one  for  beasts,  and  one  for  pigs ;  in  fact,  there  are  only  six  slaughter-houses 
where  they  kill  beasts  in  my  district. 

2108.  Have  you  observed  that  slaughter-houses  are  injurious  to  the  health  of  the  neigh- 
bourhood ? — No. — {Mr.  Santler.)  In  the  neighbourhood  of  Aldgate  market  I  did  not  hear  of 
a  single  case  of  cholera,  and  the  people  are  generally  healthy  and  free  from  disease;  they  do 
not  look  so  ruddy  as  some  others,  but  I  do  not  hear  any  complaints,  and  I  am  about  all  day 
long. 

2109.  The  slaughter-houses  are  in  that  neighbourhood? — Yes;  respectable  persons  do  not 
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like  to  have  the  slaughter-houses  near  them,  and  for  this  reason — that  the  drovers^  driving  their    January  23, 1820. 
beasts  in,  use  language  that  is  very  offensive.  — 

2110.  Is  the  driving  the  animals  through  the  streets  attended  with  danger? — I  do  not  think    ^^'  ^'  ^^'"w^* 
it  is ;  I  never  see  any  accidents  occur.  Mr,  W,  ^cmt&r,  jun. 

2111.  Is  the  blood-hole  regularly  emptied?— It  is  emptied  twice  a-day,  very  often ;  the 
butchers  get  dd,  a  head  for  the  blood  of  every  beast  that  is  killed ;  so  that  it  is  to  their  advan- 
tage to  empty  it  as  soon  as  possible. 

2 1 12.  Is  it  cleaned  out  after  it  is  emptied  ? — ^Yes ;  they  would  not  leave  anything  in,  because 
they  get  3d.  a  head  for  the  blood  of  every  beast,  and  immediately  after  it  is  slaughtered,  the 
slaughter-house  is  washed  down ;  they  have  an  ample  supply  of  water,  and  they  are  all  well 
paved  and  well  drained. 

[The  Witnesses  withdrew.] 

Adjourned. 


Wednesday,  February  6,  1850.  p^^^^^  ^^  ^3^^^ 

George  Cornkwall  Lewis,  Esq.,  M.P.,  in  the  Chair.  ^  ^  rrrz     ^_ 

Thomas  Dunhillj  Esq.,  C.E.,  examined. 

2]  13.  Are  you  a  civil  engineer? — I  am  ;  I  have  also  taken  a  very  active  interest  in  sanitary 
matters  as  a  member  of  the  Committee  of  the  Health  of  Towns,  and  several  other  associations 
having  for  their  object  the  social  and  sanitary  amelioration  of  the  metropolis  and  towns  popu- 
lation generally. 

21 14.  Have  you  directed  your  attention  to  the  subject  of  a  metropolitan  cuttle-market  ? — 
I  have,  more  or  less,  for  the  last  twelve  years,  regarding  the  subject  as  a  kind  of  legacy  from 
my  friend  the  late  Mr.  J.  Mills,  who,  in  connexion  with  Mr.  Telford,  mainly  supported  the 
inquiry  instituted  in  1828,  and  with  whose  valuable  evidence  on  that  occasion  the  Honourable 
Commissioners  are  doubtless  well  acquainted.  I  have,  since  Mr.  Mills'  decease,  from  a  deep- 
rooted  conviction  of  the  evil,  endeavoured  in  every  possible  way  to  attract  and  fix  public 
attention  upon  this  nuisance  by  means  of  pamphlets  and  papers  published  in  popular  serial 
magazines,  &c.,  and  have  very  freely  expended  time,  means,  and  labour  in  gathering  informa- 
tion, and  in  preparing  numerous  plans,  including  surveys  of  the  present  market,  designs,  and 
models  of  new  cattle-markets,  together  with  public  and  private  abattoirs,  dead-meat  markets, 
&c.,  &c.,  arranged  certainly  upon  improved,  and  I  conceive  correct  principles;  indeed  I  believe 
I  am  the  only  member  of  my  profession  who  has  taken  up  this  question  on  any  extensive 
grounds.  I  was  examined  very  fully  before  the  Select  Committee  of  the  House  of  Commons^ 
m  1847,  and  have  since  taken  a  great  deal  of  interest  in  this  question.  I  attempted  to  revive 
that  committee  in  the  following  year,  1848,  and  in  the  course  of  communicating  with  the 
chairman  of  that  committee,  I  was  honoured  with  the  following  letter : — 

Dear  Sir,  July  12,  1848. 

I  HAVE  received  yours.  The  session  is  so  far  advanced  that  I  am  quite  aware  of  thcr  impolicy 
of  now  attempting  to  revive  the  Smithfield  Committee.  I  am  not  surprised  at  your  being  anxious 
about  it  when  I  recollect  the  zeal  you  manifested  on  the  occasion  last  year,  and  the  very  neat  models 
you  exhibited.  I  am  still  of  opinion  that  this  nuisance  ought,  for  the  benefit  of  society  and  the  credit 
of  the  country,  to  be  abated. 

I  have  the  honour  to  remain,  dear  Sir,  yours  faithfully, 

(Signed)  Wm.  Ormsbt  Gorb. 

2115.  Do  you  retain  the  opinions  you  expressed  before  the  Committee  of  1847? — They 
have  been  doubly  and  trebly  confirmed  since  that  period;  Smithfield  cattle-market,  and  its 
concomitants,  slaughter-houses,  bone-crushing,  blood -boiling,  tripe,  and  gut-spinning  manu- 
factories, yet  exist  a  standing  reproach  to  this  great  city,  with  edl  their  attendant  saturnalia, 
inhumanity,  confusion,  indecency,  and  filthiness,  as  I  endeavoured  to  exhibit  them  on  that 
occasion,  except  perhaps,  if  possible,  in  a  still  more  exaggerated  degree  of  oflTensiveness,  and 
I  can  only  say,  that  I  do  most  anxiously  hope  now  to  see  these  grievances  at  once  and  for  ever 
disposed  of.  I  have  several  plans  and  models  I  am  desirous  to  submit  for  the  consideration  of 
the  Commissioners ;  if  they  will  permit  me  I  will  put  in  the  following : — 

Schedide  of  Plans  ^  S^c.  specially  prepared  for  the  SmUhfield  Market  Commission^  1850. 

1.  Cartoon  plan  of  Smithfield  (from  actual  survey),  showing  streets  and  roadways  crossing  and 

ledding  thereto. 

2.  Large  plan  of  Smithfield  market,  with  details  of  pens,  rails,  &c. 

3.  Plan  of  Smithfield,  showing  method  of  arrangement,  also  extent  and  cost  of  each  successive 

enlargement  to  the  market  from  1835  to  the  present  day. 

4.  Plan  exhibiting  the  site  of  Smithfield  appropriated  as  a  dead-meat  market,  with  designs  for 

market-house,  shops,  &c. 

5.  Plan  of  Smithfield  as  a  dead-meat  market,  showing  another  proposed  method  of  arrangement. 

6.  Plan  of  London  and  its  environs,  illustrating  a  proposition  to  establish  an  aggregate  metropo- 

litan Cattle-market  at  Copenhagen  Fields,  near  King's  Cross,  or  an  auxiliary  market  at  Bat- 
tersea,  on  the  South  of  London. 

7.  Map  of  the  environs,  illustrating  proposition  to  supply  the  metropolis  from  cattle  markets  north, 

east,  south,  and  west,  and  ten  miles  distant  on  lines  of  railway.  ^ 

8.  Large  plan  of  King's  Cross,  Copenhagen  Fields,  and  neighbourhood,  showing  new  site  suggested 

for  a  metropolitan  cattle-market  to  the  Select  Committee  in  1847. 
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February  6, 185Q.        9.  Large  map  of  London  and  its  environs,  showing  proposed  disposition  and  arrangement  of  te& 
T  Ti^i^^r"  outlying  abattoirs  encircling  the  metropolis  at  intervals  of  two  miles. 

T,lhmkui^%q^C.E.     lo.  Plan  showing  arrangement  of  a  first-class  abattoir,  including  melting-houses,  triperies,  laycn, 
pens,  stalls,  stables,  sheds,  &c.  &c. 

11.  Block  plan  of  proposed  arrangement  for  an  aggregate  metropolitao  <!attle-Qiarkttt  for  thereoi(H 

tion  of  6,000  beasts  and  50,000  sheep,  including  abattoir,  private  slaughter-houses,  extennvi 
loyerage,  &c.,  &e. 

12.  Elevation  of  principal  entrance,  market-house,  banking  establishment,  &c. 

IS.  Large  model,  showing  proposed  method  ofarrangtmetit  for  a  new  cattle*market,  with  ilavghtir* 

houses,  layers,  &c. 
14.  Detail  model  of  cattle-stalls  £ot  stock  on  sale. 

The  above  plans  constitute  the  main  elements  or  subject  matter  of  the  evidence  I  have  to  gift, 
and  have  been  prepared,  in  order  to  meet  the  very  reasonable  objection  that,  although  Smith- 
field  cattle-market  has  been  so  generally  denounced,  no  adequate  remedy  has  been  proridei 
or  suggested. 

2116.  Have  you  brought  them  with  you? — I  have  [produciry  the  plami].  Thii  plau 
(No.  II)  is  a  design  for  a  new  cattle-market,  &c.>  arranged  in  the  manner  which  I  ibould 
propose  with  extensive  layerage,  private  slaughter-houses,  and  general  abattoir  attached 
thereto. 

2117.  Does  this  plan  refer  to  any  particular  site? — No,  it  maybe  constructed  anywhere 
provided  the  space  is  sufficient. 

2118.  What  space  does  it  occupy? — ^The  market-place  alone  occupies  twenty  acres. 

2119.  Then  it  has  no  reference  to  Smithfield? — None  whatever;  including  public  and  pri- 
vate abattoirs,  the  extensive  layerage  and  stallage,  &c.,  I  consider  that  not  much  less  than 
fifty  acres  will  be  required  to  carry  out  the  thing  in  a  comprehensive  manner. 

2120.  Does  that  include  the  site  of  a  dead-meat  market  ? — No,  my  feeling  is  adverse  to  the 
necessity  of  a  connexion  between  the  dead-meat  market  and  the  live-cattle  market. 

2121.  Upon  what  grounds? — I  do  not  think  the  experience  we  have  had  has  proved  the 
absolute  necessity  of  it,  and  it  tends  to  favour  combination  among  salesmen,  the  possibility  of 
which  it  would  be  better  for  the  public  should  be  avoided. 

2122.  Does  not  the  supply  of  dead  meat  from  the  country  regulate  the  price  of  stock  ia 
Smithfield? — To  a  certain  extent  only. 

2123.  From  what  experience  do  you  speak? — The  knowledge  of  this  fact,  that  the  principal 
market  days  at  Newgate  are  not  on  the  live-cattle  market  days,  i.e.,  the  dealings  in  dead  meat 
^e  compatively  small  on  Monday,  which  is  the  great  Smithfield  day;  and  although  Friday  is 
a  busy  day  at  K ewgate,  the  business  done  at  Smithfield  is  proportionably  small. 

2124.  Are  not  Friday  and  Saturday  the  two  principal  days  at  Newgate  ? — A  vast  deal  mflw 
business  is  done  in  the  dead-meat  market  on  Saturday  than  on  any  other  day  of  the  week. 
Tuesday  is  also  a  busy  day  at  Newgate  market,  on  neither  of  which  days  are  five  cattle  sold 
in  Sniith6eld. 

2125.  Are  you  aware  there  is  a  very  general  belief  amongst  the  butchers  that  it  isadnti- 
tageous  that  the  live  and  the  dead-meat  markets  should  be  near  one  another? — ^Thereisno 
doubt  that  the  feeling  of  150  or  200  carcass  butchers  or  meat  salesmen  located  in  Newgate 
market,  is  that  way,  but  I  doubt  very  much  the  advantage  or  absolute  necessity  of  that  to  the 
3,000  retail  butchers  and  2,250,000  consumers  of  meat  in  this  metropolis.  I  would  certainly 
give  m  V  opinion  against  the  necessity  and  advantage  of  it. 

21  2d.  Your  opinion  mutit  be  grounded  on  some  facts,  will  you  state  any  faets  upon  which 
that  opinion  is  grounded? — ^The  present  Chairman  of  the  City  Markets  Committee  gave  dear 
and  forcible  evidence  on  this  point  last  year,  he  says— 

"  I  should  beg  to  be  clearly  understood,  although  I  think  advantage  would  result  from  the  rcmonl 
of  the  live-cattle  market  from  London,  I  am  quite  of  a  contrary  opinion  with  regard  to  the  dead-meit 
market ;  if  you  remove  the  dead-meat  market  from  London,  you  would  inflict  a  lasting  injury  upon  smsU 
butchers  and  the  industrious  classes." 

Then  we  have,  on  the  same  occasion,  his  predecessor,  Mr.  Hicks,  who  filled  the  chair  for  moe 
years,  an  authority  and  a  gentleman  who,  I  think,  will  readily  be  accepted  as  the  exponent  d 
the  feeling  of  the  trade,  and  with  whose  opinions  on  this  subject  in  general  I  most  cordially 
dissent,  but  here  we  have-  the  exception  to  this  rule,  for  Mr.  Hicks  emphatically  says  in 
evidence — 

^'  I  am  prepared  to  state,  in  contradistinction  to  other  evidence,  that  the  dead-meat  market  would 
not  follow  Uie  Uve  market." 

And  again  he  says — 

"  You  have  had  some  evidence  given  that  if  the  cattle  market  were  removed  to  any  given  spot,  the 
dead-meat  market  would,  as  a  matter  of  course,  follow  it ;  now,  my  experience  fortifies  me  in  the  opinion 
that  the  dead -meat  would  not  follow  it" 

And  this  is  precisely  in  accordance  with  my  own  impression  and  belief,  nay,  I  will  venture  to 
affirm,  that  Newgate  market  never  can  be  superseded  by  any  market  place  in  the  suburbs,  and 
that  any  dead  market  established  on  the  outskirts  with  that  view  will  surely  prove  a  dead 
letter.  I  may  observe,  too,  we  have  six  or  seven  other  dead^meat  markets  in  the  metrt^fe 
and  at  a  distance  from  the  live  market,  yet  they  are  maintained. 

2127.  Do  you  know  the  character  of  them  r — ^They  are  certainly  nothing  like  the  extent  of 
Newgate  market,  and  are  more  in  the  cutting  trade. 

2128.  Are  you  aware  that  both  the  buyer  and  the  seller  say  that  it  is  a  great  advantage  to 
the  public  to  have  the  two  markets  as  contiguous  as  possible  ? — I  believe  the  seller  of  live  stock 
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«UQd  the  wholesale  huyer,  i.e,  the  salesmen  in  Smithfield^  and  the  salesmen  in  Newgate  markets    February  6, 1850. 
have  agreed  in  that  for  their  own  benefit.  ^^  7— 

2129.  When  you  say  both  the  seller  and  the  buyer,  do  you  mean  by  the  "  buyer  '*  the  retail  ^-2^w"^»^»E8q.,C.E. 
purchaser? — No^  I  mean  the  carcass  butchers. 

2130.  A  man  that  purchases  to  sell  again? — No  doubt,  in  fact,  the  middlemen,  whose  busi- 
ness and  profit  consists  in  that  practice. 

2131.  Have  you  any  further  observations  to  make  in  addition  to  your  evidence  of  1847? — 
I  am  anxious,  in  the  first  place,  to  explain  my  views  as  to  the  proper  location  of  the  metropo- 
litan live-cattle  market,  and  also  on  the  establishment^  location,  and  arrangement  of  outlying 
abattoirs  for  the  supply  of  the  metropolis. 

2132.  Will  you  give  the  Commissioners  your  opinion  as  to  the  best  locality  for  the  site  of  a 
market  ? — I  have  three  separate  arrangements  to  suggest  to  the  Commissioners ;  one  propo- 
sition I  have  to  submit  is,  that  there  should  be  four  markets — north,  east,  south,  and  west — at 
the  distance  of  about  ten  miles  from  St.  Paul's  cathedral,  viz.,  at  Barnet,  Romford,  Croydon, 
and  Southall.  This  plan  \producing  Plan,  No.  7]  is  prepared  for  the  purpose,  and  will  at  once 
illustrate  this  project.  They  would  be  moderate  sized  markets;  indeed,  there  are  cattle- 
markets  now  at  those  places  largely  attended  by  London  butchers,  and  there  is  certainly  a 
general  feeling,  apart  from  the  trade,  that  it  would  be  a  great  advantage  to  relieve  the  metropolis 
entirely  from  the  nuisance  of  a  live-cattle  market. 

2133.  Have  you  considered  what  effect  that  would  have  on  the  price  of  the  article?— I  do 
not  think  it  would  have  any  effect  upon  the  price  of  meat,  because  the  London  butcher  sells  the 
meat  he  now  purchases  at  those  places  as  cheaply  as  that  which  he  purchases  at  Smithfield,  while 
the  following  extract  from  the  evidence  of  Mr.  Charles  Merritt  (an  extensive  salesman),  in  1828, 
confirms  the  fact  and  my  opinion : — 

What  are  the  relative  prices  of  Southall  and  Smithfield  ?— They  are  about  the  same— one  guides  the 
other. 

Allowing  for  the  difference  in  distance,  there  must  be  a  slight  expense  in  getting  home  from  Southall? 
^— That  is  a  consideration  not  brought  into  the  scale. 

The  cattle  would  be  brought  alive  for  4d.  per  head  to  the  suburban  abattoirs,  and  from  the  abattoirs 
dead  to  a  very  commodious  wholesale  meat  market,  which — it  is  an  important  feature  in  the  system 
— I  propose  to  establish  on  a  very  extended  scale  on  the  site  of  Smithfield,  as  in  that  case  the  retail 
butchers  would  probably  deal  nearly  exclusively  in  dead  meat,  although  the  transit  to  either  of 
those  markets  is  remarkably  easy,  they  being  all  on  railways,  and  the  distance  short :  Barnet 
(which  would  be  the  principal  market)  is  on  the  Great  Northern  Railway,  Romford  on  the 
Eastern  Counties  Railway,  Croydon  (on  the  south)  on  the  Brighton  Line,  and  Southall  is  on 
the  Great  Western  Railway ;  the  time  occupied  on  the  journey  would  not  exceed  half-an-hour, 
and  the  expense  about  Is,  6d.  for  a  return  ticket. 

2134.  Are  you  acquainted  with  any  similar  arrangement  in  other  large  cities,  which,  judging 
by  analogy,  would  lead  you  to  believe  that  that  arrangement  would  have  the  advantage  of  which 
you  speak  ? — In  Paris,  the  markets  are  at  a  distance.  Poissy  is  at  a  distance  of  about  13  miles, 
and  Sceaux  about  5^  miles  from  the  French  capital. 

2135.  Are  the  abattoirs  at  that  distance? — ^The  abattoirs  are  iu  the  neighbourhood  of  the 
city.  I  also  propose  that  purchasers  shall  have  the  means  and  the  option  of  slaughtering  the 
cattle  where  they  are  sold,  or  of  bringing  their  stock  from  those  four  markets  to  suburban 
abattoirs. 

2136.  There  are  markets  there  now  ? — Yes;  and  I  think  if  Smithfield  market  were  abolished 
they  would  immediately  rise  into  important  markets.  I  would  hold  them  on  separate  days,  for 
very'^obvious  reasons,  and  those  four  towns  would  necessarily  be  materially  benefited  by  a  large 
accession  to  their  trading  interests.  If,  however,  the  Commissioners  should  resolve  on  the  esta- 
blishment of  a  single  cattle  market  adjacent  to  the  metropolis,  I  would  propose  it  be  established  in 
the  north-west  suburb  of  London,  in  the  neighbourhood  of  King^s  Cross,  on  the  line  of  the  Great 
Northern  Railway.  I  may  premise,  I  am  not  interested  in  any  property,  nor  any  joint  stock 
company  formed,  or  likely  to  be  formed  to  promote  the  object  of  this  inquiry,  nor  have  I  been 
at  any  time;. I  have  always  worked  entirely  alone  in  this  matter,  my  chief  anxiety  beine  to 
assist  in  relieving  the  City  and  the  metropolis  from  the  host  of  grievous  nuisances  ever  attendant 
upon  the  barbarous  custom  of  bringing  large  masses  of  live  stock  into  the  heart  of  it  for  sale. 

2137.  Have  you  made  any  inquiry  relative  to  the  value  of  property  at  King's  Cross  ? — Yes ; 
I  was  formerly  connected  with  the  engineer  department  of  the  Great  Northern  Railway,  and  I 
am  aware  that  the  land  required  for  Uie  goods  station  (which  is  more  valuable  than  that  which 
I  propose  to  take  for  the  cattle  market)  was  valued,  and  in  fact  purchased,  by  Mr.  George 
Smith,  surveyor  to  the  Gresham  Trust,  and  a  chief  authority  in  such  matters,  for  1000/. 
per  acre. 

2138.  What  was  the  date  of  that  valuation? — It  was  in  1847,  at  the  time  of  the  inquiry 
before  the  Smithfield  Select  Committee  of  1847*  At  that  time  I  advocated  this  piece  of  ground 
[pointing  it  out  on  Plan,  No,  8] ;  it  is  in  the  north-west  suburb,  and  immediately  abutting  on 
the  Great  Northern  Railway  terminus,  between  that  line  and  the  London  and  Birmingham 
and  the  West  India  Dock  Junction  Railway,  which  traverses  the  whole  of  the  north  side  of  the 
metropolis,  taking  up  all  the  railways  from  the  River  Thames  on  the  east  to  the  River  Thames 
on  the  west.  By  placing  the  market  there  we  should  bring  all  the  stock  by  railway  without 
any  driving ;  they  would  come  out  of  the  terminus  of  the  Great  Northern  Railway,  and  off  the 
West  India  Dock  Junction  line  from  all  the  other  railways,  at  once  into  the  market-place. 

2139.  Have  you  looked  at  Islington  market? — 1  have,  many  times. 

2140.  What  do  you  think  of  it? — There  is  no  doubt  it  would  be  a  great  improvement  upon 
Smithfield  as  a  cattle  market,  but  I  do  not  think  it  is  the  best  site  that  could  possibly  be 
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February  6, 1850.    obtained ;  and  if  we  remove  the  market  at  all,  we  ought  to  view  the  matter  in  the  most  liberal 

■; spirit  with  i'egard  to  the  future  necessities  of  the  metropolis.     I  do  not  think  the  area  appro- 

T./>tfn^t2^Esq^C.E.  priated'to  the  market-place  equal  to  the  necessities  of  the  case.  It  is  being  built  up  very  much 
arounil ;  since  the  market  was  originally  project ed^  buildings  have  risen  up,  and  are  rising  up 
with  extraordinary  rapidity,  close  upon  it.  The  immediate  locality  is  inhabited  by  a  very 
respectable  class,  who  complain  sadly  of  the  nuisance  they  are  subjected  to  from  Islington  as  a 
cattle  lair  merely ;  it  would  of  course  become  a  much  greater  nuisance  if  a  central  market  were 
established  there. 

2141.  Do  you  see  any  other  objection  to  Islington  market? — It  is  not  in  sudi  a  favourable 
position  for  the  railways  as  King's  Cross  or  Copenhagen  Fields,  inasmuch  as  the  Great 
Northern  Railway  will  certainly  be  the  grand  thoroughfore  for  Uve  cattle  coming  to  the 
metropolis. 

2142.  Is  there  any  objection  to  Islington  market  on  account  of  its  being  low  and  damp? — 
Islington  market  is  low  with  reference  to  the  surrounding  locality.  Looking  at  it  generally  with 
reference  to  its  elevation  above  the  River  Thames,  it  would  be  sufficiently  well  situate  for 
drainage :  but  it  is  formed  on  a  piece  of  ground  which  has  been  excavated  to  a  considerable 
depth  for  brick  earth,  and  I  think  you  would  have  to  arrange  some  artificial  means  of  drainage. 
I  have  some  doubts  whether  the  present  sewers  would  be  sufficient  to  drain  it  so  effectually  as 
is  desirable ;  but  my  objections  refer  more  immediately  to  its  location  and  area ;  indeed,  by  a 
reference  to  the  evidence  given  last  year,  it  will  be  seen,  an  Honourable  Commissioner  now 
present  then  recorded  his  opinion  that  ^Mhe  neighbourhood  of  Islington  is  altogether  unfit  for 
the  purpose.". 

2143.  What  do  you  think  of  Copenhagen  Fields  as  compared  with  the  other  spot  you  have 
suggested  ? — There  is  little  difierence  in  the  two  sites  I  have  named — they  abut  upon  each 
other ;  and  the  only  advantages  King's  Cross  possesses  is,  it  would  be  in  immediate  connexion 
with  the  terminus  of  the  Great  Northern  Railway,  which  would  bound  the  market  on  one  side, 
and  it  would  also  have  the  advantage  of  immediate  canal  communication,  which  is  certainly  an 
important  consideration,  owing  to  the  facility  it  presents  for  disposing  of  the  valuable  refuse  as 
manure,  and  by  extending  the  area  from  Maiden-lane  to  Pancras-road,  you  get  other  outlets, 
which  is  also  desirable. 

2144.  Is  it  not  desirable  the  market  should  be  on  elevated  ground  ? — Decidedly  so;  King*s 
Cross  is  nearly  100  feet  above  Trinity  high-water  mark,  and  it  is  not  necessarily  an  advantage 
that  it  should  be  on  the  very  top  of  a  hill. 

2145.  Is  it  a  disadvantage? — Certainly  not ;  except  perhaps  the  consideration  that  the  traffic 
generally  to  the  market  must  surmount  the  greater  ascent. 

2146.  Would  it  not  be  desirable  that  there  should  be  drainage  in  every  direction  from  the 
cattle  market  if  it  could  be  obtained  ? — A  natural  me^ns  of  drainage,  such  as  suggested  by  the 
honourable  Commisvioner,  would  certainly  be  advantacreous. 

2147.  Js  it  not  the  case  that  from  Copenhagen  Fields  there  is  drainage  in  every  direction? — 
Yes,  from  every  point  of  the  compass,  and  when  1  suggested  Copenhagen  Fields,  it  was  with  a 
conviction  of  its  being  a  very  excellent  site  for  the  metropolitan  cattle-market ;  and  I  think 
you  would  find,  if  the  trade  were  consulted  as  to  the  best  locality  for  the  market,  with  the  un- 
derstanding that  there  is  to  be  a  new  market,  they  would  be  one  and  all  in  favour  of  Copen- 
hagen Fields. 

2148.  Copenhagen  Fields  would  be  rather  further  from  the  Great  Northern  Railway,  but 
would  it  not  be  nearer  to  the  North  Western  Railway,  and  would  it  not  be  as  near  to  the  Great 
Northern  Railway  itself,  though  not  to  the  terminus? — ^There  would  be  no  difficulty  in  forming 
a  siding  at  Copenhagen  Fields,  and  taking  the  cattle  off  the  Great  Northern  Railway  there, 
avoid  going  to  the  terminus.  I  may  observe,  that  being  the  first  witness  examined  before  the  Select 
Committee  in  1847,  the  suggestion  that  Copenhagen  Fields  or  King's  Cross,  as  I  then  stated 
it,  they  being  nearly  identical,  would  be  the  proper  location  for  an  aggregate  metropolitan  cattle 
market,  originated  with  me,  and  I  am  gratified  to  find  my  suggestion  has  been  adopted  by  the 
trade  and  practical  men  very  generally,  in  preference  to  any  other  locality. 

2149.  What  evidence  have  you  as  to  the  trade  being  satisfied  with  that  locality? — I  have 
heard  several  opinions  to  that  effect  from  respectable  butchers,  who  have  made  the  question 
their  especial  study.  I  will  instance  Mr.  John  Cramp  of  Whitechapel,  whose  exertions  to 
promote  the  removal  of  Smithfield  cattle  market  do  him  infinite  credit ;  and  the  Commissioners 
will  find  it  stated  in  the  evidence  before  the  Select  Committee  of  1847  and  1849,  that  King^s 
Cross,  or  the  neighbourhood  of  King's  Cross,  would  be  the  most  eligible  place  for  a  market. 
I  remember,  at  the  time  I  advocated  the  north-western  suburb  of  King's  Cross  in  evidence 
before-  the  Parliamentary  Committee  of  1847,  an  eminent  salesman  (Mr.  John  Giblett) 
remarked  to  me,  on  my  leaving  the  House  of  Commons,  that  although  he  dissented  from  me  as 
to  the  expediency  of  removing  the  cattle  market  from  Smithfield,  if  it  should  be  resolved  there 
must  be  a  new  market  established,  that  the  locality  I  had  selected  would  be  the  best  place  for 
it,  and  if  the  market  was  ever  removed,  he  would  support  a  project  for  a  market  in  that  locality, 
and  would  almost  guarantee  that  of  his  brother  salesmen,  for  the  trade  were  decided  in  their 
objection  to  the  Islington  market ;  in  short,  he  said  the  trade  would  never  go  to  Islington 
market  so  long  as  there  was  any  other,  and  that  the  locality  I  had  suggested  was  the  most 
desirable  that  could  be  selected. 

2150.  Have  you  had  any  personal  communication  with  a  large  number  of  the  trade  of 
butchers? — No;  I  have  not  so  much  sought  their  opinions  as  depended  on  my  own  judgment, 
esteeming  a  voluntary  expression  of  opinion  far  more  valuable,  effective,  and  useful,  and  more 
likely  to  lead  to  correct  conclusions.  Mr.  John  Cramp,  a  butcher  of  long  standing  and  respect- 
ability, gave  evidence  in  1847  in  favour  of  the  site  I  had  chosen,  and  assured  me  only  a  day  or 
two  since  that  he  was  more  and  more  confirmed  in  that  opinion. 
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2151.  You  do  not  know  that  it  would  satisfy  the  trade,  but  you  think  it  would? — I  firmly  February  6,  lft50. 
believe  the  trade  would  prefer  it  to  any  other,  and  I  am  supported  in  this  belief  not  alone  by  —  n^I^  nv^ 
Mr.  John  Giblett's  and  Mr.  John  Cramp's  expression  of  approval,  but,  in  addition,  by  the  -i^www.  B«q. 
following  passages  in  the  evidence  taken  before  the  Select  Committee  last  year : — Mr.  Thomas 

Evans,  a  salesman  of  20  years'  standing,  is  asked — 

Would  you  advise  that  the  site  of  the  market  should  be  on  the  north  side  of  the  river  ? — ^The  north- 
west suburb,  undoubtedly.  I  will  give  my  reasons :  the  greater  part  of  the  beasts  and  sheep  that  come 
to  Smithfield  now  come  by  rail,  and  I  have  no  doubt  the  time  is  not  very  distant  when  nearly  all,  if  not 
Quite  the  whole,  will  come  by  that  conveyance.  The  north-west  suburb  is  situate  very  conveniently  to 
tne  terroinii  of  all  the  great  railways — the  Great  Western,  the  North  Western,  the  proposed  terminus 
of  the  Great  Northern,  and  also  the  Eastern  Counties,  which  brings  the  beasts  from  Norfolk  and 
Suffolk. 

You  are  of  opinion  that  the  site  for  a  new  market  should  be  chosen  somewhere  on  the  outskirts  of  Lon- 
don, on  the  northern  side  of  the  river? — ^The  north-west  suburb  of  London ;  that  is  my  decided  opinion. 

For  facility  of  railway  communication  ? — Decidedly. 

You  say  in  the  north-west  suburb  of  London  ? — I  think  the  north-west  suburb  of  London  is  the 
most  desirable  spot  for  a  market,  because  it  is  high,  and  you  might  get  very  ample  drainage ;  and  it  is, 
moreover,  in  the  immediate  direction  of  the  railroads,  without  having  occasion  to  drive  the  cattle 
through  any  of  the  streets.  No  part  of  the  metropolis  is  so  convenient  as  that,  and  it  would  be  less 
inconvenient  to  the  public  also. 

And  again,  on  the  same  occasion,  the  sitting  Chairman  of  the  City  Markets  Committee  (Mr. 
Pead),  states  in  evidence— 

I  think  Battle-bridge  (King's[Cross)  would  be  superior  to  Islington,  as  being  nearer  to  the  railways. 
Battle-bridge  is  the  best  site  I  have  yet  heard  spoken  of. 

So  that  we  have  Mr.  John  Giblett  and  Mr.  Thomas  Evans,  as  sellers  of  stock,  Mr.  John 
Cramp,  as  a  large  buyer,  Mr.  Pead,  as  a  man  of  business,  all  testifying  in  favour  of  the  site 
I  have  chosen.  Indeed,  I  am  thoroughly  convinced  the  cattle-market  should  be  on  the  line  of 
the  Great  Northern  Railway.  Whether  it  be  Copenhagen  Fields,  HoUoway,  or  Hornsey, 
that  is  simply  a  question  as  to  how  far  it  should  be  removed  from  the  metropolis.  The  Great 
Nprtheni  Railway  traverses  nearly  all  the  principal  grazing  districts ;  and,  in  connexion  with  other 
lines,  it  will  bring  an  enormous  proportion  of  tne  supply  of  cattle  to  this  metropolis.  It  would 
be  most  desirable  if  the  stock  could  be  at  once  moved  off  the  Railway  to  the  place  where  they 
are  to  be  sold;  it  would  also  be  desirable  if  the  cattle  could  lie  there  until  they  are 
slaughtered;  and  it  would  be  a  still  more  desirable  result  if  the  large  majority  of  the  cattle 
were  slaughtered  in  the  neighbourhood  of  the  market  and  brought  to  the  site  of  Smithfield,  to 
be  sold  there  as  dead  meat.  I  wish  to  submit,  for  the  consideration  of  the  Commissioners, 
two  plans  which  I  have  prepared  for  the  appropriation  of  Smithfield  as  a  commodious  dead- 
meat  market  [producing  two  Plans,  Nos.  4  and  5],  and  to  show  that  the  Corporation  would 
derive  a  very  much  larger  rental  than  it  is  now  receiving,  including  a  very  handsome 
interest  upon  any  outlay  it  would  have  to  incur  in  constructing  a  dead-meat  market 
the  site  and  modelled  upon  the  principles  of  either  of  these  designs.  With  respect  to 
Newgate  market,  I  doubt  not,  looking  at  the  increased  quantity  of  dead  meat  now  brought  by 
the  different  railways,  we  have  abundant  evidence  that  Newgate  market  must  either  be  enlarged 
to  twice  or  thrice  its  present  extent^  or  some  substitute  found  for  it,  and  that,  too,  very  soon 
indeed. 

2152.  Are  you  aware  that  a  great  deal  of  dead  meat  comes  up  by  railway  ? — I  am. 

2153.  If  you  had  the  cattle-market  in  one  position  and  the  dead-meat  market  in  another, 
would  there  not  be  a  sreat  increase  of  traffic  in  the  streets,  and  inconvenience  and  expense  ? — 
Now  both  the  live  and  the  dead  meat  come  into  the  heart  of  the  City ;  I  would  only  bring  one, 
the  carcasses. 

2154.  You  say  that  you  do  not  think  it  important  that  the  dead-meat  market  should  be  in 
close  proximity  to  the  live-meat  market.  If  you  bad  the  live-meat  market  in  Copenhagen 
Fields  and  the  dead-meat  market  at  Smithfield,  would  not  that  materially  increase  the  incon- 
venience of  the  traffic  in  the  streets  and  the  expense  to  the  public  ? — A  very  large  proportion 
of  the  butchers  in  this  metropolis  do  not  slaughter,  but  purchase  dead  meat ;  and  I  cannot  help 
wishing  that  both  small  and  large  butchers  were  more  on  one  footing,  and  all  went  to  the 
dead-meat  market. 

2155.  Would  not  it  ]?reatly  increase  the  inconvenience  of  the  traffic  in  the  streets  and  the 
expense  to  the  public,  if  the  live  and  dead-meat  markets  were  at  some  considerable  distance 
from  each  other  ? — Live  cattle  would  never  come  into  the  City  if  the  cattle  market  was  esta- 
blished in  the  north-west  suburb,  and  intramural  slaughtering  forbidden^  and  I  cannot  see  how 
it  will  affect  the  cost.  It  is  a  question  long  since  settled  that  the  mouths  determine  that;  and 
I  should  have  the  greatest  confidence  in  leaving  it  to  the  competition  of  the  3,000  or  4,000  retail 
butchers  located  in  this  metropolis.  I  am  at  this  moment  supplying  my  own  table  with  meat 
from  a  butcher  at  Bridgewater,  and  get  the  prime  parts  at  the  rate  of  6d.  per  pound,  including 
carriage  to  London. 

2156.  Which  do  you  consider  would  occasion  the  most  impediment  in  the  streets — a 
butcher's  cart  or  a  drove  of  sheep  ? — A  drove  of  sheep  give  infinitely  more  trouble  in  their 
progress ;  they  are  more  unwieldly,  very  slow,  and  occcupy  a  very  large  extent  of  roadway. 

2157.  Your  plan  proposes  to  remove  the  obstruction  from  the  driving  of  live  cattle  and 
sheep,  and  to  substitute  for  that  the  carts  of  butchers  carrying  the  prepared  parts  for  sale  ? — 
It  would  probably  increase  the  number  of  butchers*  carts,  but  beyond  all  question  the  removal 
of  the  live-cattle  traffic  would  be  a  great  benefit  to  the  thoroughfares  of  this  metropohs.  I  may 
be  allowed  to  mention  to  the  Commissioners  the  localities  I  have  selected  for  the  abattoirs. 
This  is  a  plan  of  London  [producinff  Plan^  No.  9]  with  the  railways  laid  down  thereon,  and 
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Febrmary  6>.  1&60«    the  sites,  which  would  be  desirable,  if  suburban  abattoirs  should  be  recommended  by  this  Confr- 

mission.     I  propose  there  should  be  a  very  considerable  one  wherever  any  new  market  wa». 

TJhmkmjSMq^C^  established  for  the  sale  of  cattle,  and   nine  others  at   certain:  distances  round;  the  whola,; 
metropolis. 

2158.  If  the  market  were  established  at  Copenhagen  Fields  or  King's.  Cross,  would  you 
have  all  the  abattoirs  placed  together  there? — I  would  have  one  large  abattoir  there,  and 
lesser  abattoirs  all  round  London  at  about  two  mile  distances,  and  have  selected  the  following, 
sites  for  them  : — 

No.  1.  Strand  End,  on  the  bank  of  the  Thames,  near  the  debouch,  of  the  Kensington 
Canal  and  the  crossing  of  the  junction  with  the  South  Western  Bailway. 

No.  2.  Kensington,  at  the  Canal  Basin  and  West  London  Railway  Depot* 

No.  3.  Paddington,  at  Canal  Wharf,  and  adjoining  the  Great  Western  Railway  Dep6t. 

No.  4.  Pancras^road,  on  the  Regent*s  Canal,  near  Fancrai  workhonie. 

No.  5.  Hoxton,  on  the  Regent *8  Canal,  at  the  crossing  of  the  New  North-road. 

No.  6.  Bethnal-green,  on  the  Regent's  Canal  and  Bishop  Bonner's  Fields. 

No.  7.  Limehouse,  on  the  Regent's  Canal  and  near  to  its  terminal  basin. 

No.  8.  Bermondsey,  on  the  Grand  Surrey  Canal,  near  to  the  crossing  of  the  Creadon,  Greiar- 
wich.  South  Eastern,  and  North  Kent  Railways. 

No.  9.  Lock's  Field?,  or  at  the  western  terminus  of  the  Grand  Surrey  Canal. 

No.  10.  Nine  Elms/or  Battersea  New  Town,  on  the  River  Thames  bank. 
And  thereby  secure  the  immense  advantage  of  canal  communication  to  all,  for  conveying  away 
the  refuse  for  manuring  and  manufacturing  purposes. 

2159.  How  would  you  get  the  cattle  to  thoaa  abattoirs? — They  would  be  driven  along 
specified  routes,  selecting  the  most  unfrequented  roads  on  the  outskirts  of  London ;  only  those-^ 
cattJbev  destined  for  abattoirs  Noa.  8  and  9  need  pass  through  the  metropolis,,  and.  they 'would 
have  to  travel  by  night. 

2160.  You  were  understood  to  say  that  your  great  object  was  to  get  rid  of  the  driving th» 
cattle  through   London  ? — Nineteen-twentieths,  and  the  remaining  fraetion  should,  pasfr  at . 
night.    The  principal  abattoir  would  be  at  the  cattle-market... 

2161.  If  tbe  principal  abattoir  should  be  found  sufficient,  your  sehema  for  tUe  accesaeurjr ' 
ones  woiild  fall  to  the  ground? — The  establishment  of  the  local  abattoirsi would  depend  upon* 
the  wishes  of  the  trade,  assuming  intramural  slattghter^houses  foBbidden,  and  following  the 
plan  pursued  on  the  Continent,  where  they  have  them  indifiiNrent  localilieo  around  .the  town« 

2162.  In  what  part  of  the  Continent? — In  Paris,  I  ha^e  seen  thenw 

2163.  Do  you  know  what  the  opinion  of  the  authorities^  at  Paris  ia  at  present*  respeetine 
those  abattoirs  ? — I  do  not.  If  it  be  the  object  of  this  Commission  to  go  into  the  deta^ 
question  of  abattcnrs,  I  have  further  suggestione  tanmkfli 

2164.  Have  you  anything  practical  to  state,  as'  the  result  of  your  own expmenoe? — I  caa. 
state  for  a  fact,  that  the  present  slaughter-houses  ooeasion:  an  inunense  deaL  of  crueky^ 
nuisance,  filth,  and  consequent  disease  in  this  metropolis  whirii  it  is  inperattve  som^hkii^' 
should  be  done  to  abate*  The  drains  from  the  slaughter-houses  bring  an  imoBiense  deal  <^ 
foul  refuse  into  the  sewers,  which  render  them  noxious  and  objectiooBble  to.adegree;'the^r 
effluvia  arising  therefrom  is  very  prejudicial  to  the  health. of  the- locality. 

2165.  Do  you  speak  of  that  from  your  own  experience  ?'r— Yes.  I  hold  an  appointment' 
under  the  Metropolitan  Commission  of  Sewers,  and  the  officers  who  are  employed  int  th&. 
sewers  have  frequently  complained  to  me  of  what  they  suffinr^  One. who  was  engaged  ini  a 
subterranean  survey  handed  me  an  extract  ftfonK<  his  diary,  where  he-  states,  that  on  SaffihQiv> 
hill,  where  the  public  slaughter-houses,  in  connexion  withr.Smi(hfield.  market,  hare  brougbt* 
together  a  large  number  of  manufactories  for  preparing  the  o&l,  all  tiae  sewers  are  in  ainoel 
disgusting  state.  Here  is  the  extract  from  his  level -book;  the  memoranda  were  made  at  that 
time  he  was  traversing  the  sewers  referred  to. 

2166.  What  is  his  name  ? — Mr.  Medworth,  Superintendent  of  Trial  Works^     He  says : — 

"  The  stench  at  this  part  is  disgusting  in  the  extreme,  occasioned  by  the  refnse  draining  from  thif 
slaughter-houses,  and  from  drains  where  animal  refnse  is  allowed  te  decompose.     The  sewer  is- 
lined  with  all  description  of  filth :  the  stench  is  horrible*    The  siream  is  <  red:  with  bloods  from  tte  • 
slaughter-houses  ;  ia  some  places  it  is  1  foot  6  inches  deep,  forming  filthy  cesipoolfty  from  which,  wiieik 
we  step  in,  arises  the  most  disgusting  stench  imaginable.    The  invert  is  washed  away^  the  Bleach  i»^ 
horrible ;  we  are  obliged  to  burn  paper  and  rags  to  enable  us  to  continue  at  work.  The  drains  are  laq^ 
apertures,  several  of  them  3  feet  long;  the  privies  directly  over  the  same.    The  greater  part  of  tms^ 
sewer  is  under  the  houses.'* 

So  that  the  foul  and  deadly  gases  evolved  must  have  arisen  from  the  openings,  and  filled  the 
houses,  which  atonoe  accounts  for  the  defective  sanitary  condition. of  that  locality.  Mr;  Medr 
worth  goes  on  to  say : — 

**  This  is  one  of  the  most  disgnsting  and  fihhy  sewers  tbatxan  possibly  be  imagined,  we  were  five 
hours  in  going  to  the  end,  a  distance  of  only  1 0  chains  and  10  links.'' 

And  it  appears  they  found  an  opening  into  a  burial-ground,  and  there  squeezed  their  way  out 
through  a  hole,  in  fear  of  their  lives  from  the  condition  of  this  sewer,  which  receives  the  refuse 
from  the  slaughter-houses,  tripe,  blood,  and  bone-boiling  houses,  gut-spinning  manufactories, 
and  the  like,  in  the  neighbourhood  of  Saffiron-hill.  The  slaughter-nouses  which  exist  around 
Smithfield  and  their  concomitants,  the  gut-spinning,  bone-crushiug«  tripe-houses,  and  all  that, 
I  am  very  anxious  to  see  removed  entirely  away  from  any  populous  district.  It  is  proved  by 
tables  wliich  I  hold  in  my  hand,  and  have  been  specially  prepared  by  that  indefatigable 
sanitary  reformer,  Dr.  Hector  Gavin,  that  the  locality  referred,  to  is  the  very  worst  in  the 
whole  metropolis  in  a  sanitary  point  of  view. 
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2167.  You  mean  the  locaKty  abtrtting  on  the  City  property  ? — Yes.  Tebruaiy'e,  1850, 

21(J8.  It-is  tiot-m  the  City? — 'No,  it  is  not.  But  it  is  a  blot  upon  this  metropolis  which  mj^^^^^^T^  pip. 
ought  to  be  removed^  and,  in  ray  opinion,  a  contingent  upon  the  maintenance  of  Smithfield  -*^w*»<sB8^,g;e. 
cattle-market.  This  plan  [producing  Plan,  No.  3]  which  I  have  prepared  for  this'Com- 
'mission,  shows  the  successive  enlargements  and  additions  which  have  been  made  to  the  area  of 
"Smithfield  market,  and  the  cost  of  those  enlargements.  It  will  be  seen  that  the  acre  and  a 
half  which  has  been  added  during  the  last  14  years  has  cost  upwards  of  54,000/.  No  doubt 
the  Corporation  took  in  the  cheapest  properly  they  could  find,  and,  for  a  moment  setting  aside 
•the  consideration  of  its  objectionable  location,  to  enlarge  the  market  to  the  extent  I  truly 
believe  is  necessary,  would  cost  five  times  enough  to  build  a  new  market,  the  purchase  of  the 
land  included,  and  two  or  three  times  the  sum  required  to  carry  out  the  whole  system  of 
imppovements  I  have  propounded  in  the  most  compfehensive  and  perfect  manner.  The  site  of 
ihe  General  Post  Office,  which  is  but  one  acre  and  a  half,  cost  260,000/. 

2169.  From  what  materials' has  this  plan  been  constructed? — Chiefly  from  a  plan  submitted 
to  the  Select  Committee  of  1847 'by  the  City  atithorities ;  that  plan  is  not  correct  now, 

"  because  there  have  been  alterations  since  1647,  and  I  have  improved  upon  their  map  by  cor- 
'recting  it  up  to  the  present  time. 

2170.  Is  the  plan  which  you  have  put  in  a  copy  of  the  plan  certified  by  the  City  architect, 
"wdth  Ae  exception  of  the  last  item  ? — It  is. 

2171.  How  has  the  statement,  with  reference  to  the  cost,  been  obtained? — The  City 
•Remembrancer  in  1847'  and  1849  put  in  statements  of  the  expenses  incurred  for  Smithfield 
market,  from  which  it  appeared,  that  upon  enlargements  and  improvements  from  1S35  to  1848 
there  was  expended  54,035/.  15*.  7rf. 

2172.  Your  statement  of  the  cost  at  the  foot  of  the  plan  is  taken,  not  from  the  plan  of  the 
City  authorities,  but  from  the  evidence  of  the  City  Remembrancer? — ^Yes;  and,  in  conclusion, 
I  maybe  allowed  to  observe,  that,  although  I  have  no  doubt  the  Corporation  will  do  all  in  their 

•power  to  improve  Smithfield,  it  is  my  strong  conviction  that  the  public  mind  will  never  be 
satisfied  and  at  ease  until  the  cattle^market  and  the  string  of  abominations  it  entails  upon  the 
City  and  the  neighbourhood  are  abolished  ahogether,  and  I  do  hope  and  trust  they  will  see  the 
necessity  and  propriety  of  this,  as  in  1909  and  1810,  when  the  City  itself* originated  Bills  for 
power  to  remove  the  market  entirely  anvay  from  so  confined  and  populous  a  locality. 

[234^  (Fitness  withdrew.'] 
Adjoimied  to  Wednesday  next  at  12  o'clock. 


Thursday,  February  19,  1850. 

Gbqbgb  Cobsbwa^ll  Lk^is,  Esq.,  M.P.,  in  the  Chair. 

Senpy  Lowman  Taylor ,  Esq. ;  Thomas  Henry  HaJl,  Esq. ;  Mr.  Deputy  Hicks;  James  Ltfw, 
Esq.;  3%oimw  Dahtn,  Esq. ;  Mr.  Serjeant  Meretcetker  (Town  Clerk  of  the  Ciey  of  Lon- 
don) ;  Thomas  SaunderSy  Esq.  (Comptroller) ;  Edtoard  Tyrrell,  Esq.  (Remembrancer) ; 
J.  B.  Bwimiitg,  Ebq.  (Architect),' attended  the  Conrniissioners. 

"215^.  'You  appear  as  a  deputation  from  the  Markets  Improvement  Committee  of  the 
<3orporation  of  London? — (Mr,  Taylor,)  We  do.  We  will  produce  to  the  Commissioners  a 
plan  that  we  have  preparea,  which  we  hope  will  dhow  that  we  have  endeavoured  to  meet  the 
difficulties  and  objections  which  at  present  exist. 

(Mr.  Bunning.)  This  is  a  plan  [producing  the  same']  showing  Smithfield  market  as  it  is  at 
the  present  moment,  with  the  surrounding  property.  It  is  proposed  to  clear  8J  acres,  extend- 
ing westward  and  northward  from  the  present  site  of  Smithfield,  upon  an  inclined  plane  of  1 
in  100.  The  bullocks  on  the  south  side  and  the  sheep  in  these  pens  on  the  north  side  upon 
a  regular  hanging  level.  One  'entrance  is  provided  at  the  south-east  side.  A  vast  number 
•of  cattle  come  along  Long-lane.  A  new  street  is  intended  to  be  cut  from  Holborn-hill  to 
liOng-lane ;  and  it  would  be  a  very  desirable  thing  to  do  when  the  market  should  be  removed 
■  ftom  this  space,  but  should  it  be  opened  now  while  the  market  is  here,  it  would  be  inconvenient 
that  the  traffic  should  pass  through  where  the  cattle  are,  but  by  this  arrangement  the  cattle  wfll 
%e  entirely  taken  out  of  the  thoroughfares  and  enclosed;  in  fact,  the  market  could  be  locked 
up.  Catde  coming  down  Long-lane  would  enter  the  market  at  this  point,  immediately  opposite 
St.  Bartholomew's  Hospital,  and  they  would  go  down  the  inclined  plane  to  the  ties  and  the 
sheep  also.  There  is  another  entrance  from  St.  John's-street.  There  is  also  an  entrance  from 
Clow  Cross-street;  there  is  an  entrance  from  Tummill-street,  one  also  in  the  centre,  and  one 
at  the  extreme  southern  point,  so  that  the  cattle  and  sheep  having  to  pass  over  Blackfriars' 
Bridge  (which  they  do  in  considerable  number)  would  go  in  this  direction  through  Parring- 
-don-street.  On  the  upper  level  is  provided  space  on  one  side  for  the  pig-market,  and  on  the 
other  side  for  the  calf-market.  Prom  one  Bide  round  by  the  east  to  the  other  side  there  will 
be  a  series  of  arches  32  feet  in  depth,  the  light  coming  into  them  from  the  area.  These  would 
be  formed  into  layers  for  the  cattle  unsold  on  the  Monday's  market,  so  that  instead  of  driving 
them  any  distance  from  the  market  and  returning  again,  they  would  remain  here  to  be  sold 
till  the  next  market-day.  These  layers  I  propose  to  ventilate  by  means  of  a  disc,  driving  the 
air  through  the  whole  of  the  cells  by  underground  drains.  There  is  no  difficulty  in  that, 
because  we  should  blow  the  air  out  immediately  through  all  the  openings.  Then,  at  the  base 
of  the  cattle-market,  it  is  proposed  to  put  the  dead- meat  market.  This  plan  shows  the 
Tarious  entrances;  the  houses  surrounding  the  markets,  and  the  shops  in  the  interior,  a:ll  of 
which  will  be  better  explained  to  you  on  a  model  which  has  been  prepared.  Attached  to 
^hese  markets,  it  is  proposed  to  arrange  slaughter-houses  upon  this  spot.     It  is  considered 
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Febuary  19, 1850.  that  about  1,000  bullocks  a- week,  and  about  5,000  sheep  are  slaughtered  at  the  present 

„  r  jyTLr  1?  moment,  and  our  plan  provides  for  that  nuoiber.     Well-ventilated  slaughter-houses  could  be 

tIh  J^ffEro  ^  arranged  on  this  site  to  any  extent,  without  displacing  valuable  property. 

Mr.  heptajf  Htcks.  2174.  Will  you  explain  exactly  the  changes  with  references  to  the  area  which  you  propose 

J.  Lowy  Esq.  to  make  ?     Do  you  propose  to  give  up  any  portion  of  the  area  of  the  present  market  and  to 

2r*  ^q!^'  ^3i  ^^^  ^^  ^^y  ^^^  ^^*  • — ^^  8^^®  "P  ^^*  portion  of  the  market  opposite  St.  Bartholomew's 
T&amd^^S^^  Hospital,  which  is  now  occupied  by  bullock-rails,  and  this  portion  next  Long-lane,  where  the 

JE.  TyrrdL,  Esq!*'      "^^^^P  *''®- 

J.B.Bwtnmg,  Esq.      2175.  How  do  you  propose  to  appropriate  those  portions  of  space? — My  idea  was  to  put 
baths  and  wash-houses  upon  a  part  and  the  Haymarket  to  surrouna  it. 

2176.  What  is  the  area  taken  away  from  the  present  market  according  to  your  plan  ?— It 
is  very  considerable.  We  have  8^  acres  provided  here,  and  I  should  think  there  was  very  little 
more  than  an  acre  remaining  of  the  present  site  included  in  it :  the  site  is  shifted  more  westward. 

2177.  What  is  the  present  area  of  the  market? — ^As  nearly  as  possible,  six  acres. 

2178.  Out  of  those  six  acres  you  propose  to  retain  about  one  acre?— Yes. 

2179.  Then  to  that  one  acre  you  propose  to  add  about  seven  acres  not  now  used  for  the  pur- 
poses of  the  market  ? — Yes,  7i ;  there  are  12  acres  altogether,  consisting  of  3}  and  8J,  and  the 
slaughter-houses  besides. 

2180.  What  is  the  entire  area  which  would  be  appropriated  to  the  live-stock  market,  the 
dead-meat  market,  the  slaughter-houses,  and  all  purposes  connected  with  the  market,  according 
to  your  plan? — 12|  acres;  then  I  propose  to  erect  a  fountain  here,  by  which  we  should  be 
enabled,  if  it  were  considered  desirable,  to  furnish  the  cattle  with  water ;  and  it  would  be  used  for 
cleaning  the  market.  There  is  a  good  deal  of  difficulty,  in  dry  weather,  in  cleansing  the 
market,  but  with  the  assistance  of  the  water,  the  drains  might  be  flushed,  and  the  market  swept, 
and  cleansed  immediately  after  the  market  was  closed.  There  is  great  facility  for  drainage 
down  this  large  sewer,  which  runs  direct  towards  Blackfriars.  The  whole  market  could  be 
cleansed  by  those  means  with  the  greatest  facility,  and  the  cattle  provided  with  water  if  deemed 
necessary.  I  do  not  know  whether  the  Commissioners  are  aware  of  the  noiserable  property  which 
now  covers  this  ground.  It  is  of  the  most  inferior  description.  Here  is  a  plan  on  which  it  is 
shown.  It  comprehends  SharpValley,  where  there  is  a  large  knacker's,  and  several  slaughter* 
houses,  and  where  the  houses  are  of  the  worst  description ;  and  Fox  and  Knot-court,  where 
the  houses  are  also  bad ;  and  Garden-court,  which  is  of  a  very  inferior  description  of  pro- 
perty ;  and  Red  Lion-alley,  and  Bed  Lion-place.  With  the  exception  of  the  houses  that  we 
pull  down  in  Victoria-street,  and  some  houses  surrounding  Smithneld,  the  whole  is  of  a  very 
mferior  description. 

2181.  What  proportion  of  that  is  beyond  the  City  boundaries? — That  is  indicated  by  this 
line — all  south  of  that  line  is  in  the  City ;  all  north  out. 

2182.  How  far  do  you  go  out  of  the  City  boundaries  ? — About  250  feet. 

2183.  Does  this  plan  provide  much  better  accommodation  for  both  descriptions  of  stock, 
cattle  and  sheep,  than  the  present  market  affords  ? — I  think  so ;  every  portion  that  is  enclosed 
here  will  be  occupied  for  the  express  use  of  the  cattle.  In  the  present  site  the  road-ways  are 
included  in  it. 

2184.  What  is  the  difference  between  the  area  appropriated  to  the  purposes  of  the  live-stock 
market,  according  to  your  plan,  and  in  the  present  market  ? — It  is  nearly  double  in  this  plan. 

2185.  Will  there  be  room,  according  to  your  plan  to  tie  all  the  oxen  to  rails? — Every  one. 

2186.  There  will  be  no  ring-droves? — ^fone. 

{Mr,  Taylor.)  At  the  present  time  2,750  only  can  be  tied ;  we  propose  to  provide  accom- 
modation to  tie  5,000,  which  is  the  ma^mum  number  exposed  in  Smithfield.  The  accommo- 
dation for  sheep  also  in  this  new  plan  will  be  sufficient  for  the  fiill  number  that  ever  has  come 
to  Smithfield.      jpr^ 

2187.  How  many  do  you  provide  lairage  for? — 1,000  bullocks  and  5,000  sheep. 

2188.  By  what  means  do  you  propose  to  acquire  this  property  which  is  not  in  the  hands  of 
the  City  ? — By  an  Act  of  Parliament. 

2189.  With  regard  to  the  dead-meat  market,  what  is  the  difference  between  the  accommo- 
dation proposed  bv  you,  and  the  existing  accommodation  in  Newgate  market? — (Mr.  Burming.) 
It  is  about  three  times  the  area. 

2190.  When  you  say  it  is  three  times  as  much,  do  you  mean  three  times  the  size  of  Newgate 
market  as  far  as  it  is  the  property  of  the  Corporation,  or  do  you  include  the  neighbouring 
houses  ? — There  was  a  calculation  made,  that  about  60,000  or  70,000  superficial  reet  would 
be  required,  taking  the  houses  alluded  to  which  surround  the  market  Now  in  this  plan  we 
have  108,800  superficial  feet. 

2191.  What  is  the  exact  difference  in  point  of  size  between  this  proposed  plan  and  the 
present  extent  of  Smithfield  market? — ^I  think  it  may  be  fairly  computed  at  twice  the  area  of 
the  present  market 

2912.  What  is  the  size  of  the  proposed  area,  not  including  the  dead-meat  market? — Eight 
and  a  quarter  acres. 

2193.  The  present  market  is  six? — Ves,  that  includes  the  roads;  this  does  not.  By  the 
arrangment  of  the  market  in  the  form  in  which  it  is  here  laid  out  as  to  carriage-ways,  the 
public  will  be  enabled  to  pass  round  the  market  at  every  possible  point,  but  they  will  not  pass 
in  any  way  through  it ;  no  vehicle  of  any  kind  can  pass  through  it,  unless  allowed  to  do  so  by 
the  authorities.  This  has  been  the  great  object  of  moving  the  market-place  more  to  the 
westward. 

2194.  Was  the  plan  of  the  dead-meat  market  laid  out  with  the  view  of  superseding  all  the 
dead  markets  in  the  metropolis,  or  only  Newgate  market  ? — ^Only  Newgate  market. 

2195.  What  is  the  nearest  point  to  which  any  railway  comes  from  this  site  ? — ^It  is  about  the 
same  as  at  the  present  moment. 
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2196.  Can  you  state  the  number  of  animals  that  could  be  slaughtered  daily? — ^They  are  February  19,  1850. 

calculated  at  1,000  bullocks  a-week>  but  additional  space  could  be  taken  to  anjr  extent,  without  

injuring  valuable  property,  because  from  this  point  of  the  Sessions  House  it  is  one  continuous  "S;*  5*  ^^"^    *^' 

line  of  Dad  property,  knackers'  yards,  gut-spinners,  and  all  sorts  of  objectionable  trades.  j^'^  ikJuiy  Hwks. 

2197.  Supposing  the  area  that  you  have  laid  down  for  slaughter-houses  should  not  be  found  j.  Low,  Esq. 
sufficient,  what  quantity  of  land  could  you  add  to  it  ? — Speaking  within  reason,  almost  any  T.  JDaktn,  Esq. 
amount ;  it  is  but  to  continue  northward.     All  the  property  is  bad  up  to  the  Sessions  House.  ^^'^^^^^^^ 

2198.  Is  the  burial-ground  now  used? — No,  it  has  not  been  used  for  some  years.  ^  TurreU  ^io.^' 

2199.  Is  the  proposed  area  for  the  slaughter-houses  within  the  City,  or  out  of  the  City? —  y,*JB.^Btoinwi^/Esq« 
That  is  out  of  the  City. 

2200.  With  respect  to  the  lairage,  are  the  animals  all  to  be  tied  up  ? — Ye  s. 

(Mr.  Tayhr,)  There  have  been  different  suggestions  made  to  extend  the  market.  We  have 
had  other  plans  prepared  to  see  which  would  be  the  best  mode  of  effecting  the  object ;  but  we 
thought  that  the  remodelling  of  the  market  in  this  form  and  in  this  place  would  obviate  the 
difficulties  better  than  by  allowing  the  market  to  remain  as  it  is,  and  adding  to  it  here  and 
there. 

2201.  According  to  this  plan  the  area  of  the  market  is  more  compact  than  it  is  at  present  ? — 
Exactly  so,  and  it  does  not  interfere  with  the  public  roads  at  all. 

2202.  Supposing  this  should  not  be  thought  sufficient,  have  you  the  power  still  further  of 
increasing  the  market  ? — (Mr.  JBunniriff.)  By  increasing  tiie  excavations^  and  by  removing  the 
portion  which  has  written  upon  it  *'  building  frontages.'* 

2203.  What  space  does  that  occupy — how  much  could  you  add? — Not  quite  half  an  acre. 

2204.  Could  not  the  dead-meat  market  be  extended  also  ? — It  might  be  taken  further  to 
the  south  to  that  extent. 

2205.  Are  the  approaches  to  the  projected  live-stock  market  generally  better  than  those  to 
the  present  market  r— They  are  wonderfully  improved. 

2206.  Are  the  approaches  to  the  projected  dead-meat  market  good? — Yes.  There  is  a 
street  60  feet  wide,  Victoria-street.  The  carts  never  need  stand  in  that  street  because  there  is 
a  50-feet  street  on  the  north,  a  SO-feet  street  on  the  south,  and  a  50  feet  street  on  the  east. 
And,  moreover,  it  is  proposed  that  on  the  day  of  the  great  market,  when  there  may  be 
5,300  or  5,400  bullocks  brought  to  the  market,  as  there  are  far  less  sheep  brought  at  that 
time,  the  bullocks  would  stand  where  this  line  of  pens  is  [pointinff  it  out]  ;  and  when  the  market 
is  not  held,  the  carts  that  would  be  waiting  upon  the  dead-meat  market  could  stand  between 
those,  and  they  would  be  entirely  out  of  the  public  thoroughfare. 

2207.  Do  you  consider  that  space  for  the  carts,  without  Victoria-street,  to  be  sufficient  for 
the  carts  that  would  come  to  such  a  market? — I  do;  with  the  facility  that  could  be  obtained 
in  the  market.  It  would  be  very  desirable,  s^nd  it  would  be  the  anxious  wish  of  the  Corpo- 
ration, that  no  carts  should  stand,  in  Victoria-street. 

(Mr.  Taylor,)  We  were  anxious  in  taking  up  the  question  to  make  it  as  comprehensive 
as  possible,  believing  that  if  there  were  objections  to  Smithfield  market,  there  were  equal 
objections  to  Newgate  market  in  its  present  crowded  state.  Consequently  we  wished  to  provide 
aniple  accommodation  for  the  dead-meat  market  as  well  as  for  live  cattle. 

2208.  Is  the  slope  of  the  proposed  site  uniform? — It  is  quite  gradual. 

2209.  Will  you  state  what  you  considered  were  the  inconveniences  in  the  present  markets 
which  it  was  your  object  to  remedy? — ^I  think  it  must  be  obvious,  that  the  principal  incon- 
venience from  the  present  market  is  the  want  of  accommodation,  the  want  of  space. 

2210.  Do  you  speak  of  Smithfield  market,  or  of  Newgate  market,  or  of  both? — Of  both. 
With  reference  to  Smithfield,  the  avenues  to  the  public  passing  through  are  most  inconvenient, 
which  is  obviated  by  the  plan  we  now  place  before  you. 

221 1.  Is  there  any  other  inconvenience  which  you  think  this  plan  would  remedy  ? — Another 
objection  to  the  present  market  is  that  the  cattle  can  use  the  market  till  three  o'clock  in  the 
day.  But  we  think  that  objection  might  be  remedied,  by  having  the  market  closed  at  an 
earlier  hour.  And  there  are  certain  regulations  we  shoidd  propose,  which  we  think  we  should 
be  able  to  place  before  the  Commissioners  in  such  a  manner  as  they  would  approve. 

2212.  Do  you  get  rid  of  the  ring-droves  ? — Entirely ;  inasmuch  as  the  room  would  be  suffi- 
cient to  admit  of  the  full  number  with  ties. 

2213.  Should  you  have  sufficient  accommodation  in  the  lairs,  if  the  market  were  closed  early 
in  the  day  to  accommodate  those  that  remained  ? — I  think  it  very  probable  that  we  should  have 
sufficient  accommodation  for  those  that  might  remain  after  the  hour  of  closing  the  market. 

2214.  If  the  market  were  closed  at  an  early  hour  you  would  have  an  mcreased  quantity 
left — would  these  lairs  in  that  case  be  sufficient  ? — I  think  if  the  trade  were  aware  that  the 
market  would  be  closed  at  an  early  hour,  they  would  be  induced  to  make  their  purchases  earlier 
than  they  do  at  present  I  believe  it  is  in  evidence  that  many  buyers  remain  lingering  in  the 
market  with  a  view  to  get  the  cattle  at  a  reduced  price. 

2215.  Then  vou  contemplate  that  those  who  purchased  cattle  late  in  the  day  would  drive 
them  away  ? — Assuredly.  One  part  of  our  recommendation  would  be  to  make  a  charge  for 
cattle  remaining  there  after  a  certain  time.  Supposing  seven  o'clock  to  be  the  hour  at  which 
the  cattle  should  leave,  if  they  remain  there  after  that  time  there  should  be  a  certain  charge 
per  hour  afterwards,  so  as  to  ofier  an  inducement  to  the  buyer  and  the  seller  to  remove  their 
cattle  as  early  as  possible.  We  believe  that  inconvenience  may  have  arisen  to  the  public  from 
the  cattle  being  driven  through  the  streets  at  a  late  hour  of  the  day.  And,  therefore,  we  believe 
that  we  should  be  consulting  the  convenience  of  the  public  if,  in  any  arrangements  we  make^ 
we  were  to  adopt  some  mode  by  which  the  cattle  would  not  be  in  tne  streets  in  the  middle  of 
the  day. 

2216.  Would  some  of  the  regulations  to  which  you  advert  have  reference  so  that  point? — 
Certainly. 
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February  19, 1850.       2217.  Can  you  state  whether  the  Committee  who  have  considered  this  plan  entertain  an^ 

^ doubt  as  to  the  insufficiency  of  the  present  accommodation  in  Newgate  market,  both  as  to  tfi^ 

T'-ff  S?F^**''  space  and  as  to  the  approaches? — We  are  satisfied  that  there  is  a  ^eat  want  of  accom- 
Mr.  Deputy  Hwks.  '"^^^on  at  present  in  Newgate  market;  that  the  space  there  for  the  objects  of  the  market  is 
J,  Jjow,  Esq.       *    insufficient  for  the  purpose. 

T,  Bakkiy&sq.  221^.  Are  you  quite  satisfied  that  the  space  wthich  you  have  assigned  to  the  dead-meat 

^^'^^^^^^"^^^  market  in  your  plan  would  be  sufficient  ?^-I  should  think,  amply  sufficient.  Indeed,  I  am.  not 
£  ^tt^b'e^*^*  ^^^  whether  it  would  not  be  sufficient  for  the  sale  of  all  the  dead  meat  which  would  be  neoes- 
j'.BjBmnm^sq.  ^ary  to  be  sold  in  London. 

2219.  Do  you  speak  with  reference  to  the  present  exigencies  or  the  future?— ^For  the  present, 
and,  indeed,  I  may  say  for  the  future.  When  you  took  at  the  space  of  3f  acres,  it  would 
certainly  be  twice  as  much  as  the  space  occupied  by  all  the  houses  at  present  used  in  the  sale 
of  meat  in  the  neighbourhood  of  Newgate  market. 

2220.  What  would  be  the  arrangements  contemplated  with  reipect  to  the  slaughter-botmes ; 
are  the  slaughter-houses  to  be  the  property  of  the  Corporation,  and  to  be  let  to  the  public? — 
In  carrying  out  this  comprehensive  scheme  we  should  make  the  slaughter-houses  part  and 
parcel  of  the  whole  scheme,  so  that  we  should  have  a  power  of  control  over  them.  In  erecting 
these  slaughter-houses  we  should  of  necessity  clear  away  a  considerable  portion  of  bad  pro- 
perty, now  occupied  for  slaughter-houses  and  houses  of  that  description.  By  having  a  control 
over  the  slaughter-houses  we  should  be  enabled  to  erect  them  upon  the  most  scientific  plan, 
where  there  would  be  as  little  objection  as  possible,  and  I  apprehend  that  upon  such  a  plan 
there  could  be  no  possible  objection  upon  any  sanitary  considerations. 

2221.  Is  it  proposed  that  the  slaughtering  should  be  carried  on  by  officers  of  the  Corpon- 
tinn,  or  that  the  space  should  merely  be  let  to  private  butchers  for  their  use,  subject  to  certain 
regulations? — It  is  proposed  that,  subject  to  certain  Regulations,  the  slaughter-houses  should  be 
let  for  the  purposes  of  the  trade. 

2222.  You  contemplate  doing  away  with  all  other  slaughter-houses  except  those  ? — That 
would  be  a  very  essential  regulation  if  it  could  be  carried  into  effect  directly  or  indirectly. 

2223.  What  is  the  difference  of  level  betwt?en  the  dead-meat  market  and  the  top  of  I^ng- 
lane? — (Mr.  Bunning,)  About  24  feet.  This  plan  is  based  upon  the  assumption  that  HcS- 
born-hill  is  to  be  raised  to  a  certain  extent.  A  plan  has  been  laid  before  the  Corporation  fiir 
some  time  to  raise  the  levels  of  Holbom-hill,  and  get  rid  of  that  acclivity  that  we  have  at 
present  It  was  suggested  to  raise  the  level  12  feet  6  inches ;  and  if  this  plan  were  carried 
«ut,  instead  of  raising  it  12  feet  6  inches,  about  10  feet  6  inches  would  be  advisable,  .because 
<it  would  give  us  a  greater  fall  here.  By  raising  the  foot  of  Holborn-hill  12  feet  6  inches,  the 
^gradient  would  be  only  1  m  45.  A  waggomnight  almost  trot  upon  it,  and  all  the  gradients, 
^east,  west,  north,  and  south,  would  be  1  in  45. 

(Mr.  Taylor.)  Part  of  this  plan  also  would  afford  facility  for  a  site  for  lodging-houa»  for 
the  poor,  if  it  were  thought  desirable,  as  well  as  baths  and  washhouses.  It  is,  of  course, 
no  part  of  the  object  of  the  Commission,  and  we  only  put  it  upon  the  plan  to  show  that  there 
are  facilities  for  providing  for  those  parties  'diat  would  be  removed  by  the  alteration.  We 
should  be  very  anxious  to  carry  out  anything  that  appears  reasonable  for  the  benefit  of  the 
-community,  particularly  of  the  poor. 

^2224.  Will  you  now  state  the  financial  part  of  the  plan.  What  would  be  the  cost  of  the 
property  which  you  would  have  to  buy,  and  how  would  you  be  reimbursed  ? — ^We  can  only 
^ve  you  a  rough  estimate  of  what  we  believe  it  may  be. 

(Mr.  Bunniry.)  The  cost  of  the  erection  of  the  live-meat  market  is  estimated  at  245,O0QL 
for  the  purchase  of  the  property  and  arranging  the  market. 

2225.  Does  that  sum  include  both  the  purchase  of  the  site  and  the  erection  of  the  market? 
— All,  with  respect  to  the  live-meat  market,  of  8t  acres. 

2226.  Now,  as  to  the  dead-meat  market? — The  dead-meat  market  has  been  estimated  hj 
myself  at  177,000/. 

^2227.  Does  that  include  both  die  purchase  of  the  site  and  the  buildings  ? — ^Yes. 

2228.  Now  the  slaughter-houses? — The  slaughter-houses  have  been  estimated  at  45,000/. 

2229.  Does  that  sum  include  everything  ?-^Yes,  providing  for  slaughtering  the  number  that 
has  been  stated. 

2230.  Is  there  any  other  expense  which  you  have  to  provide  for  in  addition  to  those  items? 
— ^Thereis  the  expense  of'tfie  new  street  for  uniting  Holborn  with  Long-lane  ;  but  that  is  quite 
irrespective  of  the  market^  that  is  60,000/. 

2231.  Is  there  any  expense  connected  with  the  abandonment  of  Newgate  market? — No, 
because  the  site  would  be  valuable,  and  there  has  been  no  set-off*made  for  that. 

2232.  What  set-oflF  have  you  with  regard  to  the  site  of  Newgate  market  and  the  portion  of 
Smithfield  which  you  abandon  ?'^There  are  the  frontages  of  the  abandoned  ground :  a  sum  of 
money  has  been  put  upon  that,  as  well  as  upon  the  piece  of  ground  opposite  the  hospital ;  I 
think  it  was  55,000/.  The  upper  part  of  the  present  market  is  ^till  retained  for  a  hay  and 
straw-market,  around  the  proposed  baths  and  washhouses. 

'2238.  Is  any  retained  for  a  horse-market? — ^^No,  the  horse*market  is  provided  for  in  the 
new  cattle-market,  l)ecause  it  would  not  interfere  in  any  way  with  the  cattle-market^  being  held 
on  another  day. 

2234.  What  is  yourestiraate  of  the  total  cost  of  the  change  which  you  propose? — The  live 
market -245,000/.,  the  dead-meat  market  177,000/.,  and  the  slaughter-houses  45,000/.,  making 
a  total  of  467,000/. 

'2235.  What  is  the  gross  cost  of  the  improvements  which  you  propose  ?  and  what  is  the 
amount  of  the  set-offs  which  you  propose  to  deduct? — It  would  be  that  amount  iesa  the 
45,000/.  which  I  state  for  the  ground  .that  will  be  abandoned.  " 
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2236.  How  do  you  distribiite  that  55,000/.? — I  take  it  away  from  the  expense  incurred  in  February  19, 1850. 
the  cattle-market.  

2237.  Then  what  would  be  the  gross  expense  of  the  cattle-market?— It  would  be  55,0007.  ^'  §  S^i^"^' 
more ;  it  would  be  300,000/.  mV^JD^S  ^Si*. 

2238.  How  do  you  propose  to  raise  this  sum  ? — (Mr.  Taylor)  We  propose  to  raise  the  J.  Low,  Esq. 
amount  by  an  additional  charge.  ^-  Dakki,  Esq. 

2239.  How  would  you  raise  the  gross  sum  that  would  be  required  in  the  first  instance  ? — It  ^^'^^^^^^^^^^S^^^ 
would  be  raised  upon  the  security  of  the  tolls.  j^  2\^r^'^^' 

2240.  You  would  propose  to  borrow  the  money  necessary  upon  the  security  of  the  tolls^  j! B.JBurm£^f^Eaq. 
power  beinff  given  by  Act  of  Parliament? — Exactly  so. 

2241.  Would  you  provide  for  the  gradual  extinction  of  this  debt  by  a  sinking  fund? — Yes, 
so  as  to  pay  off  the  amount  within  30  years,  and  then  to  revert  to  the  ancient  toll. 

2242»  What  addition  would,  you  make  to  the  tolls  in  order  to  provide  for  the  sinking  fund 
and  the  annual  interest  ? — We  have  not  quite  prepared  that  so  correctly  as  we  should  like 
to  do. 

2243.  What  would  be  the  annual  sum  that  you  would  have  to  raise? — About  14,000/. 
a*year.     That  applies  to  the  live-meat  market  only. 

2244.  What  is  the  net  produce  of  the  present  tolls  of  Smithfield  market? — About  5,000/. 

2245.  Then  you  would  have  to  raise  about  three  times  the  amount  of  the  present  toll? — 
About  that. 

2246.  You  have  not  yet  been  able  to  mature  your  plan  of  increased  tolls?— No. 

2247.  How  soon  shall  you  be  able  to  do  so? — ^We  shall  be  prepared  to  furnish  the  Com- 
mission with  further  information  in  the  course  o£  a  fewt<lays«  Our  desire  was^  this  morning,  to 
pnoduce  this  plan  before  you,  and  tosee  whether  it  meets  yeur  views,  or  whether  you  would 
surest  anythinfir  by  which  we  might  improve  it.  Our  object  is  to  effect  that  which  will 
remove  objections  as  far  as  possible,  retaining  it  in  its  present  site  as  being  a  central  position. 

2248.  It  the  lower  part  of  the  dead-meat  market  sufficiently  ventilated? — (Mr.  Bunninff,) 
With  respect  to  the  ventilation  of  the  market,  I  should  propose  that  the  space  between  the  houses 
be  covered  with  a  range  of  lights,  all  the  glass  looking  towards  the  north,  that  no  sun  should 
penetrate  the  market.  By  that  means  we  should  avoid  blinds^  and  raudi  heat,  and  it  would 
be  very  easy  to  drive  a  sufficient  quantity  of  air  between  the  two  ceilings,  the  skylight,  and  tha- 
ceilii^  of  the  market.     There  would  be  no  fear  whatever  of  want  of  ventilation. 

2249  This  plan  has  been  prepared  by  a  Committee  that  was  appointed  l^  the  Court  of 
Common  Council? — (Mr.  Tbylor.)  Exaetly.  In  submitting  this  plaa  to  you,  of  course  we* 
could  not  engage  with  certainly  that  it  should  be  acted  upon;  but  if  it  received  your 
approbation,  and  it  appeared  to  meet  the  views  of  the  C6mniissK)n,  we  should  then  be  enabled, 
to  report  to  the  Court  of  Common  Council  as  to  what  arrangement  we  could  make; 

2250.  Can  you  form  any  judgment  whether  these  plans  would  be  likely  to  be  adopted  by 
the  Court  of  Common  Council? — ^I  believe  we  may  with  confidence  say,  that  whatever  your* 
selves  and  the  Committee  should  arrange  vrith  regard  to  the  plans>  the  Corporation  would, 
aebpt. 

2^1.  If  it  is  thought  that  the  dead-meat  market  is  not  sufficiently  large  so  as  to  furnish  am 
adequate  dead-meat  market  for  the  whole  of  the  metropolis^  would  it  not  be  possible  to  use  for 
that  purpose  that  which  is  now  laid  down  as  lodging-houses  for  the  poor  ? — (Mr.  Bunninff.y 
Certainly. 

(Mr.  Thyler)  If  we  wished  to  make  an  extension  of  this  market,  we  could  appropriate* 
the  portion  which  is  now  intended  for  slaughter-houses,  and  the  slaughter-houses  could  be 
carried  further  north.  We  consider  it  very  essential  that  all  these  things  should  be  together,, 
the  live-stock  market,  the  dead*meat  market,  and  the  slaughter-houses. 

2252.  Upon  what  data  is  the  calculation  of  the  expense  made? — (Mr.  Low.)  The  data  are 
the  experience  of  our  surveyor,  in  the  great  improvements  which  we  have  been  carrying  out. 

(Mr.  HcUL)  The  Corporation  have  no  fear  of  carrying  it  out  for  the  sum  calculated. 

2253.  (Mr.  Bunninff.)  You  consider  that  it  may  be  safely  calculated  that  the  work  may  be 
carried  out  for  a  sum  not  exceeding  the  estimate? — I  do.  I  have  made  a  vast  number  of 
estimates  for  the  Corporation,  and  up  to  the  present  moment  I  have  always  been  able  to  carry 
out  the  work  for  the  muns  estimated*     The  works  have  been  very  extensive. 

2254.  Have  you  had  great  experience  in  valuing  property  for  improvem^its  ? — ^Very  con* 
siderable.     These  valuations  have  been  very  carefully  taken,  house  by  house. 

(Mn  TkyloTi)  Our  great  object  is  to  remove  the  present  objections  as  far  as  possible;  and 
to  retain  the  market  in  the  centre  of  the  metropolis,  which  we  consider  to  be  desirable ;  and  in. 
order  to  carry  it  out  well,  and  to  effect  everything  that  is  important,  we  have  taken  a  com- 
prehensive view  of  the  subject. 

2255.  Do  you  'consider  that  the  Corporation  as  well  as  the  public  has  an  interest  in  retaining 
Smith&eld  market  upon  its  present  site  ? — We  are  quite  aware  that  the  Corporation  hare  no 
paeuniary  interest  in  retaining  the  market;  that  it  is  not  a  source  of  considerable  emolument^ 
as  the  public  have  been  led  to  believe  that  it  is,  which  is  an  erroneous  impression.  But  ^ 
trustees  to  the  market,  and  as  representatives  of  the  public,  we  think  that  we  are  performing  a 
duty  to  our  fellow-eitizens  by  retaining  it  upon  its  present  site. 

2256.  Is  there  any  considerable  body  of  your  fellow-citizens  who  wish  it  to  remain  where  it  * 
is  ? — I  believe  it   is  considered  that  the  public  voice  is  against  retaining  Smithfield.     But 

tWe  is  a  great  question  whether,  at  the  bottom  of  the  agitation  for  the  removal  of  Smithfield, 
there  are  not  seme  interests  of  a  private  kind.  When  I  refer  to  '*  fellow-citicens,'*  I  mean  to  use 
the  word  in  a  strict  sense — speaking  of  the  inhabitants  of  the  City. 

QAt.Eall)  It  is  considered  that  the  objections  which  aj^lyto  the  present  market  would 
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Febrauy  19, 1850..   not  apply  to  the  new  one.    We  believe  that  by  our  present  proposition  we  should  entirely 

•^—  obviate  almost  every  point  of  objection. 

XH  H^'em^  2257.  You  consider  that  the  objections  referred  to  as  against  the  present  Smithfield  market 
Mr.  DepH^  mcks.    ^ould  not  apply  to  the  new  order  of  things? — Certainly. 

J,  Low,  Esq.  (Mr.  Taylor.)  Nobody  can  pass  through  Newgate-street,  especially  on  a  market  day,  and 

T.  Dahjn,  Esq.  not  feel  that  a  great  inconvenience  is  occasioned  there  which  would  be  sufficient  almost  to 
t'^'^mAt^^^*^  create  a  public  feeling  against  the  market.  But  by  the  proposed  plan  we  should  remove  that 
E  Turrdl  Esq?^'  altogether,  and  no  Qne  would  object  to  be  able  to  purchase  his  meat  in  a  central  position.  We 
J.B,  Bwmmgy  Esq.  know  that  the  centre  is  the  most  desirable  and  most  accommodating  place  for  the  public. 

The  centre  is>  of  coarse,  nearer  to  each  side  than  the  one  side  is  to  another ;  therefore,  I 

apprehend  that  it  is  the  most  convenient  spot. 

(Mr.  Low,')  The  prevailing  opinion  in  the  minds  of  the  Corporation  I  conceive  is,  that, 

looking  at  the  City  as  a  great  mercantile  community  dependant  upon  trade  for  their  support, 

it  is  their  duty  to  protect,  their  interests  in  that  respect,  and  not  to  send  away  from  the  centie 

of  the  City  a  market  which  brings  in  a  vast  general  return. 

2258.  In  what  way  does  it  produce  a  lai^e  return  locally  ? — A  return  of  nearly  eight 
millions  per  annum  necessarily  brings  a  vast  many  people  into  the  City ;  and  there  are  very 
few  people  that  come  into  the  City  that  do  not  do  some  business  with  the  shop-keepers.  In 
that  way  tlie  trade  of  the  City  is  enhanced. 

2259.  That  is  to  say,  the  attendance  upon  Smithfield  market  incidentally  increases  the 
custom  of  persons  in  trade  in  the  City  ? — Poubtless. 

2260.  Are  those  persons  generally  in  favour  of  retaining  the  market  in  its  present  site?— 
All  the  tradesmen  at  all  connected  with  the  market  are  deeply  interested  in  it ;  there  are  large 
families  and  successive  generations  that  have  grown  up  in  the  market  who  are  dependent  upon  it 

2261.  Those  persons  are  influenced  rather  by  their  private  interest  than  by  regard  to  the 
public  interest  ? — Doubtless. 

2262.  Are  they  much  represented  in  the  Common  Council,  and  does  their  voice  influence 
the  deliberations  of  the  City  authorities  ? — Scarcely  any  of  them  are  identified  with  the  Cor- 
poration. 

(Mr.  Hall.)  I  should  say  that  they  are  least  represented  of  any  body,  but  the  strong  feeling 
of  the  Corporation  is,  there  are  so  many  interests  tied  up  together,  that  the  removed  of  ^e 
market  to  a  distance  would  distress  a  large  portion  of  tne  City ;  there  is  a  belief  whether 
wrong  or  right,  in  circulation,  that  the  Corporation  are  only  doing  it  for  the  benefit  of  a  portion 
of  their  fellow-citizens,  and  for  the  private  advantage  of  the  Corporation.  Now  certainly  those 
that  represent  the  general  body  of  the  citizens  in  die  Common  Council  are  very  far  from  being 
connected  wfth  the  interests  of  the  locality  of  Smithfield. 

(Mr.  Deputy  Hicks.)  Smithfield  market  is  in  Farringdon  Ward.  I  bdieve  it  is  stated  that 
Farringdon  Ward  is  about  a  fifth  part  of  the  City.  Upon  the  last  election  for  Common 
Councilmen  there  was  a  contest  in  that  ward.  A  gentleman  who  had  been  several  years  a 
member,  sent  placards  round  the  ward,  calling  upon  all  the  inhabitants  to  pledge  every  Common 
Councilman  they  elected  to  the  abolition  of  Smithfield  market,  as  a  nuisance  to  the  neigh* 
bourhood ;  the  result  was,  that  the  inhabitants  turned  him  out,  and  elected  all  the  other  par- 
ties. That  would  show  that  the  inhabitants  of  that  district  are  in  favour  of  the  market 
continuing,  as  being  an  advantage  to  the  neighbourhood. 

2263.  Do  you  know  how  many  publicans  there  are  in  that  ward?  Are  there  300? 
—1  could  not  answer  the  question.  It  is  a  very  large  ward,  but  I  should  hope  there  are  not 
so  many  as  that. 

2264.  In  the  event  of  the  removal  of  the  dead-meat  market  from  Newgate,  would  there 
be  any  difficulty  in  dealing  with  the  vested  interests  in  the  market  ?— (Mr.  Toum  Ckrh.)  The 
property  is  held  under  what  is  called  the  Fire  Act,  under  the  Dean  and  Chapter  of  St.  Pauls. 
I  see  no  reason  to  apprehend  that  there  would  be  any  difficulty  in  making  arrangements  with 
them.  It  would  require  the  interference  of  the  Legislature  for  the  purpose  of  efiecting  it 
[A  model  of  the  proposed  alterations  was  prodticed.'] 

(Mr.  Bunninff.)  From  this  model  it  would  appear  as  if  the  eastern  end  were  the  highest 
point,  and  the  other  the  lowest.  Whereas  this  is  higher  than  that — there  is  a  fall  of  1 
in  50  from  the  one  to  the  other — so  that  the  cattle  would  be  kept  higher,  and  the  vioh 
market  would  be  seen  at  one  view,  which,  I  believe,  is  a  considerable  advantage  to  buyers  and 
sellers. 

2265.  For  what  number  of  bullocks  would  there  be  lairage  ?— (Mr.  Taylor.)  It  would 
accommodate  1,000  bullocks.  Now,  I  believe,  the  average  of  bullocks  throughout  the  year 
is  something  like  3,000,  so  that  in  providing  lairage  for  1,000  we  should  accommodate  as 
many  as  would  ordinarily  be  left. 

2266.  According  to  this  plan,  the  area  for  the  cattle  and  the  area  for  the  sheep  are  equal  in 
size  ? — ^Yes  ;  the  removal  of  those  pens  would  afford  ample  accommodation  for  what  is  termed 
the  great  day,  when  there  are  about  5,600  brought  into  the  market.  Even  if  those  pens  were 
all  remov^,  there  would  be  still  abundance  of  room  for  the  sheep  upon  those  days.  It  is  veiy 
important  that  you  should  not  lose  sight  of  this  fact,  that  the  proposed  new  market  contains  8i 
acres  for  the  live  cattle,  and  the  whole  of  the  present  market  is  only  6^,  which  includes  the 
foot  and  carriage  ways. 

2267.  With  respect  to  the  horse-market,  you  propose  that  it  should  be  held  in  the  cattle- 
market,  but  on  other  days  of  the  week  ? — (Mr.  Taylor.)  Yes,  if  it  is  not  abolished.    At  the 

E resent  time  there  is  a  very  small  charge  for  horses,  and  that  induces  the  worst  description  of 
orses  to  be  brought  there  for  sale. 
(Mr.  Deouty  Hicks.)  I  think  the  horse-market  should  be  abolished ;  but  it  must  be  done 
by  Act  of  rarUament. 
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(Mr.  Taylor.)  Of  course,  with  regard  to  the  entire  plan,  nothing  can  be  done  without  an   February  19, 1850. 

Act  of  Parliament.     An  Act  of  Parliament  would  be  necessary,  not  only  for  clearing  the  

ground,  but  also  for  new  regulations.  t'  u  ^Sttw^* 

(Mr.  Hall,)  With  regard  to  compensation  for  Newgate  market,  I  think  it  must  strike  the  j^^  hemOy  H^ks. 
Commissioners  that  the  question  of  compensation  as  to  Newgate  market  must  be  very  diSerent,  J,  Low,  Esq. 
according  to  whether  you  retain  the  live-stock  market  and  remove  the  dead-meat  market  near  ^-  DaMn,  Esq. 
it,  or  whether  you  deprive  them  altogether  of  it.     That  question  will  depend  very  much  upon  ^Si.SerjJier^ether 
the  Report  of  the  Commission.  ^  ^JS'ew 

2268.  (To  Mr.  Deputy  Hicks.)  Do  you  think  that  the  present  tenants  of  the  Corporation  in  J.  BfjBi^inajkiq, 
Newgate  market  would  be  glad  to  exchange  their  present  occupations  for  stalls  in  the  pro- 
jected market? — Without  a  doubt.     It  is  not  the  tenants  of  the  Corporation  that  have  a  vested 

interest,  it  is  the  occupiers  of  the  houses  which  do  not  belong  to  the  Corporation,  that  is  the 
difficulty ;  unfortunately,  they  belong  to  a  body  that  may  make  difficulties — the  Church.  I 
have  spoken  to  several  who  hold  house  property  in  Newgate  market,  and  they  would  be  quite 
ready  if  this  plan  is  carried  out  to  leave  their  present  occupations  in  Newgate  market  and  take 
occupations  there. 

(Mr.  Taylor.)  There  is  one  thing  I  should  like  the  Commissioners  to  understand,  that  is,  that 
we  are  quite  satisfied  that  the  people  who  would  be  accommodated  in  the  dead-meat  market 
would  pay  such  a  rent  for  their  accommodation  as  would  amply  repay  the  outlay  upon  the 
dead-meat  market. 

2269.  Do  you  propose  an  increase  of  tolls  in  the  dead-meat  market  ? — No ;  we  propose  in 
the  dead-meat  market  to  let  the  property,  and  we  believe  the  return  would  repay  the  outlay. 

2270.  In  what  time?— In  30  3 ears. 

227L  Then  the  reimbursement  for  the  expense  of  the  new  dead-meat  market  would,  in  that 
case,  come  from  the  increased  value  of  the  rent,  not  from  any  increase  of  tolls  there  7 — Just  so. 

(Mr.  Hall.)  The  Corporation  look  for  no  advantage  to  themselves,  either  at  present  or  pro- 
spectively ;  they  are  only  doing  it  for  the  public. 

(Mr.  Deputy  Hicks.)  I  am  of  opinion  that  the  tolls  would  be  those  which  have  been  anciently 
acknowledged  for  centuries  back,  and  I  am  satisfied  that  the  outlay  for  the  dead-meat  market  ^ 

would  be  repaid  by  exceedingly  easy  and  liberal  charges,  as  between  landlord  and  occupier.  ' 

(Mr.  Taylor.)  With  regard  to  the  slaughter-houses,  and  the  expense  of  those  slaughter- 
houses, our  great  object  would  be  to  act  in  such  a  manner  as  would  be  unobjectionable  to  those 
who  are  the  strongest  advocates  for  sanitary  reform.  They  would  produce  an  annual  income, 
which  would  repay  the  outlay,  and,  I  believe,  the  parties  using  them  would  be  very  glad  of 
the  accommodation ;  and,  if  the  space  that  is  allotted  should  not  be  considered  sufficient  for  the 
purpose,  we  can  obtain  any  extent  of  ground  for  additional  accoinmodation.  I  may  say,  the 
more  property  we  pull  down  and  take  in,  the  greater  improvement  will  be  effected  in  the  neigh- 
bourhood. 

(Mr.  Deputy  Hicks.)  There  is  a  large  spot  of  ground  on  the  opposite  side  of  Victoria- 
street, 

2272.  What  space  is  there  on  the  opposite  side  of  Victoria-street  that  may  be  used? — (Mr. 
Taylor.)  About  100  feet. 

2273.  Would  that  be  half  the  area  of  the  contemplated  dead-meat  market  ?-^I  should  say 
it  would. 

(Mr.  Hall.)  The  Corporation  have  not  looked  upon  it  as  necessary  te  obtain  more  ground, 
but  there  are  facilities  for  obtaining  any  quantity  of  ground;  there  is  plenty  of  room  there,  and 
ground  which  evidently  does  not  readily  let,  and  does  not  seem  to  be  valued. 

(Mr.  Deputy  Hicks.)  The  ground  would  not  be  long  before  it  is  let  if  this  plan  be  carried 
out. 

(Mr.  Bunning.)  If  it  were  considered  that  this  market  would  not  be  large  enough,  nothing 
could  he  easier  than  to  put  the  base  further  to  the  north,  and  to  put  the  dead-meat  market  on 
the  other  side  of  Victona-street 

(Mr.  Taylor.)  This  plan  offers  the  greatest  facility  for  the  drainage  of  any  part  of  the 
metropolis,  from  its  access  to  the  river. 

2274.  Drainage  into  the  Thames  ? — (Mr.  Hall.)  There  being  no  other  drainage  at  present 
anywhere.  I  am  one  that  think  there  might  be  other  means,  but  there  is  not  at  present ;  but 
till  there  is  another  system  adopted,  this  offers  the  greatest  facility  with  the  present  drainage. 

(Mr.  Taylor.)  At  present  the  Thames  is  the  only  outlet  we  have.  Wherever  you  might 
place  the  market  and  the  slaughter-houses,  the  drainage  must  necessarily  empty  itself  into  the 
Thames ;  but,  I  believe,  the  site  of  this  market  affords  facility  for  a  separate  drainase,  if 
necessary,  that  the  slaughter-houses  may  be  drained  by  a  separate  pipe,  which  might  be 
received  at  the  mouth  of  the  river,  and  disposed  of  as  the  present  Metropolitan  Sewers 
Commission  (of  which  I  happen  to  be  one  for  the  City)  may  think  desirable,  so  that  the 
objection  as  to  the  outfall  into  the  river  could  be  obviated  as  much  in  the  present  site  as  it 
could  be  by  placingit  anywhere  else. 

(Mr.  Bunninff.)  The  present  outfalls  must  be  taken  into  consideration  whenever  a  new  line 
of  drainage  is  formed.  This  naturally  runs  into  the  present  drainage  to  the  River  Thames, 
and,  I  presume,  that  whatever  new  arrangement  is  made,  the  outfall  of  the  Fleet  Sewer  will  he 
taken  up  near  the  river. 

(Mr.  Han.)  In  short,  this  is  the  best  till  another  drainage  is  found. 

[  The  Deputation  withdrew.] 
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fPefanmyi^yi^ao.  Mr.  €feorfe  JStZ/examined. 

itfr.  ^.  JOT.  2*275.  Are  you  a  banker  residing  near  Sraithfield? — In  Smithfield. 

2276.  Will  you  describe  the  exact  nature  of  your  business? — At  the  commencement  ofihe 
market  the  butcher  effects  his  sale  with  the  salesman;  the  salesman  tlien  desires  him  to  pay 
the  money  to  us.  After  the  market  is  closed  the  salesman  comes  to  our  office,  and  the  accounts 
of  sales  are  made  out  and  posted  that  night. 

2277.  How  long  have  you  been  in  this  business? ^Twenty- five  years. 

2278.  Are  there  many  persons  engaged  in  it  ? — Seven  difl^rent  banking-houses. 

2279.  How  much  money  passes  through  your  hands  generally  on  a  Monday? — ^From 
35,000/.  to  40,000/.  each  Monday,  taking  the  average. 

2280.  How  soon  is  the  .money  paid  to  you  after  ue  sale  is  effected? — Sometimes  within  five 
minutes,  and  sometimes  within  half  an  hour  or  an  hour,  and  sometimes  longer. 

2281.  Does  the  butcher  attend  at  your  office? — Yes,  he  comes  to  the  office,  and  pays  the 
nx>iiey  in  to  the  salesman's  account.  He  says,  I  have  bought  two  beasts  of  a  certain  salesman, 
and  the  amount  is  entered  in  a  book  kept  especially  for  that  salesman. 

2282.  Do  you  remit  the  money  to  the  grazier  in  the  country? — Yes.  Sometimes  flie 
money  is  remitted  by  drad  on  that  evening ;  some  is  not  paid  in  till  the  following  mornings 
If  the  orders  are  to  pay  the  money  into  a  London  banker's  on  account  of  a  country  banker,  it 
is  paid  in  on  the  following  morning. 

2283.  How,  then,  are  the  remittances  made  to  the  grazier? — They  are  remitted  at  the  same 
time ;  sometimes  by  drad  attached  to  the  sale  account,  and  if  not«  the  money  is  paid  into  the 
banker's  in  Lombard-street  who  receive  for  the  country  bank  in  the  locality;  they  advise  it,, 
and  we  pay  the  whole  amount  to  them. 

2284.  Do  you  pay  by  drafts  upon  the  London  bankers? — We  pay  by  drafts  upon  Glvn's. 
Oar  payments  to  Barclay's^  at  this  time  of  year,  on  Tuesday  morning,  generally  average  6i,()0W. 
to  7,000/. 

.    2285.  Is  the  average  amount  of  receipts  of  the  seven  bouses  about  the  same  ? — No,  I  should 
say  not. 

2286.  Can  you  state  what  is  the  average  ? — I  cannot  say. 

2287.  Do  you  think  yours  is  above  or  below  the  average  ? — 1  should  say  that  ours  is  equal 
jto  the  first,  and  certainly  above  some  of  the  others. 

2288.  Are  the  bankers  all  resident  immediately  close  to  the  market  ? — All  in  the  market. 

2289.  Would  there  be  any  difficulty  in  carrying  on  your  business,  supposing  the  site  of  the 
market  were  removed  two  miles  from  the  present  site  of  Smithfield? — ^There  would  be  great 
difficulty,  inasmuch  as  it  would  be  impossible  for  us  to  get  the  sale  accounts  away  on  Monday 
night.  It  frequently  occurs  that;  out  of  400  or  500  accounts  that  are  sent  away,  we  pay  the 
the  extra  penny  upon  1 50  of  them. 

2290.  That  is  owing  to  the  late  hour  at  which  the  market  is  closed ;  but  suppose  the  market 
were  closed  earlier  ? — That,  of  course,  would  have  some  effect ;  but  still  there  is  a  vast  deal 
to  do  ;   we  are  writing  all  day. 

2291.  Is  it  important  that  the  remittances  should  be  made  on  the  Monday  rather  thao 
Tuesday  ? — Very  much  so.  I  think  that  if  it  were  not  for  the  quick  return  they  get  fiporo 
Smithfield  we  should  not  get  so  much  stock  at  the  market. 

2292.  Do  you  think  that  the  difference  of  a  day  would  materially  influence  the  dealings  ot 
the  market  ? — We  have  always  found  that,  if  there  has  been  any  delay  in  the  remittances,  we 
generally  have  letters  up  complaining. 

2293.  Is  not  the  cause  of  those  complaints  the  expectation  that  the  money  will  be  remitted 
on  the  Monday ;  and  is  it  not  probable  that,  if  the  parties  did  not  expect  the  money  to  be 
remitted  till  the  Tuesday,  they  would  not  complain? — ^Ican  hardly  answer  that;  but  many- 
country  markets  are  regulated  by  the  price  in  Smklifield  on  Monday.  There  are  many 
markets  held  on  Tuesday  in  different  pans  of  the  country. 

2294.  Are  the  transactions  betni^en  the  butchers  and  the  bankers  usually  ready-money 
transactions  ? — Not  entirely  so. 

2295.  Do  the  bankers  ever  give  aceonrniodation  to  the  butchers? — Yes;  the  bankers 
pay  the  money  for  whatever  amount  of  cattle  is  sold,  whether  it  is  paid  for  or  not  by  the 
butcher. 

22%.  So  that  the  grazier,  in  fact,  sometimes  obtains  the  price  of  his  cattle  before  the  butcher 
has  paid  for  it  ? — Yes. 

2297.  If  the  site  of  the  market  were  moved,  and  your  bank  were  removed  equally,  would 
there  beany  further  objection? — There  is  another  great  objei'tion.  We  are  in  the  habit  of 
taking  a  vast  number  of  drafts  which  we  generally  send  in  to  Messrs.  Glyn.  We  receive  on 
Monday  morning  from  600  to  700  drafts  from  the  butchers  in  payment  of  stock.  If  a  butch^ 
has  to  make  a  payment  of  30/.  or  40/.,  frequently  we  receive  three  or  four  drafts  to  the  amount 
of  5/.,  8/.,  and  10/.  each. 

2298.  Is  it  of  importance  in  your  business  to  be  near  Lombard-street  ? — ^Yes. 

2299.  What  are  the  advantages  you  derive  from  it? — The  great  advantage  is,  in  the  first 
place,  with  respect  to  getting  those  drafts  cleared  as  speedily  as  possible.  We  take  them 
upon  the  faith  of  the  butchers ;  consequently,  the  sooner  they  are  converted  into  money  the 
safer  we  are. 

2300.  What  is  the  latest  period  of  the  day  at  which  you,  at  present,  receive  money  ? — 
Sometimes  as  late  as  four  o*cloek,  or  past  four ;  but,  generally,  the  principal  part  of  the 
money-taking  is  over  when  the  market  closes  at  three  o^clock. 

2301.  Supposing  the  market  were  removed  further  off  than  Smithfield  from  the  centre  of 
the  metropolis;  if  the  market  closed  at  an  earlier  hour  would  there  be  any  difficulty  in  getting 
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^ur  receipts  cashed,  transacting'  }Poar  bu«ines8  with  31yn's,  andi  at  the-  same  time^  covre- 
sponding  cm  Monday  night  with  your  country  customers  ? — That  certainly  would*  obviate  the 
€Fvii  to  a  great  extent;  but  still  there  is  so  rouch  to  be  done  on  Monday  that  I  think  we  should 
find  it  a  very  difficult  matter  to  get  all  the  accounts  completed  and  sent  off,  supposing  we  had 
to  send  them  a  distance  of  two  or  three  miles.     We  are  writing  alLday  now. 

2302.  Are  the  cheques  you  send  crossed  cheques?— Not  all  crossed.  We,  of  course,  cross 
them  ;  but  the  majority  of  them  are  crossed. 

2303.  To  go  through  the  clearing-house  they  must  be  paid  in  before  three  o'clock  ? — A 
^juarter-past  three;  where  there  are  300  or  400  cheques  in  a  parcel  it  must  take  Messrs.  Glyn 
some  time  to  go  through  them. 

2304.  Have  you  ever  made  a  calculation  of  the  total  quantity  of  money  that  changes  hands 
in  3mithfield  in  the  course  of  a  year  ? — No,  I  never  have. 

2305.  Did  your  ever  hear  any  calculation  ? — No ;  I  believe  there  was  a  calculation  made, 
but  I  have  no  recollection  what  it  was. 

2306.  Is  your  business  equally  with  regard  to  Newgate  market?— No ;  we  have  very  little 
connexion  with  Newgate  market,  further  than  that  we  have  several  of  the  butchers  who  keep 
accounts  with  us.     Our  conceni  is  entirely  with  Smithfield^ 

2307.  And  so  with  the  otlier  six  houses ? — All  the  same. 

2308.  Are  there  persons  who  stand  in  the  same  relation  to  Newgate  market  in  which  you 
stand  to  Smithfield? — I  think  not. 

2309.  Do  the  different  bankers  in  Smithfield  do  business  with  different  bankers  in  Lombard^ 
street  ? — Yes,  there  are  two  that  bank  with  Messrs.  Barclay. 

2310.  Do  you  generally  send  all  your  cheques  by  one  clerk,  or  do  you  send  several  times 
a-day? — We  send  twice  a-day;  we  send  in  the  morning  about  eleven  o'clock  to  catch  the 
twelve  o'clock  clearing,  and  we  send  again  about  half^past  two  or  a  quarter  to  three.  We 
make  it  as  late  as  we  can  in  the  afternoon,  in  order  to  get  all  the  drafts  in  that  we  can. 

2311.  You  send  twice  a>day  ? — ^Twice  a-day. 

2312.  And  you  send  by  a  man  on  foot  ? — res. 

2313.  Is  there  anything  further  you  wish  to  state? — I  have  nothing  further  to  state;  but 
as  far  as  the  health  of  the  place  in  concerned,  I  cati  bear  witness  to  it.  I  have  lived  25  years 
in  the  place;  I  have  brought  up  my  family  there;  they  have  always  enjoyed  good  healthi 
and  I  have  never  had  a  servant  leave  me  from  ill  health,  and  there  is  nothing  Uke  malaria,  nor 
anything  of  the  sort  arising  from  the  market. 

IThe  Witness  withdrew,] 


Fsbmcvyls^lWI. 
Ifr.l^rfftV. 


Mn  tViUiam  Johnson^  Mr.  Frank  Bkushett^  and  Mr.  Leiois  Thompson  examined. 

2314.  (To  Mr.  Johnson,)  Do  you  reside  near  Smithfield? — 1  reside  in  Sinithfield. 

2315.  What  is  your  occupation  ? — I  am  a  wine-merchant. 
2S16.  Are  you  in  business  on  your  own  account  ? — Yes. 

2317.  Do  you  wish  to  make  some  representations  to  the  Commissioners? — Yes.  As  t-O 
the  inquiry  as  regards  Smithfield  market,  in  the  prospect  of  an  alteration,  I  would  rather 
answer  any  questions  that  the  Commissioners  may  hare  to  put. 

2318.  Does  your  father  keep*' The  George"  at  Smithfield; — No;  my  father  is  dead ;  my 
mother  does. 

2319.  Do  you  find  that  the  contiguity  of  Smithfield  market  brings  you  a  great  number  of 
customers? — Yes,  a  wonderful  number. 

2320.  Are  they  people  who  attend  the  market  from  the  country? — ^Yes,  solely;  persons 
from  the  entire  kingdom. 

2821.  Then,  if  Smithfield  market  were  removed^  would  it  be  a  great  detriment  to  your 
business? — It  would  be  ruination  to  us,  as  the  business  is  at  present  constituted. 

2322.  In  what  manner  does  your  business  arise  from  Smithfield  market;  do  you  sell 
directly  to  the  persons  who  frequent  it  ? — Yes,  to  country  gentlemen  who  come  and  stop  at 
the  hotels  to  transact  their  business  at  Smithfield. 

2323.  Do  you  sell  wine  upon  your  premises  ? — I  sell  wine  at  my  premises ;  not  to  be  con- 
sumed upon  the  premises,  but  to  be  supplied  to  hotels  in  the  neighbourhood. 

2324.  Then  your  customers  are  the  tavern-keepers,  who  sell  to  persons  that  fVequent  the 
market? — Not  one.  My  customers  are  entirely  country  gentlemen,  who  come  to  the  market 
to  do  business.     Not  an  inn-keeper  in  Smithfield  trades  with  me  except  my  parent. 

2325.  Then  it  is  the  accident  of  your  being  near  the  market  which  induces  the  persons  neat* 
the  market  to  biiy  wine  of  you  ? — Yes ;  they  are  our  customers.  If  we  attend  to  our  business^ 
we  can  get  business  from  it. 

2326.  Have  you  any  doubt  that  equal  disadvantages  would  arise  to  other  tradesmen  living 
in  the  immediate  vicinity  of  Smithfield  if  the  market  were  removed  ? — I  am  sure  it  would 
operate  upon  every  tradesman  that  can  be  named. 

2327.  Do  you  speak  only  of  your  own  business  as  a  wine-merchant,  or  do  you  speak  con- 
fidently of  all  other  tradesmen  at  Smithfield  ? — Yes,  all. 

2328  Would  the  removal  of  Smithfield  market  affect  one  class  of  trades  more  than  another  ? 
— It  would  annihilate  entirely  the  houses  of  accommodation — the  licensed  houses.  That  is 
one  class  that  it  would  entirely  do  away.  The  neighbourhood  depends  entirely  upon  the 
market)  which  is  held  there  twice  or  thrice  a-week. , 

2329.  What  is  the  number  of  houses  that  would  be  prejudiced  by  the  removal  ? — In  the 
trade  of  licensed  victuallers  there  are  13  in  Smithfield  ;  within  150  yards  of  Smithfield  ther^ 
are  30  more,  that  is  43. 
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Ffebrotij  19, 1850.       2330.  In  all,  in  Farringdon  ward,  how  many  publicans  do  you  suppose  there  are  ? — ^I  do  not 

know ;  but  I  speak  of  those  in  Smithfield  and  within  150  yards  of  Smithfi<*ld,  that  are  affected 

Mr.  W.  JakMm.    ^jy  ^^  existence  of  the  market.     I  can  tell  you  the  rent  they  pay,  and  their  expenses,  and  the 

Mr.  F.  Blackett.     length  of  the  leases.    The  rental  of  the  13  in  Smithfield  is  1,4907. ;  the  rental  of  the  30 

Mr.  L.  Thompem.   within  150  yards  of  Smithfield  is  2.690/.,  making  a  total  of  4,180/.    In  addition  to  that,  the 

licences  of  those  houses  cost  annually  631/.     In  addition  to  that,  the  rates  on  the  same  houxs 

come  to  1,720/.     That  is  only  the  rent,  the  licences,  and  the  rates. 

2331.  Under  whom  do  those  victuallers  rent  ? — The  majority  of  the  houses  are  private  pio- 
perty.  There  are  some  two  or  three  that  belong  to  the  corporation  of  the  hospital.  In  some 
instances  they  are  freehold,  belonging  to  the  occupiers.  I  should  like  to  mention  one  gentle- 
man who  pays  a  ground-rent  of  80/.  a  year,  and  the  length  of  his  lease  is  40  years  to  come. 

2332.  What  trade  is  his  trade  ? — A  licensed  victual&r. 

2333.  Would  the  removal  of  Smithfield  market  be  a  great  detriment  to  that  person?— It 
would  be  ruination ;  he  never  would  get  the  ground-rent  of  the  property.  I  should  also  say, 
speaking  of  this  trade  ouly»  that  the  premiums  which  the  occupiers  of  those  houses  have  given 
for  their  businesses  would  amount  to  the  ^ross  sum  of  28,108/. 

2334.  Within  what  period  have  they  given  those  premiums  ? — For  instance,  ourselves.  We 
have  been  occupiers  of  "The  Georffe"  and  of  "  The  Grapes"  for  the  last  25  years,  and  there 
are  several  who  have  lived  in  Smithfield  as  long  as  we  have. 

2335.  Have  you  any  interest  in  "The  George?'* — Not  the  slightest.  In  describing  the 
business  of  the  houses  in  Smithfield,  I  think  "  The  George"  woula  be  a  fair  criterion.  For 
years  past  the  average  number  of  country  gentlemen  who  sleep  at  that  house  in  the  course  of 
a  year  is  2,030.  £very  house  in  Smithfield  makes  up  accommodation  for  country  geu- 
tlemen. 

2336.  Have  many  public  houses  in  the  vicinity  of  Smithfield  failed  ? — I  think  three  only 
during  the  time  of  our  living  in  Smithfield  have  failed.  I  do  not  know  another  licensed  house 
the  occupier  of  which  has  failed  during  our  continuance  in  Smithfield. 

2337.  Do  you  recollect  what  was  given  for  the  good-will  of  your  house  on  coming  into  it? 
—1,000/. 

2338.  Would  that  tolerably  represent  what  is  given  generally  for  the  difierent  public- 
houses  ? — ^Ycs.  There  are  some  houses  for  which  a  great  deal  more  was  given,  because  their 
rents  are  not  quite  so  high. 

2339.  Is  there  any  other  statement  that  you  wish  to  make? — ^Every  trade  that  you  can 
mention  is  dependent  upon  the  market.  With  respect  to  the  rental  of  Smithfield,  tnere  are 
but  13  houses  of  h'conced  victuallers ;  but  there  are  66  houses  in  Smithfield,  and  the  rental  of 
Smithfield  is  6,090/.  a  year.  The  property  in  Smithfield  is  rated  at  13,828/.  in  the  parish 
rate-books.  We  feel  extremely  anxious  that  you  should  have  a  faithful  and  satisfactory  repre- 
sentation of  the  interests  of  the  inhabitants,  whether  it  is  with  a  view  to  the  prevention  of  the 
removal  or  to  compensation,  or  to  anything  of  that  nature.  We  should  like  to  keep  what  we 
have  got — the  business  of  the  market — and  we  feel  satisfied  that  the  more  it  is  explained  the 
more  it  will  be  seen  that  we  are  entitled  to  it^  not  only  for  our  own  interest,  but  for  the  interests 
of  the  public  at  large.. 

2340.  In  what  way  have  the  public  at  large  any  interest  in  your  retaining  the  custom  of 
Smithfield  market? — ^The  public  at  large  would  be  affected  by  any  additional  cost  that  was 
caused  by  the  removal  of  toe  market.  If  the  buyer  or  the  vendor  is  put  to  greater  expense 
than  they  are  at  present  by  the  transfer  of  the  market,  the  consumers  must  pay  for  it. 

2341.  (To  Mr.  Blackett.)  Do  you  reside  near  Smithfield? — I  live  at  the  corner  of  Smith- 
field,  where  our  family  have  lived  for  sixty  or  seventy  years. 

2342.  What  is  your  business? — My  business  has  lain  for  sixteen  years  with  the  butchers. 
I  sell  those  blue  frocks  that  they  dress  b. 

2343.  Would  your  business  be  affected  by  the  transfer  of  Smithfield  market? — I  expect 
that  I  should  have  to  look  out  for  another  means  of  getting  business  altogether.  I  have  hved 
at  that  corner  for  sixteen  or  seventeen  years.  W^ith  regard  to  the  alleged  unhealthiness  of  the 
place,  1  remember  both  the  cholera  attacks,  and  in  neither  attack  of  the  cholera  did  we  have  a 
single  case  in  Smithfield ;  and  Dr.  Lynch,  who  was  a  great  sanitary  doctor,  has  told  me  that, 
so  far  from  considering  Smithfield  an  unhealthy  place,  he  considered  it  eminently  healthy, 
and  that  he  had  told  his  patients  to  send  their  children  (as  ^'  Punch*'  says)  to  walk  in  Smithfield, 
because  he  considered  it  very  healthy.  I  have  never  seen  any  sickness  in  my  own  family,  and 
I  do  not  know  that  any  of  my  neighbours  have  complained  of  any  sickness  occasioned  by  their 
living  in  the  market  My  shop  windows  are  wholly  unprotected  from  the  cattle;  the  pave- 
ment is  not  very  wide,  and  I  never  had  but  three  panes  of  glass  broken  by  bullocks  getting 
on  the  pavement,  and  I  never  saw  man,  woman  nor  child  touched  by  bullock's  horn.  The 
worst  accident  I  ever  saw  was  a  bullock  kicking  a  man  (rom  his  treading  upon  his  foot.  I 
never  saw  a  case  taken  to  the  hospital  in  consequence  of  an  accident  from  the  bullocks. 

2344.  Do  you  hold  your  house  from  year  to  year? — I  hold  it  of  tlie  City.  The  lease  is 
nearly  expired. 

2345.  Are  you  aware  that  the  first  operation  for  tying  the  carotid  artery  was  performed 
by  Mr.  Abernethy  in  consequence  of  an  accident  by  a  bullock's  horn  ? — Not  at  all.  But 
1  see  a  great  many  accidents  from  gentlemen  driving  high-spirited  horses  coming  into  the 
place.  There  is  a  another  thing  that  I  might  mention.  1  am  constantly  in  the  habit 
of  having  countrymen  come  to  my  place  to  buy  those  blue  coats  that  they  wear;  but  a  large 
part  of  my  trade  does  not  consist  of  that,  but  they  buy  things  which  they  might  perfiaps  buy 
in  the  country ;  but  there  is  an  impression  everywhere,  that  a  man  can  buy  everything  better 
in  London  tlian  in  the  country.  I  have  constantly  parcels  of  grocery  and  drapery  of  all 
sorts  to  enclose  in  my  parcels.     On  Monday  I  had  a  customer  in  my  shop  from  Liverpool, 
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and  one  after  him  from  Exeter,  at  the  same  time  I  had  one  from  Brighton,  and  at  the  same  February  19|  1950. 
time  I  had  one  who  lived  close  by  the  neighbourhood  of  Rush,  in  Norfolk.    All  those  men  w^^j^ 

bought  things  which  they  might  have  bought  in  the  country  had  they  pleased.  '•  ''^'•^^'ftfwoii. 

23 i6.  That  argument  would  apply  to  the  neighbourhood  of  a  metropolitan  cattle  market  ^'*  F.Blq^ett^ 
wherever  in  might  be  situated  ?— The  immediate  neigb9urhood^  but  not  the  distant  neigh-  M*  -*-•  ^^onipatm. 
bourhood ;  and  not  even  the  immediate  neighbourhood,  unless  everything  was  exactly  to  their 
hand.  A  man  who  comes  to  market  is  senerally  pushed  for  tima.  He  will  not  go  out  of 
his  way  to  buy  these  things ;  but  these  shops  being  in  the  immediate  neighbourhood  of  the 
market,  they  receive  a  large  amount  of  custom  from  people  who  could  buy  those  things  just 
as  well  in  the  country. 

2347.  Have  those  persons  who  come  and  make  these  purchases  just  received  their  money? 
— No,  they  have  rather  just  paid  it  away.  They  receive  very  little  in  Smithfield ;  they  pay 
it  all  away. 

2348.  is  there  anything  else  that  you  wish  to  state  ? — Nothing  else. 

{^TTie  Witnesses  withdrew.'] 
Adjourned. 


Mr.  Cr.  Jacondi, 


Saturday,  March  23,  1850.  March  23, 1850. 

George  Cornewall  Lewis,  Esq.,  M.P.,  in  the  Chair.  Mr.  Beputif  fficks. 

Mr.  Deputy  Hicksj  Mr.  WiUiam  Skinner,  Mr.  Robert  Morgan^  and  Mr.  George  Jacomb  were  .,  *      '  ^ 

^    ^  called  in.  ^  ^  Mr.  .8.  i»br^. 

Mr.  Deputy  Hicks  examined. 

2349.  You  have  expressed  a  wish  to  bo  examined  by  the  Commissioners  on  behalf  of  the 
trade  of  butchers  in  the  metropolis,  and  also  of  the  Butchers'  Company  of  the  City  ? — I  have. 

2350.  We  shall  be  happy  to  hear  any  statement  which  you  wish  to  make  on  their  behalf. 
Under  what  authority  are  you  here  for  the  butchers'  trade  of  the  metropolis? — ^The  trac'e  of 
the  metropolis  is  a  distinct  body  from  the  Butchers'  Company. 

2351.  How  are  you  authorized  to  represent  them  here? — By  a  meeting  of  the  trade,  called 
together  by  public  advertisement,  at  which  a  very  large  committee,  of  some  60  or  70,  was 
appouited,  of  which  I  am  one ;  and  at  the  last  meeting  of  that  committee  I  was  requested  to  take 
cnarge  of  the  interests  of  the  trade;  to  appear  before  a  Committee  of  the  House  of  Commons 
in  1847,  and  also  in  1849;  and^  whenever  the  question  was  mooted  connected  with  the  inte- 
rests  of  the  trade  and  of  Smithfield  market,  to  appear  as  their  representative. 

2352.  Where  was  that  meeting  held? — At  the  Butchers'  Hall^  by  the  permission  of  the 
Company ;  in  the  large  hall. 

2353.  At  what  date? — About  two  years  ago ;  I  cannot  give  the  date  now. 
2454.  But  has  there  been  any  meeting  lately  ? — No. 

2355.  Was  the  authority  which  you  say  was  given  to  you  two  years  ago  to  appear  on  behalf 
of  the  trade  of  the  metropolis  given  to  you  generally  ?  — Generally. 

2356.  Has  any  special  authority  been  given  to  you  to  represent  the  trade  of  the  metropolis 
with  reference  to  this  Commission  ? — Certainly  not. 

2357.  Has  there  recently  been  any  meeting  of  the  Butchers'  Company  with  regard  to  the 
inquiry  before  this  Commission  ? — ^Yes,  last  week. 

2358.  Did  you  attend  that  meeting  ? — I  did  not,  I  was  unable  to  do  it ;  but  I  understood 
that  resolutions  were  agreed  to,  and,  I  believe,  transmitted  to  this  office. 

2359.  Was  there  any  expression  of  opinion  on  the  part  of  that  meeting  that  you  should 
give  evidence  before  this  Commission? — Nothing  of  the  kind,  because  I  Imve  long  held  this 
authority,  and  it  was  understood  that  I  was  attending  this  Commission. 

2360.  Has  there  been  any  resolution  passed,  or  wish  expressed  by  the  Butchers'  Company 
recently,  that  you  should  give  evidence  before  this  Commission? — Not  since  1849. 

2361.  Then  the  authority  of  the  Butchers*  Company  is  a  general  authority,  similar  to  that 
given  by  the  trade  ? — Precisely. 

2362.  Now,  after  that  explanation,  we  shall  be  happy  to  hear  any  statement  that  you  wish 
to  make? — A  great  number  of  the  trade,  within  the  last  two  or  three  weeks,  have  questioned 
me  as  to  whether  I  had  attended  this  Commission  to  give  my  evidence.  I  informed  them  I 
had  had  the  honour  of  appearing  here  some  time  ago  connected  with  Newgate  market,  but  not 
upon  the  subject  of  Smithfield  market.  Prom  the  anxiety  expressed  upon  the  subject,  I  felt 
that  I  was  therefore  somewhat  neglecting  the  interests  intrusted  to  my  charge  in  not  appear- 
ing before  the  Commission.  There  seems  to  be  a  general  impression  among  the  trade  that  no 
evidence  has  been  taken  before  this  Commission  from  persons  in  favour  of  Smithfield  market. 
I  am  prepared  to  state  that  I  do  not  know  half  a  dozen  connected  with  the  trade  of  butchers  who 
are  of  opinion  that  Smithfield  should  be  abolished  or  removed,  but  the  trade  are  of  opinion  that 
it  should  be  retained  upon  its  present  site.  The  conveniences  connected  with  Smithfield  market 
to  the  trade  at  large  are  so  great,  and  the  market  has  worked  so  well  for  centuries,  and  still 
does,  that  they  are  exceedingly  anxious  that  no  alteration  should  take  place,  as  they  feel  it  would 
entail  great  inconvenience  and  additional  expense,  and  veiy  probably  have  a  tendency  to  throw  a 
great  many  of  them,  as  buyers,  out  of  the  market.  The  Butchers'  Company,  I  am  aware,  are 
of  the  same  opinion ;  and  I  know,  and  I  speak  in  the  presence  of  a  cattle  salesman,  the  great  ma- 
jority of  the  salesmen  of  Smithfield  market  (who  represent  the  interests  of  the  graziers)  are 
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Ifcfofr  SX  19^*    also^of  the  same  optnion,  which  proves  (aad  it  is  one' of  the  few  sobfoett  that  possMftsuefa  att 
-*-*  oi^raordinary  feature)  that  all  parties  connacted  with  it  aro  united  in  supporting^  Smithfiold  m«r^ 

Mift  Bqmty  Hieks.  \^q^^  because  it  works  well  for  all.  I  am  acquainted  with  a  large  niunber  of  grasiers,  and  I  d9 
1ft.  W.  Smmer.  not-  know  one  who  is  in  favour  of  a  remoral  of  tbf  market.  The-  interestar  of  the  buyers  and 
Mr.  JR  Jnrftar.  seUam^harmouize^  certainly,  to  an  extent  that,  perhaps^  could  hardly  be  found  in^sy  other  trade, 
Mr.  O,  Jacamb,  bapause^  among  other  reasons,  the  live  and  dead^meat  markets  at  present  are  contiguous,  whteh 
i^ia  Tery  great)  accommodation  to  all  parties  connected  with  the  salo  and  pupchaae  of  meat. 
Speaking  of  Sraithfield  market,  I  have,  p8rha|>s,  given  as  much  aUentiovto  that  subject  (without 
any  egotism)  as  any  man  Uving.  For  the  last.  20  years  it  has  occupied  the  greater  portion  of 
my  leisure  time  and  study  ;  and  I  speak  it  most  conscientiously  when  I  state<to  this  Commisaioir 
tfaiat  I  cb  not  know  any  site  so  eminently  adapted  for  a  cattle  market  as  Smithfield.  If  you 
take  it  as  to  its  central  position,  you  see  that  it»  outlets  diverge  to  all  parts,  more  particulavly 
to  the  south.  The  butchers  of  the  northern  suburbs  certainly  are  but  little  connected  with  Smith* 
field  market  as  buyers.  1  do  not  know  if  a  line  were  drawn  from  lalington  to  HoUowav  that 
fifty  butchers  north  of  such  line  could  be*naniedrwho  atttfml  Smithfield  market;  but  if  I  were 
asked  how  many  attend  Smithfield  coming  south  of  the  lliames,  I  should  think  a  thousand 
would  be  under  the  number^  the  difference* is  so  exceedins^ly  great.  My  opinion  as  to  the  site 
of  a  cattle  market  is,  that  it  should  be  in  that  position  which  would  give  it  the  opportunity  of 
emptying  itself  with  the  greatest  despatch  and  the  least  inconvenience  to  the  public  at  large. 
I  am  in  a  condition  to  state  that  one-third  of  the  supply  of  Smithfield  market,  both  cattle  and 
sheep,  when  sold,  are  driven  over  Blackfriacs  Bridge;  which  I  think  is  a  very  strong  feature  in 
favour  of  the  position  I  take  as.  to  the  present  locality  being  the  best.  There  are  also  about 
800  bullocks  weekly  slaughtered  in  the  immediate  vicinity  of  Smithfield  (the  number  of  sheep 
I  am  not  prepared  to  speak  upon,  but  it  is  large).  Now  that  consumption  will  take  full  half 
the  supply  of  the  market  throughout  the  year,  and  therefore  wherever  a  market  might  be 
established,  instead  of  Smithfield,  by  how  much  the  distance  north  is  greater  from  the  present 
site,  by  so  much  certainly  it  must  increase  the  drking  of  cattle  through  the  streets.  Then  the 
present  site  of  Smithfield  maiket  is  extremely  convenient  of  access  to  the  Londoir  bankers. 
Perhaps  I  am  not  so  competent  as  others  to  speak  upon  that  subject,  but  I  am  quite  aware  of 
the  fact  that  the  money-takers  two,,  and  three,  and  four  times  a-day«  are  sending  chequi^  and 
money  to  the  various  City  bankers,  particularly  cheques,  as  it  is  important  for  them  to  know 
whether  they  are  such  cheques  as  will  be  honoured.  Smithfield  market  possesses  another 
vast  advantage,  which  is,  that  its  contiguity  to  the  Post  Office  enables  the  accounts  to  he- sent 
off  into  the  country  on  the  same  evening  of  the  sale.  It  is  also  exceedingly  convenient  for  the 
corn-market,  which  is  also  a  very  important  feature,  for  there  is  scarcely  a  grazier  who  comes, 
up  to  attend  the  one  but  he  wants  to^  attend  the  other.  I  believe  medical  men  have  given, 
evidence  that  certainly  from  the  large. open  space  of  the  area,  it  is  in  fact  the  lung  to  the 
locality,  the  neighbourhood  of  Smithfield  being  one  of  the  most  healthy  places  in  London. 
I  believe  evidence  has  been  given,  that  it  is  also  exceedingly  important  to  St.  Bartholomew's 
Hospital,  and  to  Christ's  Hospital.  It  is  also  of  some  importance  to  farming  interests,  on 
account  of  the  hay-market  which  is  held  there  three  daya  a-week,  because  I  believe  there  is  no 
other  hay-market  nearer  than  Portman  market,  west,  or  VV*hitechapel,  east.  I  certainly  think 
that  the  business  of  the  market  might  close  much  earlier  than  it  does  at  present,  and  with 
mutual  advantage  to  the  trade  and  to  the  public  at  larg^ ;  and  if  the  regulations  for  drovers 
were  enforced  by  the  police,  the  public  would,  not  feel  near  the  inconvenience  they  do  at 
present.  In  contemplating  any  removal  of  Smithfield  market,  I  foresee  many  evils  aiKl-incom- 
veniences,  and  with  the  most  impartial  judgment  I  can  exercise  upon,  the  subject  (and  I  have 
no  partial  feeling,  because,  as  I  have  elsewhere  said,  and  I  repeat  it  now,,  the  removal  of  the 
market  as  fas  oii'as  should  be  thought  proper  would  be  .a.personal. advantage  to  mjfiself;  but 
representing  the  feelings  of  the  trade,  and  their  interests  here,  I  ttdce  the  public  principle  ot 
supporting  Smithfield  market  in  its-prosent  site),  I  cannot,  with  every  disposition  to  weigh  the 
question  impartially  contemplate  one  single,  advantage  by  its.  removal.  I  have  heard' it  said, 
certainly,  that  it  would  be  advantageousfto  remove,  it  where  lairs  could' be  placed  around  it.  I 
perhaps  sometimes  express  myself  rather  strongly,  but  I  can.  only  consider  that  to.be  the  opioion 
of  an  insane  person.  I  am  quite  satisfied. that  if  all  the  practical  men  who  are  connected  with 
the  sale  of  cattle  in  Smithfield  were  canvassed  throughout,  nobonaiaone  hundred  would  hold 
the  opinion  that  such  an  arrangement  would  be  audvantageous.  to.  him  as  a  salesman,  and 
certainly  not  to  the  interests  of  the  graziers.  I  am  quite  satisfied  that  that  system  which 
would  give  facilites  for  the  sale  of  tbe>  cattle  would  be  the  naost  advantageous,  and  that  that 
which  would.give  any  incitement  to  turning  cattle  out,  would  be  a.very  serious  injury,  to  the. 
graxier. 

2363.  What  do  you  mean  by  turning  cattle  out? — The  locality  of  lairs  around  a. cattle- 
market  would  or  might  induce  inexperienced  sales(uen  or  graziers,  in.  preference,  to  selling* 
them,  to  turn  them  into  such  lairs,  and  this  would  occasion  a  very  serioualoss  to  them  by  the 
deterioration' they  would  naturally  sufifer  before  the  next  market  day.  J  am  quite  satisfied  that 
the  removal  of  the  market  to  any  spot  from  where  it  now  is. would  increase  the  driving  of  cattle 
through  the.^reets  (probably  on  the  south  side  it  miight  not  in  so  great ^degcee)^ for  the  800 
head  of  cattle  now  weekly  slaughtered  around  Smithfield,  and  which  are  not  driven  one-eighth 
of  a  mile  through  the  streets,  would  still  be  slaughtered  there,  let  the  live  market  be  where  it 
would.  The  carcass-butchers,  as  we  term  the  wholesale  butcheis:,  would  not  build  slaughter- 
houses in  the  locality  of  the  cattle  market,  bnt  still  slaughter  in  the  locality  of  the  dead-meat 
market ;  and  I  think,  from  every  consideration  I  have  been  able  to  give  the  subject,  that  there 
is  no  position  equal  to  its  present  central  site ;  I  know  none  that  has  the  seweragf,  or  that 
stands  so  high.  1  believe  it  is  48  feet  above  the  level  of  low-water  mark.  I  know  that  the 
sewerage  is  most  perfect.     I  have  been  in  that  market  on  the  evening  of  the  market  day,  on 
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Mosdajr,  and  if  I  had  not  known  ag  a  fact  that  it  kad  been  noarket  day,  from  the  ijuiet  appear*     March  23, 465i. 
«nee  of  the  market^  aid  its  great  eleanhness,  I  sbonld  not  thave  been  aware  4;bat  a  market  had  ' — 

been  held  there.     I  am  aware  that  opinions  have  been  given  that  wherever  the  live  market  Mr.  Jigmft^  Jncfe. 
might  be  rfimaved  to,  the  dead  market  would  foUew.     I  beg  to  differ  entirely  from  that  ^^'  ^'  ^**"?'^- 
opinion.     1  have  conversed  on  the  subject  with  those  whose  opinions  I  value,  «and  the  result »f  ^^'  ^-^^s^- 
my  own  inquiries  and  my  own  opinion  is,  that  the  dead^meat  market  would  ^not  ioHow  the  livm  Mr.  €i.  Jacomb. 
market,  and  the  .eonsequenoe  wotdd  be,  if  that  were  the  case,  that  instead  4ff  the  'harnuHiy  of 
aetion  which  has  ever  subsisted  between  «tbe  two  establishments,  on  acccts&t  of  the  ^nutuid 
iconvenience  given  to  all  parlies,  the  markets  ^oidd  become  antagonistic. 

2364.  Wbaii  lis  your  meaning  when  you  say  that  the  markets  would  beoeme  antagonistic  ? — 
Instead  of  dividing  the  buyers  as  they  do  now  /nnihially  from  the  opportunity  of  their  goi|^ 
backwands  and  forwards  without  any  inconvenience  to  themselves,  the  eepsu<ation  of  tbe 
markets  by  a  distance  of  two  mdes  would  compel  many  of  the  buyers,  particuWIy  what  we 
call  snuiU  Urtohers,  \o  -select  one  market  to  attend,  and  I  am  quite  satisfied  that  the  de«cb- 
market  "would  be  the  market  that  wocild  geaeraliy  «i»it  them. 

2365.  Then  yon  tUnk  it  quite  necessary  ^that  the  live  and  the  dead^me at  markets  shoidd 
bediear  to  eoe  another? — I  think  itis  a  great  convenience  to  the  trade,  and  works  well  for  all 
.parlies.     If  my  ^opinion  turns  out  correct  the  result  would  be,  that  a  vast  many  ^small  butchers 
iwho  boy  perhaps  but  a  bdUoek  a-^eek,  «r  ten  sheep,  and  frequently  two  butchers  living  near 
imy  a  buUock  between  them,  anddi^de  it  when  it  is  dead;  these  men,  I  think,  would  be  lost 
♦o  the  live  market.     It  'is  for  the  gentlemen  connected  with  the  live  market  to  give  ;tbeir 
opinion  upon  that  subject;  but  I  know  full  weU  it  is  the  many  which  makes  the  competitiim; 
and  the  result  would  be,  that  if  they  lost  a  number  of  those  small  butchers  Who  generally 
attend  the  market,  it  would  throw  a  greater  proportion  of  the  sale  of  cattle  into  the  hands  of 
the  carcass  butchers;  the  result  of  that  naturally  would  be  an  increase  in  the  price  of  meat  to 
tlie  public,  and  a  decmise  in  the  price  of  the  cattle  to  the  grazier,  and  that  would,  in  a^iaat 
«Masure,  destroy  that  competition  which  now  subsists  throughout  the  trade,  and  by  wh^^  I 
Bubmit  that  the  public  are  greatly  benefited.    I  might,  perhap*,  be  allowed  to  submit  the 
result  of  my  experience  as  to  the  estaUiebiog^of  iiew  markets  elsewhere,  and  the  abolishing  oif 
old  and  well-esteblished  ones.     Frern  that,  and  from  research  connected  with  markets  (and  I 
believe  there  is  scarcely  a  market  in  London  but  what  I  have  traced  its  origin),  I  have  sein 
the  rise  and  fall   of  many.      I   cannot  at  this   moment  name  a  market  which  has  been 
attempted  to  establish  within  the  last  30  years  that  has  not  been  a  failure.     Fleet  market, 
which  I  knew  for  many  years,  and  in  which  pretty  well  the  whole  of  the  numerous  occupiers 
Ifot  a  living  for  their  families,  was  removed  into  Farringdon  market,  and  1  sam  the  break  up 
of  nearly  every  man  who  previously  got  a  living  in  Fleet  market  after  he  became  an  occupier 
in  Farringdon  market.     Hungerford  market  was  remodelled  at  a  vast  expense  and  started 
upon  the  same  principle,  and  a  more  wretched  failure  never  took  place.     Among  other  pra- 
fwsed  advantages  it  was  to  do  away  with  the  inconvenience  of  Billingsgate,  but  Billingsgate 
still  retains  its  trade.     Another,  caUed  Portraan  market,  was  established  in  my  reooUectioB, 
which  is  a  perfect  failure.     A  mari^et  was  opened  in  the  New  Cut  which,  after  about  12 
months,  was  shut  up.     Another  was  opened  in  Finsbury,  on  Lord  Damley's  estate,  where  a 
large  market  was  set  up,  to  which  the  Corporation  gave  their  assent,  and  that  has  been  a 
failure  for  many  years.     I  seriously  contemplate  the  removal  of  Smithfield  market  as  a  certain 
failure  from  the  fact  of  the  difficulties  of  establishing  new  markets.     I  am  quite^iware  of  4he 
immense  outlay  which  would  be  required  for  .the  purchase  of  ground,  and  for  the  building 
and  armngements  of  the  market,  and  the  large  toMs  which  would  be  required  to  repay  such 
am  outlay.    I  can  quite  contemplate  what  would  be  the  feelings  of  the  trade  upon  thesubjeet 
I  am  quite  aware  that  tiie  strongest  vpposttion  they  tsould  muster  would  be  given  to  aw 
attempt  of  the  kind ;  and  if  it  should  ever  be  attempted  to  carry  such  a  measure  iato^ffed^  1 
do  not  think  it  would  answer.     You  are  doubtless  quite  aware  that  at  the  pneaent  moment 
there  is  a  legally  established  open  market  at  Islington,  which  the  trade  have  bitberto  always 
set  their  faces  against,  but  which  would  become  tounediately  antagonistic  to  any  new  caittle 
market  that  mnght  be  set  tip,  and  probably  with  more  success  than  it  has  hitherto  had,  because 
their  tolls  are,  by  their  schedule,  not  exceeding  the  present  tolls  of  Smithfield  market.    I  am 
quite  aware  that  to  enlarge  the  present  market — and  to  do  which  I  do  not  see  any  difficulty — 
woukl  be  an  advantage,     h  is  true  that  the  Corporation  have  taken  a  wider  view  of  the  case 
than  I  do,  and  have  submitted  to  you  a  plan  for  a  great  general  public  improvement  in  a  very 
bad  locality ;  akhough  I  opposed  it/ 1  was  aait^vwted ;  still,  I  am  quite  of  opiiuon  tlk^X  the  Cor- 
poration have  the  opportunity  of  enlarging  Smithfield  market  upon  the  plan  which  I  submitlad 
to  them  without  any  alteration  of  the  site.     Certainly,  the  site  of  the  plan  which  they  have 
submitted  to  yon  by  their  architect  is  a  portion  of  ancient  Smirh£eld«  aad  would  answer  that 
-purpose  exceedingly  well,  no  doubt,  particularly  as  respects  public  ooivenieoee.     As  far  as 
the  trade  have  been  nude  at  all  familiar  with  it,  it  has  received  tlmr  warm  support ;  and 
though  the  tolls  whksh  would  be  reqtiinMi  to  repay  the  outlay  woukl  be  heavy  for  some  25  or 
30  years,  I  am  quite  aware  that  the  graziers  havte  eopressed  an  opinion  in  iu  favour,  and  the 
salesmen  abo ;  and,  from  my  connexion  with  the  butchers,  I  am  equally  aware  that  they  would 
dieeriully  contribute  additional  tolls  themselves  to  repay  the  oulay,  beoMise  the  convenience  to 
them  would  be  so  very  great  that  they  woukl  have  a  quid  pro  quo,  and  therefore  what  they 
would  oppose  in  a  market  at  a  distance,  which  woukl  be  a  great  inconvemenoe  to  them,  aad 
add  considerably  to  their  expenses,  they  would  cheerfully  submit  to  for  a  time  where  they  aaw 
their  advantage  by  retaining  coav^eniences  which  would  be  utterly  lost  to  them  by  any  removal. 
I  do  not  know  that  1  have  anything  more  to  add  upon  the  subject.     I  have  put  my  views 
before  yon  as  briefly  aad  sabstantraily  as  I  can,  becaase  I  know  that,  with  the  exception  of 
perhaps  some  haU^^a-doaeai  pcrsoas   'indood^  I  omU  aotmrnw  half-^a-daaeD — the  whole  tfade 
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Mr.  JO^uiy  Hkks, 
Mr.  W.^khmer. 
Mr.  R.  Morgan, 
Mr.  Cr.  Jacmnb, 


are  most  anxious  to  support  the  present  establishment  at  Smithfield ;  and  although  I  am  not 
authorized  to  speak  for  the  Corporation,  I  am  quite  aware  that  the  Corporation  are  equally 
ready  to  make  any  arrangements  which  the  trade  of  Smithfield  market  might  require. 

2366.  The  Commissioners  wish  to  ask  you  to  explain  a  little  more  fully  your  expressions 
with  regard  to  the  folly  of  the  graziers  desiring  more  lairage :  you  said  that  you  thought  that 
none  but  madmen  could  desire  to  hate  increased  lairage  close  to  the  market;  will  you 
explain  why  ? — ^The  principal  of  the  lairs  are  at  present  about  a  mile  and  a  half  upon  the 
average  from  Smithfield  market.  If  lairs  were  established  around  the  market  the  result 
would  be,  that  cattle  would  be  more  frequently  turned  out  than  they  are  at  present ;  sales 
would  not  be  so  readily  effected,  and  instead  of  a  free  and  open  public  market  of  one  day  a- 
week  or  two  days^  it  would  give  an  encouragement  to  a  market,  in  a  degree,  being  held  every- 
day ;  certainly  not  a  market  overt,  but  it  would  be  a  private  place  for  the  sale  of  cattle, 
instead  of  a  public  market.  Another  point  connected  with  the  lairs,  which,  however,  Mr. 
Morgan  who  is  present  can  explain  better  than  myself,  but  I  state  my  own  opinion,  it  would 
have  this  effect:  the  cattle  coming  in  from  the  lairs,  come  not  merely  from  all  parts  of  the 
country  by  railway,  but  in  vessels  from  abroad,  and  the  result  of  their  journey  by  railway,  and 
passage  by  vessels  has  that  effect  upon  them,  that  they  are  frequently  so  excessivelv  fatigued, 
that  if  they  were  in  those  lairs  close  to  the  market,  and  brought  into  the  market  from  them, 
they  would  come  in  such  a  crippled  state  with  stiffness  in  their  limbs  and  general  fatigue,  and 
altogether  so  out  of  condition,  it  would  greatly  deteriorate  the  appearance,  and  in  fact>  the 
condition  of  the  cattle,  whereas  if  they  came  from  the  lairs  as  at  the  present  time,  a  mile  and  a 
half  or  two  miles,  driven  carefully  down  to  the  market,  that  produces  the  same  effect  as  walking 
a  horse  which  has  stood  and  got  stiff  in  the  stable  for  half  an  hour  previously  to  riding  it;  it 
improves  the  cattle  by  which  the  graziers  are  greatly  benefited.  Of  course  the  value  of  the 
cattle  is  ascertained  by  examination,  which  examination  is  partly  by  the  eye,  but  more  by 
the  hand  ;  they  would  handle  so  differently  that  I  consider  it  would  be  exceeoingly  injudicious 
on  the  part  of  the  graziers  to  place  them  in  those  lairs.  I  have  consulted  many  persons 
upon  that  subject,  and  I  have  found  no  opinion  different  from  my  own  in  that  reqpect.  Mr. 
Skinner  and  Mr.  Morgan,  who  are  here,  can,  I  am  sure,  explain  that  subject  to  you  much 
more  practically  than  1  can,  but  from  the  best  judgment  I  can  form,  I  am  quite  decided, 
that  lairs  adjoining  the  market  would  be  extremely  injurious  to  the  interests  of  the  graziers. 

2367.  Then  the  Commissioners  understand  your  opinion  to  be.  that  the  advantage  of  having 
lairs  at  the  distance  of  a  mile  and  a  half  from  the  market  would  be^  that  the  cattle  would  be 
walked  thence  to  the  market^  and  that  that  exercise  would  do  them  good  ?-*  Decidedly. 

2368.  Would  it  not  be  equally  beneficial  to  them,  then,  if  they  were  walked  for  three-quarters 
of  a  mile  out  and  back  again,  if  it  be  merely  exercise  that  they  require? — ^The  walking  out  and 
back  again  would  certainly  amount  to  the  same  thing,  but  I  think  that  lairs  placed  round  the 
market  would  become  so  worn,  so  trodden  down,  and  so  saturated,  that  the  cattle  lying  there, 
and  then  coming  into  the  market,  would  be  in  a  very  filthy,  unsightly  condition,  compared 
with  their  present  appearance,  from  the  manner  in  which  they  are  now  housed  in  lairs  with 
sheds  and  with  pavement :  to  pave  lairs  round  the  market  to  an  extent  equal  to  what  would 
be  required  for  the  purpose,  would  certainly  cost  100,000/. 

2369.  How  much  space  do  you  think  would  be  required  to  afford  adequate  lairage  ? — I  am 
not  competent  to  give  an  opinion,  and  I  do  not  like  to  venture  an  opinion  upon  a  subject  on 
which  I  have  not  sufficient  judgment. 

2370.  Can  you  tell  the  Commissioners  how  much  land  is  now  used  for  lairage? — A  great 
portion  of  the  present  Islington  market  is  so  occupied;  there  is  Laycock\  whidi  is  about  17 
acres,  but  the  wliole  of  that  ground  is  not  used  for  lairage ;  there  are  Dixon*s  lairs,  and 
Skinner's  lairs  in  Kenningion-lane,  others  at  Mile-end,  Bow,  Hackney,  and  elsewhere,  but  I 
cannot  give  an  opinion  as  to  the  whole  extent. 

f  Mr.  Morgan.)  Perhaps  40  acres. 

(Mr.  Hicks.)  The  lairs  to  the  south,  in  Kennington-lane,  for  instance,  take  the  cattle 
coming  south  and  a  great  portion  from  Scotland. 

2371.  Can  you  state  what  quantity  is  now  used  for  lairage  from  what  you  have  just  heard  ? 
*-I  can  only  tell  you  where  toe  lairs  are  which  I  have  seen,  but  I  could  not  give  you  the 
quantity  of  the  measurement. 

2372.  Not  exactly,  but  within  10  acres  ?-  <I  should  say,  that  there  cannot  be  less  than  40 
acres  used  at  present. 

Mr.  Morgan^  About  10  or  11  acres  very  much  crowded  will  hold  from  1,600  to  1,700 
beasts. 

2373.  (To  Mr.  Hicks.)  Can  you  tell  us  what  were  the  views  of  the  Markets  Committee 
when  they  proposed  to  make  a  provision  for  lairage  adjoining  to  their  plan  of  a  new  market  ? 
— It  was  a  part  of  their  plan  that  Smithfield  market  should  close  (and  I  opposed  them  in 
that,  but  they  out-voted  me)  at  ten  o'clock  in  the  morninj?.  I  thought  12  was  soon  enough, 
but  their  plan  was  that  no  cattle  should  go  out  after  10  o'clock  in  the  morning,  with  a  new 
of  preventing  the  driving  of  cattle  in  mid-day,  and  with  that  view,  lairage  was  to  be  formed 
around  the  market,  to  which  the  sold  cattle  could  be  driven  to  remain  till  they  should  go  out 
in  the  evening;  none  were  to  go  out  after  10  in  the  morning  till  six  o'clock  in  winter,  or  eight 
o'clock  in  the  evening  in  summer ;  those  lairages  were  for  the  accommodation  of  the  cattle 
sold  after  the  time  of  the  cattle  going  out  in  the  morning,  there  to  remain  till  the  cattle  were 
allowed  to  go  out  in  the  evening  or  early  next  morning. 

2374.  Is  there  anything  further  that  you  wish  to  state  to  us? — As  the  Commissioners  have 
asked  me  a  question  connected  with  the  Committee  of  the  Corporation  and  Smithfield  market, 
I  perhaps  mav  be  permitted  to  say,  that  the  Select  Committee  deputed  to  confer  with  this 
Commission  have  been  somewhat  disappointed,  that  they  have  not  had  the  honour  of  another 
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conference  since  they  sent  you  down  the  model  tliey  had  had  prepared.     I  am  not  authorised     March  23,  1850. 
to  say  anything  upon  the  subject,  but  as  you  have  asked  me  a  question  connected  with  that  — - 

subject,  perhaps  I  may  be  permitted  to  say,  that  although  they  have  sent  you  one  model,  they  Mr.  JJgwrfy  IKeAf . 
have  other  plans  before  them  for  the  enlargement  of  the  present  site.  ^'*  ^*  Skinrur. 

2375.  That  plan  has  not  been  submitted,  we  understand,  for  the  approbation  of  the  Common  ^^*'*  ^'  Morgtm. 
Council? — No;  the  matter  is  referred  to  the  deputation,  in  order  to  confer  with  this  Com-  Mr.G.Jaeomb,  . 
mission,  and  then  whatever  this  Commission  should  approve  of  the  Committee  would  report  to 

the  Common  Council. 

2376.  Have  that  Committee  full  powers  from  the  Court  ? — ^They  have  full  powers  to  confer 
with  you.  You  are  doubtless  aware  that  no  Committee  of  the  Corporation  ever  concluded  a 
subject  with  another  body  to  which  they  were  appointed  a  deputation  to  confer  without  its 
first  being  submitted  to  the  Common  CounciL 

2377.  Have  you  any  idea  that  the  Common  Council  would  refuse  to  confirm  any  recom- 
mend aiion  of  report  of  the  Committee? — I  have  no  hesitation  in  saying,  that  whatever  the 
Committee  and  this  Commission  should  agree  upon,  the  Common  Council  would  confirm. 

2378.  Subject  to  our  approval? — We  believe  that  whatever  this  Commission  and  the  Com- 
mittee should  agree  to  would  be  acceded  by  the  Common  Council. 

2379.  Do  you  mean,  in  speaking  of  the  cattle  going  over  Blackfriars  Bridge,  the  cattle 
coming  to  the  market  or  going  from  the  market? — Going  from  the  market 

2380.  Supposing  a  market  were  established  to  the  north  of  the  river,  and  held  on  two  days 
in  the  week,  say  I'uesday  and  Saturday,  what  would  be  the  effect  of  establishing  a  market  on 
the  south  side  of  the  river,  say  on  the  Thursday  ? — It  would  decidedly  settle  in  six  months  on 
one  spot ;  there  cannot  be  two  opinions  upon  that  subject  among  practical  men. 

2381.  If  Smithfield  market  were  to  be  removed  mure  northerly  than  it  is,  and  a  market 
were  also  to  be  established  southward,  you  mean  to  say  that  one  market  would  swallow  up  the 
other  ? — There  would  never  be  more  than  one  market. 

'  2382.  Even  if  they  were  held  on  different  days? — Decidedly.  There  is  a  market  at  Southall 
that  belongs  to  Mr.  Giblett,  but  it  is  a  bankrupt  concern.  There  is  a  small  market  at  Croydon, 
but  it  is  chiefiy  for  calves  and  sheep.  There  is  a  market  at  Romford,  but  that  is  quite  dead, 
entirely  dead.  I  should  say  that  Smithfield  now  supplies  nearly  the  whole  of  the  county  of 
Kent,  a  great  portion  of  Surrey  and  Sussex  with  fat  cattle,  and  a  great  portion  of  Hampshire 
and  Berkshire,  and  they  all  go  over  Blackfriars  Bridge ;  even  the  Westminster  butchers  have 
their  cattle  driven  over  Blackfriars  Bridge,  instead  of  through  the  principal  streets  on  the  north 
side  of  the  river. 

2383.  Do  you  think  that  if  the  plan  proposed  by  the  Markets  Committee  for  establishing  a 
new  market  were  carried  out,  the  increased  tolls  that  the  Corporation  would  require  to  defray 
the  expense  would  have  any  considerable  effect  upon  the  price  of  meat  in  London  ? — Not  the 
value  of  a  straw. 

2384.  So  that  it  would  not  increase  the  price  of  meat  one  farthing  in  a  pound  ? — Not  one 
farthing  in  a  hundred  stone. 

2385.  Supposing  Smithfield  market  discontinued,  and  the  market  moved  northerly,  would 
that  increase  the  price  of  meat  to  the  consumer? — Yes,  it  would,  because  I  am  satisfied  that 
it  would  throw  out  many  of  the  small  butchers,  and  throw  the  sale  into  the  hands  of  the  large 
carcass-butchers,  who,  as  middlemen,  would  take  a  profit  which  now  is  cut  down  to  so  small  a 
sum  that  to  my  knowledge  carcassing  is  not  worth  following,  and  that  would  be  to  the  injury  of 
the  public  on  the  one  hand,  and  the  grazier  on  the  other. 

2386.  Is  your  reason  for  that  opinion  what  you  stated  to  us  just  now,  that  the  little  butchers 
would  attend  the  dead- meat  market,  and  not  the  live-meat  market? — Arising  in  a  great  mea- 
sure from  that — indeed  chiefly. 

2387.  But  supposing  that  there  were  a  dead-meat  market,  as  well  as  a  live-meat  market  esta- 
blished somewhere  at  the  north  of  the  town,  would  that  enable  the  little  butchers  to  attend ?«- 
You  must  excuse  my  dividing  your  question  into  parts ;  you  may  build  a  market  anywhere^ 
but  the  establishing  it  is  another  thing  ;  it  is  not  the  killing  of  so  many  bullocks,  and  so  many 
sheep,  and  putting  them  there  for  sale  that  would  make  a  market.  No  market  can  ever  be 
estabtished  consisting  merely  of  carcass  meat,  that  is,  meat  bought  by  the  carcass- butcher  in 
the  live  market,  and  killed  and  sold  in  the  dead.  The  reason  that  Newgate  market  has  so 
increased  in  trade  arises,  in  a  great  measure,  from  the  carcass* butchers  having  premises  built 
where  they  can  slaughter  their  own  cattle,  and  sell  the  meat  at  a  profit,  notwithstanding  the 
commission  and  the  charges  they  have  to  pay  by  sending  it  to  Newgate  market.  They  can  get 
abetter  price  by  sending  it  to  a  market  where  a  crowd  is  collected  to  buy  country  meat  than 
by  selling  it  on  their  own  premises. 

2388.  Would  not  an  advantage  arise  by  having  a  railway  so  as  to  send  the  meat  straight 
into  the  market? — I  do  not  see  that;  it  would  be  a  convenience  one  way,  but  a  considerable 
inconvenience  another. 

2389.  In  what  way  would  it  be  an  inconvenience  ? — Because  it  would  create  at  times  very 
great  confusion  ;  it  would  come  at  uncertain  hours.  The  delivery  from  railways  is  the  most 
uncertain  we  have. 

2390.  Is  not  the  delivery  now  by  railway  to  Newgate  market? — A  very  considerable 
portion  is. 

2391.  Is  there  any  other  remark  that  you  wish  to  make  to  the  Commissioners? — I  am  not 
aware  that  anything  else  occurs  to  me  at  the  present  moment.  I  only  wish,  most  respectfully 
but  very  strongly,  to  impress  upon  the  Commissioners  the  danger  of  interfering  unnecessarily, 
which  I  am  satisfied  they  will  not  do  with  established  markets.  Smithfield  market  I  can 
trace  for  upwards  cf  eight  centuries,  and  I  think  it  is  to  be  traced  considerably  further  back. 
Much  has  Deen  said  by  the  press,  but  I  have  never  thought  it  worth  noticing.     I  have  read 
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Bftffth  ts»  18A0.'     asd  heard  about  its  having  been  placed  by  oor^  ancestors  in  the  suburbs :  it  never  was  o«rt  of 

nZZil  nM^    ^  ^^*y  liberties  from  its  first  establishment,  and  it  is  there  »tilL     I  have  a  paper  at  home* 

Mifc  JW4yg;»a,    with  the  names  of  some  40  or  50  towns  audacities  in  which  the  markets  are  heW  in  the* 

Mr.  W*3Mnmt.        principal  streets,  and  1  betieire  it  ever  has  been  considered  for  the  benefit  of  the  trade  of  a 

Mr.  Jt  .flfayea        place  that  a  cattle-^mai  ket  shookl  be  held  therein.     Upon  the  subject  of  the  Corporation,  I  am 

Mr.  a  Jimiiiij        quite  aware  that  their  entire  support  of  Smithfield  market  arises  from  their  conviction  of  the 

benefit  it  is  to  the  citizens  of  London,  as  part  and  parcel  of  the  trade  ami  commerce  of  the 

City  of  London ;  and  I  know  it  to  be  so.     I  am  acquainted  with  many  persons  upon  Ludrate 

Hill  and  other  parts  of  the  City  who  have  connexione  coiMtng  to  Smithfield  market  which  they 

have  ibrmed  from  their  vicinitv  to  that  neighbourhood  ;  aiid  I  am  satisfied  that  the  loss  to 

them  if  it  were  removed  would  be  ver^fpreat^    It  is  very  true*  that  they  would  be  entitled  t» 

compensation  for  losses  which  they  might  sustain.     I  believe  in  the  Report  of  the  Committer 

ci  1828  it  was  an  admitted  point  that  the  innkeepevs  andotliers  carrying  on  trade  in  Smifh- 

field  market  v\ould,  if  it  should  be  removed,  be  entitled  to  compensation.     But  still,  alWall^ 

compensation,  however  sweet  it  may  appear,  is  very  poor  compared  with  the  meana  wbieh 

own  have  of  getting  their  living. 

2.'i92.  Can  you  name  any  large  toirn  in  winch  the  cattk-naaikeC  is. held  in  one  of  tW 
pnneipal  streets  ? — Chichester ;  Uit  I  have  a  paper-  ^t  honoe^ .  ajdk  i£  theComorissiDDers  thiok 
proper  I  will  send  it  to  them. 

2S93«  Are  3rou  aware  of  the  number  of  markets  lately  eceeted  in  the  priaeipal  towns::iib 
£i«4siid?— No,  I  am  not. 

2394.  Were  you  ever  in  Liverpool? — No. 

2395.  Are  you  not  aware  that  in  Liverpool  the  cattle*'market  is  hekl  immediately  out  of  the^ 
town,  and  that  it  answers  perfectly  ? — I  am  not  aware  of  it ;  but  I  ha%*e  been  given  to  under- 
stand that  the  Liverpool  abattoirs  have  brought  miisaiices  into  the  neighboutihood  that  wvr» 
never  there  before,  and  that  the  inhabitants  are  very  desirou8;of  gating  rid  of  them. 

2396.  But  you  were  understood  to  state  just  now  that  you  wer»  acquainted  with  many  lai^ 
towns  in  which  cattle-* markets  existed  in  the* centre ?—^No^  I  beg^  your  pardon.  1  said  I  had 
a  list  of  cities  and  towns  (which  I  have  Bi  home  among  my  papers)  wfaevethe  cattk-markete: 
are  held  in  the  streets. 

2397.  Do  you  mean  provincial  towastin  England,  od^  capital  towns  on><tbe  Continent  ? — £ 
mean  cities  a^id  boroughs.- 

23»&  In  England?— Yes. 

[See  also  Mr.  Hicks*  answers  2479-80.] 


JMh.  Robert  Afofyan  examined. 

2399.  What  is  your  business?— I  am  cattle  salesman  in  Smitiifield  market. 

2400.  Are  you  in  the  habit  of  attending  Smithfield  market  T — Every  Monday  and  Friday 
throughout  the  year. 

2401.  Is  there  any  statement  you  wish  to  make  to  the  Commissioners? — The  statement  I 
should  wish  to  make  would  be,  that  I  consider  Smithfield  the  best  place  for  the  market  to  be 
held  at.     I  should  also  be  happy  to  answer  any  questions  put  to  me. 

2402.  How  long  have  you  been  a  salesman? — ^About  13  years  upon  my  own  account. 

2403.  What  are  your  reasons  for  thinking  that  Smirhfiela  is  the  best  place  for  a  market  m 
the  metropolis? — I  have  attended  most  of  the  large  markets  in  England  and  Scotland,  and,  I 
may  say,  m  Ireland;  and  I  cannot  see  any  market  that  has  been  carried  out  on  the  same 
principles  as  Smithfield  market,  and  the  business  done  with  so  little  trouble  and  with  so  little 
expense ;  and  that  of  course  leads  me  to  suppose  that  in  a  very  ^reat  measure  Smithfield 
market  is  in  a  very  excellent  site  at  present,  and  I  think  it  beinj?  close  to  Newgate  market 
very  much  facilitates  the  business.  Another  thing  I  am  quite  sure  of  as  to  moving  Smithfield* 
market  is  this :  I  quite  agree  with  Mr.  Hicks  in  saying  that  it  would  decrease  the  competitioit: 
very  much  in  taking  away  many  of  the  small  butchers  whose  attendance  now  makes  Smith— 
field  market  so  very  valuable  as  a  market. 

2404.  Would  that  diminution  of  competition,  in  your  opinion,  raise  the  price  of  meat  in- 
the  metropolis? — I  certainly  think  it  would;  it  would  throw  the  trade  entirely  into  the- 
carcass  butchers'  hands,  and  by  that  means  I  consider  the  price  of  meat  would  be  increased. 

2405.  Is  it  your  opinion  that  Newgate  market,  or  a  large  dead-meat  market,  would  cease  to 
be  held  in  the  metropolis  if  Smithfield  market  were  removed? — I  think  not. 

2406.  Then  if  a  market  of  that  kind  were  still  kept  open,  how  would  the  trade  fall  into  ther 
hands  of  the  carcass-butchers? — Newgate  market  now  being  close  to  Smithfield  nrarket  is  a 
market  which  exists  for  the  sale  of  all  descriptions  of  meat,  country  killed  as  well  as  town- 
killed  meat;  and  the  butcher  now  of  a  morning  has  the  opportunity  of  going  backwards  and 
forwards  to  those  markets  to  suit  himself.  If  you  remove  one,  or  provided  the  two  markets 
are  divided,  and  placed  at  a  distance  from  each  other  by  that  means,  he  would  say,  "  t  cannot 
aflPord  the  time  to  attend  each  market  ;'*  and  therefore,"  instead  of  buying  what  little  meat  he- 
would  require,  part  alive  and  part  dead,  he  would  buy  it  all  dead. 

2407.  Then  you  think  it  is  for  the  benefit  of  all  parties  that  the  two  markets  should  be 
near  one  another  ? — I  certainly  do. 

2408.  Supposing  the  cattle  market  were  removed,  do  you  think  the  dead-meat  market 
would  naturally  follow  it?— I  think  not  I  do  not  think  it  would  be  established  very  easily 
upon  any  otLer  spot  than  where  ii  is;  it  is  quite  impossible  to  say  whether  or  not  it  would  be- 
establislied,  but  I  should  imagine  there  would  be  a  great  deal  of  difficulty  if  it  was. 

2409.  Assuming  that  the  cattle  market  were  removed  from  Smithfield  to  some  place  in  the 
north  of  the  metropolis,  would  it  be  more  convenient  to  the  trade  that  the  dead  market  should 
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VMnaiR  wh^re  it  is  in  the  Gity,  f  ban  that  it  should  be  transferred  to  some  plaoe  near  the  site  of    Match  83,  IH$. 
the  cattle  market? — I  should  say  it  would  be  more  convenient  where  it  is,  for  this  rean^n —  wx~r 

ihat  ttie  south-side  butchers  would  scarcely  have  the  possibility  of  getting  to  a  market  ouich  ^^'  I>tputp  ffiekg, 
further  north,  and  getting  home  to  their  business  in  time.  Mr.W,  Bkimer, 

2410.  {To  Mr.  Hiek$),  Do  you  agree  in  that  opinion? — Yea;  our  dead-meat  market  is  Mr.  22.  Jftw^wi. 
<:ffen  every  day,  the  West-end  butdiers  take  by  (ar  the  largest  weight  of  meat,  but  by  far  the  Mr.  O.  %^^icimi6. 
Biost  numerous  attendants  on  our  market  oome  fnom  the  south 'side  of  the  Thames,  numeri- 

caUy  speaking ;  the  West-end  men  come  not  so  frequently  as  the  others  :  many  West-end  men 
<oome  but  two  days  a-wef'k  or  three  days  arweek;  but  the  butchers  from  the  south  side,  and 
jou  may  take  a  line  from  Woolwich  across  Blackheatii,  and  away  over  to  Streatbam  and 
Wandsworth,  are  attending  more  or  less  every  day. 

2411.  {To  Mr.  Morgan),  What  would  be  the  amount  of  your  weekly  sales? — I  hare  a 
partner,  Mr.  Vorley,  and  our  sales  are  about  400  beasts  a- week :  we<lo  not  sell  sheep. 

2412.  Have  you^  from  your  own  personal  knowledge,  the  means  of  stating  what  the  opinion 
of  the  graziers  would  be  as  to  the  removal  of  Smith  field  market  to  any  otlier  place,  and 
abolishing  Smithfield  market? — [  know  very  well  that  I  have  taken  the  opportunity  of  asking 
thetn  upon  all  occasions  when  I  have  been  in  the  country,  and  I  may  say  that  almost  all  are 
sow  in  favour  of  Smith£eld  market.  There  was  a  dtffierence  of  opinion  once  existing  at  the 
time  of  the  introduction  of  the  Islington  market ;  but  it  was  so  .great  a  failure,  that  it  was  a 
proof  to  them  that  the  present  pkoe  was  the  best,  and  they  are  now,  I  may  say,  one  and  all  in 
mipport  of  Smithfield  market 

2413.  Then  as  to  the  buyers,  have  you  any  means*  of  knowing  their  opinion?— The. bu)'ers 
•decidedly  are  in  favour  of  the  present  market.  I  think  there  would  be  a  very  great  difiiculty 
in  finding  half  adosen  birtchers  in  the  trade  who  would  not  support  Smithfield  market. 

2414.  I  will  read  to  you  question  847,  and  the  following  questions  with  the  answers  of  Mr. 
Hicks : — "  Who  are  your  principal  customers  in  Newgate  market?"  he  says,  "The  West-end 
butdiers  are  our  principal  customers.  What  is  the  proportion  of  the  purchases  of  the  West- 
•end  butchers  to  others? — Two-thirds  of  all  the  prime  meat  that  comes  to  Newgate  market  is 
bought  by  the  West-end  butchers.  Besides  the  West  end  butchers,  who  are  your  principal 
customers? — They  come  from  all  parts — from  the  suburbs,  Surrey  and  Kent;  very  few  from 
the  east  end."  Are  those  answers  correct  ? — (Mr*  Hicks).  That  is  quite  the  same  as  I  am  now 
stating.  I  say  two-thirds  of  the  weight  of  the  prime  meat,  and  I  repeat  that  now,  goes  to  the 
west  end ;  but  the  southern  men  buy  the  meat  even  through  taking  the  coarse  parts  which  the 
\\  est-end  men  will  not  buy,  that  accounts  for  the  one-third  and  the  two-thirds  of  ttie  prime 
meat. 

2415.  {To  Mr,  Morgan,)  What  is  your  opinion  as  to  establishing  lairs  round  the  live^meat 
market  being  an  advantage  to  the  grasiers? — Not  at  all  an  advantage.  I  should  say,  in  fact 
I  think  the  graziers  would  be  very  much  opposed  to  it  personally,  for  each  salesman  at  the 
present  time  has  a  favourite  place  to  send  to  ;  there  is  a  very  great  deal  of  difference  in  the  places 
which  they  send  them  to,  the  grazier  has  every  confidence  in  his  salesman ;  he  has  a  place  pro- 
vided for  them,  and  they  are  sent  to  those  places,  and  they  are  taken  great  care  of  in  those 
places  by  the  person  who  has  the  control  of  them ;  for  instance,  if  they  have  a  large  number  of 
beasts,  they  do  not  mix  them  iifdiscriminately  together ;  but  if  they  were  to  be  sent  to  large  lairs, 
and  mixed  with  a  large  quantity  of  beasts,  some*  would  s:et  hay  and  some  wotdd  not,  and  they 
would  suflTer  in  consequence.  I  quite  agree  with  Mr.  Hicks  in  saying  that  the  distance  they 
walk,  a  mile  and  a  half  or  two  miles,  when  the  beasts  are  vvell,  does  them  good ;  they  are  quite  as 
well  to  walk,  and  no  person  can  perceive  at  the  time  they  arrive  any  difference  whether  they  walk 
one  or  two  miles  into  the  market  or  not ;  no  one  can  tell  that  they  are  the  better  or  thewgree 
for  it.  In  fact,  when  beasts  come  in  from  the  railway,  a  walk  does  them  good.  I  had  some 
yesterday  from  Birmingham  ;  they  bad  had  no  opportunity  of  lying  down ;  they  came  in  direct 
from  the  railway  at  four  or  five  in  the  morning  to  the  market :  those  beasts  were  tied  up,  and  I 
consider  that  they  were  not  shown  in  a  proper  state.  I  had  them  untied  and  sent  them  to  my 
lairs  four  miles  away,  and  I  undertake  to  say  that  those  beasts  will  show  in  a  better  state  on 
Monday  than  they  did  on  Friday.  Now  if  I  had  taken  those  beasts  to  a  place  adjoining  the 
market,  they  would  have  lain  down  in  that  state,  and  would  not  have  got  up  again  for  many 
hours,  and  would  not  have  attempted  to  eat  anything.  They  had  been  in  the  railway  train  very 
likely  eight  or  ten  hours,  and  as  a  matter  of  course  they  must  be  distressed  by  standing  that 
time,  but  they  soon  recover. 

2416.  What  amount  of  lairage  should  you  think  necessary  for  the  quantity  of  cattle  that 
comes  to  Smithfield? — If  it  were  compulsory  that  all  the  beasts  and  sheep  should  be  laired 
round  the  market,  I  do  not  know  how  it  could  be  done,  because  in  certain  seasons  of  the  year, 
for  instance,  in  summer-time,  the  beasts  mu«t  eat  grass ;  they  cannot  get  hay :  it  would  require 
some  150  acres  of  land  for  the  beasts  and  sheep ;  but  I  calculate  from  the  quantity  of  beasts  I 
have  on  my  lairs  now,  that  it  would  require  about  80  acres  of  land  to  have  lairage  for  the 
beasts  and  sheep  which  come  to  be  laired.  I  have  scarcely  half  an  acre  of  ground  now  of  my 
own,  and  I  lair  100  beasts  upon  this  half  acre,  and  when  I  have  100  beasts  there,  it  is  quite 
as  many  as  I  can  fairly  put  in  the  lairs. 

2417.  Are  they  tied  up? — ^No ;  it  would  riot  do  to  tie  them  up.  I  may  say  that  nine  out 
often  beasts  now  are  fed  loose,  and  those  that  are  fed  loose,  if  yoii  tied  them  up,  it  would  worry 
them  so  that  they  would  not  eat. 

2418.  Do  you  sell  foreign  cattle  ?-— Yes. 

2419.  Is  Smithfield  market  conveniently  situate  for  them  ? — I  should  say  decidedly  so  in 
connexion  with  tlie  lairs,  having  them  by  steam  weekly,  with  the  opportunity  of  getting  them 
to  the  lairs  at  as  little  expense  as  possible,  that  is,  a  shilling  a  night, — that  is  the  average  cost 
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March  23,  1850.  to  the  grazier  to  get  them  into  the  market ;  they  are  there  on  th^  Monday  morning,  and 
— -  possibly  a  very  large  number  come  in  on  Thursday  and  Friday  morning. 

Mr.  Dqmitj  Htcks.        2420.  What  is  the  diarge  a-night  for  the  lairage  of  beasts  ?— One  shilling ;  it  is  the  regular 

Mr.  W.  Skumer,       char^. 

Mr.  Jt  Morgan,  2421.  If  at  any  time  the  market  was  dull,  and  the  seller  not  being  willing  to  accept  thp  price 

Mr.  G.  Jacamb,  of  the  day,  a  great  quantity  of  cattle  was  sent  to  the  lairs,  and  the  supply  in  consequence  the 
next  market  day  came  forward,  showing  the  dealers  an  increased  quantity  of  stock,  would  not 
that  very  materially  injure  thegrazier? — Very  much  indeed;  the  butchers  take  the  opportunity 
of  that  now.  If  they  know  there  is  a  large  market,  they  are  not  very  long  before  they  let  us 
as  salesmen  know  that  they  are  aware  of  that  in  buying.     They  do  that  as  a  matter  of  course. 

2422.  If  there  wore  much  cattle  left  not  sold  at  the  last  market,  then  the  grazier  would  not 
send  up  more  cattle  for  the  next? — Oh,  yes;  a  grazier  grazing  100  beasts  has  a  time  when  he 
commences  sending  them  away.  He  sends  a  truck  a- week.  He  sends  six  or  seven  of  them 
weekly  till  they  are  all  gone.  It  would  very  much  put  him  out  if  he  had  to  hold  them  over 
two  or  three  weeks  on  that  account,  and  then  to  send  20  or  30  together. 

2423.  What  is  your  opinion  as  to  the  space  of  the  present  Smith6eld  market  for  the  conve* 
nience  of  showing  t  he  beasts  ? — As  to  the  present  space,  I  should  say  it  would  be  an  improvement 
to  have  it  enlarged,  but  certainly  too  much  room  would  be  a  greater  evil  than  too  little,  more 
particularly  at  this  time,  as  I  said  before,  because  so  few  are  tied  now  in  grazing  to  what  there 
used  to  be.  and  if  they  had  too  much  room,  it  would  ba  almost  impossible  to  handle  them. 
There  is  full  opportunity  now ;  every  day  I  have  an  opportunity  to  tie  150  or  160  beasts,  and 
as  soon  as  I  have  sold  40  or  50,  which  may  be  in  the  centre  of  my  stand,  I  make  my  m^i 
immediately  bring  up  the  others  and  fill  up  the  spaces^  so  that  I  can  sell  more  quickly  ;  and 
it  is  necessary  that  the  beasts  should  be  tied  closely  together,  that  they  may  not  injure  one 
another. 

2424.  Too  large  a  space  would  be  an  inconvenience  to  both  buyer  and  seller  ? — ^Most 
decidedly. 


Mr.  William  Skinner  examined. 


2425.  Are  you  a  master-drover  and  cattle-dealer  ? — ^Yes,  employing  10  or  12  men  from  the 
country,  and  likewise  in  London. 

2426.  How  long  have  you  been  acquainted  with  Smithfield  market? — Between  40  and  50 
years. 

2427.  What  is  your  opinion  about  Smithfield  market? — I  have  always  considered  it  the 
best  place,  there  being  so  many  avenues  into  it,  and  its  being  nearer  to  the  Surrey  side  of  the 
water  where  there  is  a  great  portion  of  the  cattle  sent. 

2428.  What  do  think  would  be  the  effect  of  removing  the  cattle  market  from  Smithfield  to 
some  site  on  the  north  of  the  town  ? — We  have  now  a  difficulty  in  getting  them  in,  as  many 
come  up  in  the  morning  by  the  southern  railways,  and  it  frequently  happens  that  we  cannot 
get  them  into  Smithfield  market  now  till  something  hke  seven  or  frequently  eight  o'clock.  We 
nave  four  miles  to  come  from  Vauxhall  to  SmlthfieTd,  even  now,  and  had  we  to  go  further  to 
the  north,  it  would  take  a  much  longer  time. 

2429.  Is  there  not  a  set-ofT  to  that,  because  there  are  some  railways  nearer  to  the  north 
side  ? — \'es,  but  our  cattle  do  not  come  that  way ;  we  are  speaking  of  the  Surrey  side,  taking 
Kent,  Surrey,  and  Sussex. 

2430.  What  do  you  think  is  the  most  convenient  place  for  the  dead-meat  market  ? — Cer- 
tainly, I  should  think  Newgate  market ;  there  cannot  be  a  more  convenient  place,  it  being 
near  to  our  live  market. 

2431.  Do  you  think  it  advantageous  that  the  cattle  market  and  the  dead-meat  market 
should  be  near  one  another  ? — I  think  there  is  no  question  of  that. 

2432.  Supposing  the  cattle  market  were  removed  to  the  suburbs  of  the  town,  would  it  be 
desirable  that  the  dead-meat  market  should  follow  it  ? — I  think  there  is  no  question  that  the 
nearer  they  are  in  connexion  the  better. 

2433.  Then  vour  opinion  is,  that  it  is  not  convenient  for  the  trade  of  the  town  that  the 
dead-meat  market  should  in  that  event  be  within  the  City? — I  am  sure  I  do  not  know  how 
that  would  be.  I  think,  wherever  your  live  market  is  established  that  the  dead  market  should 
be  as  near  to  it  as  possible. 

2434.  Your  opinion  then  is,  that  the  cattle  market  being  in  Smithfield,  Newgate  market 
is  the  most  convenient  situation  for  a  dead-meat  market  ? — No  question  of  it. 

2435.  But  that  if  the  cattle  market  were  removed  to  the  suburbs,  it  would  be  convenient 
that  the  dead-meat  market  should  be  removed  with  it  ? — It  would,  in  my  opinion,  be  most 
undesirable  that  the  principal  meat  market  should  be  in  any  situation  that  was  not  as  perfectly 
central  as  possible,  and  1  do  not  think  it  could  be  removed  to  any  of  the  suburban  districts 
without  causing  the  greatest  possible  inconvenience  to  the  trade.  So  that  I  do  not  know 
which  would  be  the  worst  evil,  to  leave  Newgate  market  where  it  is,  when  Smithfield  was 
removed  to  a  distance,  or  to  remove  the  meat  market  to  a  new  site.  The  two  markets 
should,  I  think,  be  as  near  together  as  possible,  for  the  sake  of  the  small  butchers,  otherwise, 
as  these  gentlemen  have  stated,  it  would  do  away  with  the  small  butchers  who  could  not 
attend  both  markets. 

2436.  Is  there  any  other  remark  which  you  would  wish  to  make  to  the  Commissioners? — 
With  regard  to  our  Kentish  cattle  and  tne  sheep  that  are  sent  out  of  Kent  from  Romney 
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Marsh  and  all  that  side  of  the  country  from  which  a  very  large  supply  comes  at  certain  times  March  23, 1850. 
of  the  year,  they  are  very  heavy  sheep,  and  there  is  a  difficulty  in  driving  them  even  from  the  r\~r  zr-  x 
Half-way  House  in  the  Kent-road  to  Smithfield.  JJ^-  ^^^^  ^'^' 

2437.  We  apprehend  from  the  tenor  of  your  evidence^  that  your  business  lies  in  the  south  ^^'  ^'  Skmner^ 
Loudon  ? — It  does ;  I  am  speaking  of  the  south.  Mr.  A  Morgan, 

2438.  Your  business  lies  principally  on  the  south  side? — ^Entirely  on  the  south  side.  Mr,  O.  Jaeomb. 

2439.  About  how  many  drovers  are  employed  in  taking  cattle  over  Blackfriars-bridge  ? — 
I  should  thinks  200  or  300. 

2440.  In  taking  cattle  into  Kent,  Surrey,  and  Sussex  ? — Yes. 

2441.  Do  you  know  the  markets  in  those  counties?— I  do. 

2442.  Then  you  mean  to  say  that  your  experience  is  in  favour  of  Smithfield  market,  from 
the  convenience  that  it  affords  for  passing  over  Blackfriars-bridge? — Yes,  I  do. 


Mr.  George  Jaeomb  examined. 


2443.  Are  you  a  butcher? — I  am  a  retail  butcher. 

2444.  Where  is  your  shop? — In  Great  Marylebone-street. 

2445.  You  were  examined  by  the  House  of  Commons  Committee  of  last  session  ? — I  was. 

2446.  Were  you  examined  also  in  1847>  or  did  you  send  a  paper  of  observations  as  printed 
in  the  Report  of  1847  ?— I  did. 

2447.  Have  you  anything  to  add  to  the  evidence  you  gave  before  the  Committee  of  last 
session? — I  did  not  know  that  it  was  then  contemplated  to  remove  the  market  only.  I  think 
the  question  had  as  much  reference  to  the  abolition  of  the  slaughter-houses,  as  to  the  removal 
of  the  market ;  but  if  it  should  be  removed  to  a  more  distant  site,  and  lairage  established 
around  that  market,  the  character  of  the  market  would  be  completely  destroyed;  it  would  be 
rather  a  repository  for  fat  cattle  than  a  public  market.  I  think  it  would  have  that  eRect  in  a 
short  time,  because  the  sellers  of  stock  would  have  such  facilities  for  holding  over  and  refusiuff 
a  price,  having  the  convenience  of  lairage,  if  that  is  provided  on  the  same  site,  that  they  would 
hold  them  back  on  the  market  day  if  they  did  not  like  the  price  that  was  offered,  and  prac- 
tically there  would  be  a  market  every  day  in  the  week,  because  the  salesmen  would  be  sending 
for  butchers  every  day  in  the  week  to  come  and  look  at  stock,  and  the  consequence  would  be, 
that  some  men  would  be  frequently  going  to  the  market  on  other  days  to  buy  stock,  instead 
of  having,  as  it  is  now,  an  open  market  on  fixed  days  only,  without  favour  to  buyer  or  seller. 
I  think,  strictly  speaking,  cattle-markets  should  con^st  of  nothing  but  pens  and  rails;  that 
there  should  be  no  accommodation  for  buyers  to  go  at  other  times,  or  tor  sellers  to  feed  the 
cattle  in  the  market,  which  I  view  as  injudicious  in  every  way.  There  is  no  cruelty  in  the 
present  system  of  Smithfield  market  in  not  giving  the  cattle  anything  while  there ;  on  the 
contrary,  I  think  it  would  render  them  unfit  to  travel  to  their  destination,  and  do  them  a  great 
injury  if  they  were  fed. 

2448.  It  is  your  opinion  then  that  no  lairs  should  be  provided  for  the  cattle,  adjoining  the 
market  at  the  public  ex])ense? — Exactly  so,  if  the  sellers  want  accommodation  of  any  kind, 
they  should  seek  it  as  they  do  now ;  they  have  now  the  power  ta  enter  into  any  arrangement 
in  this  way  with  those  who  have  lairs.  If  I  have  some  cattle  that  I  want  to  turn  out,  I  want 
some  accommodation  for  them,  which  is  exactly  the  origin  of  the  present  lairage ;  it  arose  in 
that  way,  men  who  require  accommodation  for  cattle  to  be  turned  out  must  have  to  stand  at 
the  inconvenience  and  the  loss  and  deterioration  of  the  cattle,  which  arises  from  their  being 
kept  from  one  week  to  another  ;  and  all  that  induces  them  to  sell  if  they  can,  which  is  for  the 
convenience  of  the  trade  and  the  public  at  large. 

2449.  Is  it  not  an  inconvenience,  as  it  regards  Smithfield,  that  there  is  no  accommodation 
for  placing  cattle  in  private  lairs  in  the  immediate  neighbourhood? — I  do  not  think  that  is  ao 
inconvenience  in  any  way,  as  it  must  be  advisable  to  encourage  selling  rather  than  holding, 
and  I  think  it  is  a  benefit  to  the  owner  that  the  cattle  should  walk  a  mile  or  two  to  the  market; 
they  show  to  much  greater  advantafire.  If  you  go  into  lairs  where  cattle  are  lying  down,  they 
do  not  show  themselves  well  and  advantageously  ;  they  want  to  be  got  up  and  walked  about  a 
little  before  they  look  well ;  they  are  stiff' and  awkward,  and  do  not  show  themselves  to  advan- 
tage. When  the  market  is  over,  they  may  be  taken  to  any  place  at  any  distance  that  the 
owner  chooses  to  provi<le  for  them.  I  think  they  are  no  friends  to  our  trade,  or  to  the  great 
body  ot  consumers,  who  are  desirous  of  having  lairage  round  the  market. 

2450.  What  is  the  principal  disadvantage  which  you  anMcipate  from  the  removal  of  the 
cattle  market  to  a  place  in  the  north  of  the  town  ?~I  tbmk  decidedly  that  the  number  of 
buyers  would  be  less ;  it  would  be  attended  with  very  great  inconvenience  to  many  small 
buyers  to  attend  there,  and  consequently  there  would  not  be  so  many  purchasers.  Ttie  cattle 
would  be  8old>  it  is  true,  but  to  the  carcass-butchers  it  would  not  be  worth  the  trouble  and 
expense  to  some  of  the  small  butchers,  who  did  not.  want  more  than  one  beast  a-week,  to  go 
one,  two,  or  three  miles  further  than  at  present ;  the  loss  of  time  would  be  great,  and  he  would 
probably  prefer  to  buy  it  dead  in  Newgate  market  from  the  carcass-butcher. 

2451.  Suppose  he-did,  how  would  that  effect  the  price  of  meat? — ^The  carcass-butcher 
would  have  remuneration  for  his  trouble  and  for  his  capital,  and  a  living  profit,  whatever  it 
may  be ;  and  that  would  be  the  interposition  of  a  third  party  between  the  consumer  and  the 
seller  which  does  not  at  present  exist. 

245'2.  Is  there  not  now  a  very  large  sale  of  meat  in  Newgate  market  ? — Yes,  there  is ;  but 
if  the  carcass-butcher  who  seeks  to  sell  it  to  the  retail  trader  (who  does  not  want  to  buy  at 
Smithfi«3ld  market)  does  not  offer  to  sell  it  at  the  Smithfield  market  price,  or  so  near  as  to  be 
within  a  fraction,  the  butcher  would  go  to  Smithfield  market  himself;  but,  on  the  other  hand, 
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if  ^'ng  to  Smittifidld  market  wlien  it  waa  remove  1  were  to  be  a  matler  of  personal  inoMife- 
nience  or  expense  to  the  retail  butcher,  he  would  reason  thus,  '^  I  may  as  well  pay  that  little 
expense  1o  the  carcass-butcher,"  and  he  would  not  go. 

tf453.  Why  should  not  the  small  butcher  buy,  upon  your  supposition,  in  tbetmeat  market  of 
the  salesman  and  not  of  the  carcass-butcher  ? — He  btiys  wherever  it  suits  him :  he  either  buys 
of  the  salefioian  or  of  the  carcass-butcher :  he  does  not  care  whether  it  is  the-ooe.or  the  other. 
There  are  maay  earca8s»-butchers  who  <»ecupy  stands  in  Newgate  market  to  sell  tbeir  «wn  laeat, 
and  who  use  the  salesman's  scale,  or  have  one  of  their  own  ;  but  the  butcher  buys  ■  wbero?cr 
he  likes,  of  one  or  the  other;  it  makes  no  difference  to  him  in  the  cost  price. 

2454.  You  view  the  disadvantage  of  removing  Smithfield  market  in  this  way, — that  there 
would  be  an  increased  price  charged  for  the  meat,  on  account  of  parties  having  the  incon- 
venience of  going  a  greater  distance  to  the  live-stock  market  than  they  now  have? — 1  do  not 
say  that  it  would  make  the  meat  dearer  itself,  but  if  the  butchers  are  driven,  by  the  incon- 
venience arising  from  the  removal  cf  Smithfield  market  to  a  distance,  to  seek  their  supply  of 
the  carcass-butchers,  who  at  present  indeed  are  few  in  member,  as  almost  all  the  butchers  buy 
at  first  hand  now,  it  will  throw  the  trade  into  the  hands  of  the  carcass-butchers. 

2455.  Then  you  think  there  would  be  a  great  inconvenience  in  having  to  go  a  mile  or  two 
miles  further  to  the  live-stock  market? — I  do.  I  think  that  the  butchera,  generally  speaking, 
would  not  go  more  than  one  day  in  the  week,  whereas  they  now  go  both  days ;  it  is  so  near 
that  they  can  walk  from  the  one  to  the  other  immediately;  if  they  are  disappointed  in  one 
market,  they  can  go  ovar  to  the  other  without  loss  of  time. 

2456.  Is  it  the  fact  that  most  butchers  attend  Smithfield  market  on  the  two  days  in  the 
week  ? — At  certain  seasons  of  the  year  they  do,  particularly  in  warm  weather,  and  in  the  veal 
and  lamb  season,  then  most  of  the  butchers  attend  the  live  market  on  boih  days. 

2457-  What  is  the  difference  of  distance  from  your  house  as  between  King*s  Cross  and 
Smithfield  ?-^--Ob,  I  think  perhaps  King's  Cross,  of  the  two,  is  the  nearer  from  nty  house, 
living  in  Marylebone. 

245b.  And  to  the  West-end  butchers  generally?—- And  to  the  West-ead  butehers  who,  live 
io  the  north-west. 

2459.  In  what  part  of  town  would  the  small  butchers  suffer  inconvenience  by  the  transCBT 
of  the  site  to  the  north  ? — In  order  to  distribute  meat  all  over  the  trade  of  London,  taking  the 
whole  of  the  metropolis,  you  are  nearer  to  everybody  at  the  centre ;  whereas  if  you  take  it  to 
one  side,  then  many  men  will  have  double  the  distance  to  go,  and  it  will  take  a  great  deal 
Biore  time  when  you  are  distributing  the  meat  than  if  it^were  in  the  'Oentre :  the  centre  would 
be  the  nearest  to  every  man's  house.  I  have  seen  the  French  mark<»ts,  and  there  appears  to 
be  no  oompetition  at  all  there,  owing,  as  I  think,  to  the  distance  from. the  capital.  There  is  no 
bustle,  no  activity,  lliere  are  a  (ew  leading  men,  hut  the  business  all  goes  on  in  a  very  tame, 
miiet  manner:  it  is  mere  child's  play  compared  to  our  business  to  see  them  do  their  trade: 
tnere  is  no  hurry  or  bustle,  but  they  walk  in  and  out  as  if  scarcely  anything  were  going  on. 

2460.  Do  you  think  tl'at  the  difference  between  English  buying  and  selling  and  foreign 
buying  and  selling  is  confined  to  the  cattle-market  ?-*— It  may  be  their  system  in  everything; 
but  I  am  satisfied  that  the  difference  between  their  cattle-market  and  ours  is  extraordiuary ; 
I  paid  great  attention  to  it.  1  went  into  the  cat  tie- markets,  and  into  every  place  connected 
with  them. 

2461.  'You  carry  on  your  business  in  Great  Marylebone^street,  do  youinot  ? — ^Yes. 

2462.  How  many  years  have  you  been  there?'— I  was  born  there^.and  my  father  livod/thtre 
before  me. 

2463.  How  long  an  experience  have  you  had  of  Smithfield  market?"— I  have  .aitemkd 
Smithfiald  market  for  35  years  regularly. 

2464.  Do  you  supply  the  nobility  and  gen^y?-^Yes;  my  trade  b  a  private-^family  trade 
entirely :  mine  is  not  a  large  trade. 

2465.  You  have  had  experience  of  Smithfield  market  in  its  worst  condition  ? — Yes,  I  reiueMber 
it  well,  and  it  is  very  much  improved.  In  :my  opinion,  the  .alteration  of  the  day  only. from 
Friday  to  Thursday  would  be  equivalent  to  an  additional  acre  of  ground  in  less  than  .a  year 
or  two. 

2466.  'What  do  you  think  of  altering  the  day  from  Monday  to  Tuesday  ?~I  think  that 
would  be  injudicious.  For  a  great  portion  of /the  year,  Friday  is  too  near  to  Sunikiy; 
Thursday  would  be  the  best  day.  Most  persons,  in  accordance  with  tlnglish  habits,  cook  their 
best  dinner  on  the  Sunday,  and  Thunsday  would  be  a  better  day  for  that  supply. 

2467.  Will  you  give  )our  opinion  as  to  the  present  stale  and  management  of  Smidiiield 
market  ?-«-I  think  that  the  present  arrangement  and  management  of  Smithfield  laarket  is  as 
complete  as  anything  possibly  can  be.  1  am  in  the  habit  of  attending  the  market,  and  I  go 
there  at  a  very  little  expense,  and  I  set  my  stock  home  at  very  little  expense.  I  scarce^ 
expend  a  shilling  on  a  market  day  ;  I  know  that  I  never  do  for  my  personal  expenses^  i a. eon- 
sequence  of  the  convenience  of  the  situation. 

24^8.  Do  you  think  that  the  arrangements  made  by  the  City  authorities  for  the  manage- 
ment of  the  market,  and  for  the  police,  and  the  cleanliness  of  the  place,  are  as  good  as  the 
nature  of  the  situation  admits? — I  think  they  are  as  good  as  they  could  be  anywhere.  If  the 
market  were  a  little  enlarged  it  woidd  be  better,  and  if  there  were  a  good  opening  made^inle 
New  Farringdon-street  that  would  very  much  faciUtate  the  ingress  and  egress  of  cattle;  in 
every  way  I  am  satisfied  that  benefit  would  result  from  that :  .otherwise,  I  think  the  marketis 
exceedingly  well  managed  in  all  respects,  and  I  should  be  sorry  to  see  it  removed  elsewhere. 

2469.  In  your  judgment  is  the  trade  generally  of  that  opinion  7 — I  think  it  is  uatversally 
so,  except  as  to  one  or  two,  and  their  opinions  are  a  matter  of  surprise  to  the  trade ;  they 
cannot  account  for  it. 
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2470    Do  you  think  Newgate  market  is  equally  as  good  as  Smithfield  market? — I  tUink     Much  23^  184#. 
Neivgate  market  is  rather  small,  rather  crowded,  in  some  respects  at  times;  but  it  is  so  con-  — 

venient  in  its  situation  though  it  may  be  small,  and  an  increased  space  in  the  market  wovHd         -Dqmt^mtem 
certainly  be  of  some  advantage;  yet,  if  you  were  to  remove  it  further  north,  even  if  you  were  ^^'  W^Shmter, 
to  make  it  twice  as  large,  it  would  not  be  so  convenient  to  the  trade  as  it  now  is.  Mr.  U.  ilfer^ni. 

2471.  Supposing  the  cattle  market  were  removed  to  a  place  north  of  the •  town,  do  ][qu  Mr.  O.  Jaccmb, 
think  the  dead-meat  market  would  naturally  follow  it? — I  do  not. 

2472.  In  the  ^ivent  of  the  cattle  market  being  in  some  suburban  situation,  where  would-  be 
the  most  convenient  place  for  the  principal  dead-meat  market?-— I  think  wherever  you  put  the 
cattle  market  the  dead-meat  market  would  alwap  be  pretty  nearly  where  it  is,  or  it  ought  to 
be,  as  a  central  market,  because  it  is  resorUd  to  by  all  the  trade  or  nearly  so.  A  great 
number  of  butchers  from  the  country  go  there  for  their  meat,  therefore  it  ought  to  be,  as  it  is, 
surrounded  by  the  railways  on  every  side;  immense  qitaotities  of  meat  come  there  from  ail 
the  country*  districts  daily,  therefore,  a  central  situation  must  be  the  most  convenient^  either 
to  receive  the  meat  or  to  distribute  it  when  purchased  by  the  retailers. 

2473.  Supposing  a  deud-nneat  market  were  to  be  continued  in  the  City,  and  there  wepe 
also  provision  made  for  a  dead-roeut  market  near  the  live-cattle  market  in  the  suburbs^  do 
jou  think  the  lattei*  dead-meat  market  would  be  freqvteiued? — I  do  not  think  it  would  be 
much  used  as  a  mai  ket  if  there  were  one  in  the  City,  or  near  the  City ;  you  may  have  a  dead* 
meat  market  near  the  suburbs,  but  I  do  not  think  it  would  do  much  business*  I  do  not  know 
what  sliould  make  any  one  who  lives  in  or  near  the  City  go  to  the  suburbs  for  their  dead  stock. 

2174.  The  CommissionerB  understand  you  to  say,  that  some  of  the  smaller  butchers  who 
now  purchase  in  Smithfield  market  and  also  in  Newgate  market  would  not  go  to  the  live 
market  if  it  was  two  or  three  miles  away  ? — I  do  not  think  they  would,  the  inconvenience  would 
be  so  great ;  but  I  think  that  an  alteration  of  the  market-driy  from  Friday  to  Thursday  would 
be  an  immense  benefit  to  men  in  business,  and  would  encourage  competition  in  the  live 
market  to  a  very  great  desjree;  a  great  number  of  the  men  who  are  now  driven  to  the  carcass- 
butchers  on  the  Friday  would  prefer  to  go  to  Smithfield  if  they  could  buy  an  ox  on  the 
Thursday  ;  but  Friday  is  too  late  for  their  purpose,  because,  in  the  first  place,  they  would  have 
to  kill  it  the  same  day  that  they  bought  it  to  be  ready  for  Saturday,  and  it  would  not  look  so 
well  on  the  Saturday,  and  it  would  be  too  fresh  for  Sunday's  use,  whereas  could  the  small 
trader  buy  an  ox  on  the  Thursday  he  would  have  ample  time  to  prepare  it  and  gel  it  ready  for 
Sunday's  use.  Another  advantage  to  a  man  of  small  means  would  be  this,  many  families  are 
in  the  habit  of  paying  their  bills  weekly,  but  not  in  time  for  the  Monday's  market,  which  is 
early  in  the  morning,  but  by  Wednesday  evening  the  small  butcher  has  taken,  perha])S,  one- 
half  or  one-third  of  his  weekly  bills,  and  he  has.  therefore,  money  to  go  to  market  with  on  the 
Thursday,  which,  if  he  is  a  man  of  small  means,  is  of  great  advantage  to  him. 

2475.  Is  beef  generally  eaten  so  soon  after  it  is  killed  as  from  Thursday  to  Sunday? — It  is 
in  the  small  retail  trade,  what  we  call  the  chance  trade ;  those  butchers  cannot  sell  stale- 
looking  meat;  butchers  who  sell  as  I  do  to  private  families  can  hang  their  meat  a  fortnight  or 
three  weeks,  and  upon  the  faith  of  the  tradesman  the  cook  or  the  customers  will  take  it ;  but  if 
chance-trade  butchers  hang  it  for  a  few  days  they  cannot  sell  it  to  advantage,  it  loses  its 
appearance  in  a  certain  degree,  the  public  are  afraid  of  it;  but  where  there  is  confidence  in 
the  tradesman,  the  appearance  is  not  a  matter  of  so  much  consequence. 

24/6.  Do  you  think  the  price  of  meat  would  be  enhanced  by  the  dead-meat  market  being 
removed  two  or  three  miles  distance  from  where  it  now  is? — Well,  I  do  not  know;  I  think 
the  price  of  meat  would  be  enhanced  by  any  encouragement  of  the  carcass-bur chers;  at  present 
they  are  a  convenience  to  the  trade^  and  necessary  to  those  who  only  want  small  quantities,  or 
have  not  the  means  of  finding  ready  money  to  go  to  Smithfield  with.  The  carcass-butchers 
are  an  accommodation  in  that  way,  but  if  they  once  gain  an  ascendancy  by  the  removal  of  the 
mat  ket  and  the  abolition  of  the  slaughter-houses,  they  would  have  great  influence  over  the 
retail  trader  if  he  were  not  allowed  to  kill  at  home. 

2477.  So  that  that,  you  think,  might  cause  an  increase  in  the  price  of  meat  to  the  public? — 
I  think  it  would,  decidedly;  the  carcass-butchers  take  their  profit  of  the  retailers,  and  give 
them  credit  occasionally,  and  so  forth.  You  will  find  that,  owing  to  such  causes,  meat  is 
alwa>  s  as  dear  in  Paris  as  it  is  in  London,  though  much  worse  in  quality. 

2478.  Have  you  anything  also  which  you  wish  to  state  to  the  Commissioners? — I  do  not 
know  that  f  have. 

2479.  {To  Mr.  Hichs.)  Do  you  wish  to  make  any  further  remark? — One  word  as  to  the 
question  put  to  Mr.  Jucomb,  respecting  making  accommodation  for  a  dead-meat  market  in  the 
neighbourhood  of  the  live  meat  market  some  two  miles  north.  I  merely  wish  to  state  why  I  am 
of  opinion  that  would  not  answer.  The  cattle  market  being  held  but  one  day  in  the  week,  and 
the  dead-meat  market  every  day  in  the  week,  such  a  market  would  have  no  frequenters  or 
buyers  there  for  five  days  out  of  six;  for  although  Friday  is  a  cattle-market  day,  yet  at  times 
of  the  year  it  is  so  trifling  as  to  be  of  little  account.  My  sou  yesterday  had  25  oxen  at  Smith- 
field,  and  was  in  the  market  for  about  five  hours  and  sold  but  one  bullock.  A  salesman  can 
sell  100  on  Monday  as  soon  as  he  can  sell  five  on  Friday. 

2480.  Then  y(»ur  meaning  is,  that  during  five  days  in  the  week  the  business  of  Newgate 
market  is  quite  independent  of  Smithfield  market  ? — Decidedly ;  we  are  a  vast  deal  more 
independent  of  Smithfield  market  than  Smithfield  market  is  of  us. 

{Mr  Jacomb.)  May  I  be  permitted  to  say  that  I  hope  the  trade,  or  its  markets,  will  not  be 
thrown  into  the  hands  of  any  public  Company,  but  either  into  the  hands  of  the  Government 
or  the  Corporation. 

2481.  Which  should  you  prefer,  supposing  a  new  cattle  market  were  established,  would  you 
rather  see  it  in  the  hands  of  the  Corporation  of  the  City  of  London,  or  in  the  hands  of  some 
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commission  appointed  by  Government? — ^Wcll,  in  those  two  cases  I  scarcely  know  how  to 
choose,  but  I  think  the  Corporation  of  the  City  have  never  made  it  a  matter  of  profit  in  any 
way,  they  have  never  souc;ht  it  at  all,  and  I  apprehend  that  Government  would  not.  The 
Corporation  have  certainly  very  fairly  conducted  it,  and  at  the  least  possible  expense ;  the 
charge  on  the  public  is  no  more  at  this  present  timc^  and  indeed  less,  than  in  any  market  in 
the  kingdom ;  if  we  were  in  the  hands  of  any  private  Company  whatever^  of  course  there  would 
be  a  motive  for  profit. 

2482.  Is  there  anything  in  the  management  of  Smithfield  market  by  the  Corporation  of 
the  City  of  London  which  leads  you  to  think  that  they  would  more  eflSciently  manage  the  live- 
stock market,  wherever  it  might  be  situate  in  the  metropolis,  than  any  other  body  ? — I  think 
they  would ;  I  think  if  it  were  in  the  hands  of  the  City  they  would  manage  it  efficiently,  and 
to  the  satisfaction  of  the  trade.  I  have  no  doubt  that  if  they  were  compelled  to  take  it  from 
the  present  site  we  should  still  prefer  the  City  as  masters ;  they  have  never  done  anything 
without  consulting  the  wishes  of  the  trade  in  every  possible  way.  I  think  that  if  Mr.  Perkins, 
when  he  obtained  his  Act  for  the  establishment  of  Islington  market,  could  at  the  same  time 
have  abolished  Smithfield  market,  it  would  have  been  worth  200,000/.  a-year  to  him ;  if  you 
look  at  the  immense  charge  for  lairage,  and  at  the  charges  connected  with  the  scheme  from 
beginning  to  end,  you  will  perceive  he  would  have  made  a  large  profit  from  the  cattle  market, 
all  the  lairage  would  have  been  in  his  own  hands. 

2483.  Was  not  he  bound  to  compensate  the  City  for  any  loss  they  might  sustain? — There 
was  something  of  that  sort  said,  but  he  had  the  power  of  making  bye-laws ;  if  cattle  remained 
in  the  market  af^er  a  certain  time  there  was  a  charge  of  6^.,  or,  for  the  whole  night,  1«.,  and 
tolls  from  all  parties  frequenting  it  with  carts,  &c. 

[^The  Witnesses  toithdrew.] 
Adjourned. 
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1.  Letter  to  Mr.  Sergeant  Merewethkr,  Ihe  Town  Clerk,  requesting  a  communication  j^  Letter  to  Mr. 
with  the  authorities  of  the  City,  and  the  Town  Clerk's  reply.  Serjeant  Mere- 

Smithfield  Market  Cammimon,  Home  Office,      i849. 
Sir,  5th  December  1849. 

I  AM  directed  by  the  members  of  the  Commission  appointed  by  Her  Majesty  for 
inquirinfi^  into  Smithfield  Market,  to  inform  you  that  they  are  desirous  of  conferring  with  the 
City  authorities  upon  the  subjects  embraced  by  their  Commission  ;  and  I  am  to  inform  you 
that  the  Commissioners  have  appointed  a  meeting  for  the  purpose  on  Tuesday  next,  at  12 
o'clock,  and  to  request  that  the  authorities  of  the  City  will  have  the  goodness  to  appoint  a 
deputation  to  meet  them  at  that  time. 

I  am,  &c., 

Saml.  Bedgrave^  Secretary. 

Sir,  Guildhall,  7th  December  1849. 

I  BBG  to  inform  you  that  your  letter  of  the  5th  instant,  requesting  the  appointment  by 
the  Corporation  of  London  of  a  deputation  to  confer  with  the  members  of  the  Commission  ' 

appointed  by  Her  Majesty  for  inquiring  into  Smithfield  Market,  was  laid  before  the  Court  of 
Common  Council  yesterday,  who  referred  it  to  the  Markets  Improvement  Committee,  with 
powers  to  appoint  a  deputation  for  holding  such  conference  with  the  Commissioners. 

I  am,  &c., 
S'  Bedgraoe,  Esq.^  Secretary.  Henry  Alworth  Merewether. 


2.  Letter  from  the  City  Remembrancer,  enclosing  a  Report  of  the  Deputation  appointed  by  2.  Letter  from 

the  City  to  confer  with  the  Commission,  and  accompanvinsf  Appendices.  the  City  Remem- 

^  r     J    o     rr  brancer,  March  6, 

Sir,  Guildhall,  5th  March  1850.       1849. 

I  AM  directed  by  the  Deputation  of  the  Markets  Improvement  Committee  of  the  Cor- 
poration of  London  to  transmit  to  you,  for  the  information  of  Her  Majesty's  Commissioners 
relative  to  Smithfield  market,  a  copy  of  the  Report  of  the  Deputation  to  the  Markets  Improve- 
ment Committee,  with  several  Appendices. 

The  Deputation  will  be  happy  to  wait  on  Her  Majesty*s  Commissioners  at  any  time  they 
will  appoint,  upon  the  subject  of  the  Report,  and  will  bring  with  them  the  model  of  the  pro- 
posed improvements. 

I  am,  &c., 
Samuel  Redgrave^  Esq.  E.  Tyrrell,  City  Remembrancer, 

To  the  Worshipful  the  Markets  Improvement  Committee. 

We,  whose  names  are  hereunto  subscribed  of  your  deputation,  appointed  on  the  8th  day  of 
December,  1849,  to  confer  with  Her  Majesty  s  Commissioners  for  inquiring  into 
Smithfield  market  and  markets  in  the  City  of  London  for  the  sale  of  meat,  and  to 
report  our  opinion  thereon,  do  certify  that»  in  pursuance  of  our  report  of  the  13th 
December,  1849,  and  the  report  of  your  Committee  thereon,  and  the  order  of  the 
Common  Council  of  the  20th  December,  1849,  we  waited  again  upon  the  Commis- 
sioners on  Tuesday,  the  19th  instant,  and  read  to  them  the  following  statement: — 

In  addition  to  the  plans  already  forwarded  to  the  Commissioners  for  Smithfield  and  the 
meat  markets,  at  their  request,  the  Deputation  of  the  Corporation  of  London,  a^)ointed  to 
communicate  with  the  Commissioners,  now  wait  upon  them  in  pursuance  of  Mr.  Redgrave's 
letter,  for  the  purpose  of  submitting  to  their  inspection  a  new  plan  for  Smithfield  market,  which 
embraces  the  following  objects,  viz. : — an  extensive  live-cattle  market,  a  new  dead-meat  market, 
and  commodious  and  well-ventilated  slaughter-houses  contiguous  to  both ;  part  of  the  plan  also 
consisting  of  a  new  line  of  street  from  Long-lane  to  Hoi  born, 

The  Deputation  have  not  been  enabled  at  present  to  prepare  full  statements  of  all  the 
circumstances  connected  with  the  markets ;  this,  however,  they  can  do  hereafter ;  premising, 
nevertheless,  that  all  communications  from  them  must  be  expressly  without  prejudice  to  the 
Corporation,  and  upon  the  understanding  that  their  suggestions  will  require  the  sanction  of  the 
Common  Council  before  the  Corporation  can  be  considered  as  pledged  to  them. 

Subject  to  these  considerations,  the  Deputation  have  directed  the  plan  before  mentioned  to 
be  prepared,  for  the  enlargement  and  improvement  of  Smithfield  market,  which  the  architect 
will  pit>duce  and  explain  to  the  Commissioners. 

The  site  will  be  upon  an  inclined  plane,  sloping  towards  the  deep  drainage,  which  is  only 
removed  a  short  distance  from  it,  and  to  which  there  is  an  abundant  fall,  calculated  to  take  oflf 
the  water  which  will  be  supplied  at  the  summit  for  washing  the  market  and  drains,  and  also 
for  the  use  of  the  cattle  if  required. 

Well-ventilated  lairs  are  also  provided  for  the  unsold  cattle. 
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Appbndix.  The  space  for  the  live-cattle  market  will  be  eight  acres  and  one  quarter,  and  will  provide  for 

5,000  bullocks,  all  to  he  tied,  and  1,800  pens  for  sheep,  calculated  to  hold  20  each,  i.  e. 

36,000  in  the  whole,  and  separate  provision  for  calves  and  pigs. 

The  cost  of  this  improvement  and  extension^  it  is  computed,  can  be  repaid  by  additional 
tolls,  which  would  be  assented  to  by  the  trade^  and  would  only  be  a  charge  upon  the  market 
till  the  cost  is  Uquidated. 

Regulations  would  also  be  made  for  the  early  clearing  of  the  market,  so  as  to  prevent  the 
interruption  of  the  traffic  in  the  streets,  and  any  annoyance  to  passengers  by  the  cattle  during 
the  crowded  part  of  the  day. 

The  site  of  the  dead-meat  market  is  proposed  to  be  three  and  three-quarters  of  an  acre,  which 
will  afford  ample  accomroodation  for  the  present  demand,  and  for  any  future  increase ;  the 
cost  of  the  site  and  erections  would  be  defrayed  bv  annual  rents  and  charges. 

We  also  exhibited  the  plan  and  model  which  had  been  prepared  in  accordance  with  the 
directions  of  your  Committee.  The  architect  was  in  attendance  and  gave  a  full  explanation  of 
its  details. 

The  Commissioners  expressing  a  wish  that  a  statement  in  writing  should  be  laid  before  themy 
applicable  as  well  to  Smithfield  as  to  Newgate,  and  including  the  whole  subject  as  to  the  live 
and  dead-meat  markets,  we  have  prepared  the  following  Report  for  that  purpose,  whidi  we 
submit  to  the  consideration  of  your  Uommittee : — 

Smithfield. 
Smithfield  has  been  a  market-place  ahnost  as  far  back  as  the  history  of  London  reaches^ 
tnd  the  market  is  held  there  by  the  Corporation  by  prescription,  eoofirmed  by  eharters  and  by 
Acta  of  Parliament. 

In  1327  King  Edward  III.,  in  the  first  year  of  his  reign,  granted  by  his  charter,  awoogst 
other  things,  that  "  no  market  should  thenoeforth  be  granted  by  the  King  or  his  heirs  to  any 
within  seven  miles  in  circuit  of  the  City  of  London." 

The  market,  with  the  tolls,  is  also  confirmed  to  the  City  of  London,  by  the  charter  of  the  14th 
of  Charles  I.  (1638),  which  was  further  confirmed  by  the  Inspeximus  Charter  of  Charles  IL 

The  City's  rights  and  liberties  having  been  seized  under  a  writ  of  quo  warranio  in  the  reign 
of  King  Charles  II. ,  the  Act  of  the  2ud  William  and  Mary,  chap.  8,  was  passed,  by  which  the 
judgment  against  the  City  was  declared  to  be  illegal  and  arbitrary ;  and  the  rights,  markets, 
and  liberties  of  the  City  were,  amongst  other  uings,  restored  to  them  peaceably  to  have 
and  enjoy.* 

The  Islington  Market  Act  (5  and  6  William  IV.,  chap.  Ill),  recites  the  City's  title  to 
Smithfield  market,  and  the  prohibition  against  erecting  any  new  market  within  seven  miles  of 
it  (in  support  of  whicii  the  opinions  of  die  Judges  were  given  in  the  House  of  Lords),  and 
graats  eompensation  to  the  City  for  any  loss  they  might  sustain  by  the  dinaimition  of  the  toUs 
ajid  profts  of  Smithfield  consequent  on  the  establbhment  of  the  new  market  at  Islington. 

A.    m«    p. 
In  the  year  1833,  the  ajiear  of  this  market-place,  was    4    2  35 

„       „     1834 0     1  10  were  added  to  it 

„       „     1836, 0    0  13        ,.        „ 

„       „    1837,    ......020,,,, 

„       ^     1839, 0    0    8,,,, 

„        ,,     1847,     .          •          .          .          .          .     U     1   Id         ,,         „ 
„     1849, 0    0  16        ,,        „ 

Making  the  area  at  this  present  time     •      •     6    0  15 

These  additions  eost  the  Corporation  not  less  than  43,000/.,  for  the  repayment  of  which  no 
provision  was  made. 

The  cattle  at  present  stand  in  the  southern  portion  of  this  area. 

The  she^  in  tae  eastern,  western^  and  centre  parts. 

The  calves  and  pigs  in  the  west  and  north. 

There  are  in  the  present  area  1,506  pens  which  are  capable  of  holding — 

Sheep 30,000 

Calves 500 

Pigs 1,000 

and  the  standing  for  cattle  will  receive  2,750  tied ;  and  about  1,250  untded  in  ring-droves. 

After  much  inquiry  and  evidence,  it  appears  that  a  larger  area  is  required  for  the  accom 
modation  of  cattle  and  sheep,  &c.,  which  are  brought  to  this  market  place,  and  that  provision 
should  be  made  for  the  reception  of— - 

Cattle  (ded)          ....  5,000 

Sheep 36,000 

Calves 500 

Pigs 1,000 

To  make  effectual  provision  for  the  reception  of  these  numbers,  an  additional  area  of  more 
than  two  acres  is  found  to  be  necessary,  making  the  market  place  eight  acres  and  a  quarter^ 
no  portion  of  that  space  being  occupied  by  roads  or  paths,  which  form  a  material  deduction 

^  See  evidence  of  Mr.  Seijeant  Merewetber,  Town  Clerk,  Rep.  H.  C.  1847,  folio  329.  Do.  of  W.  L. 
Newman,  Esq.,  City  Solicitor,  Rep.  H.  C.  1828,  folio  189  to  192,  and  of  Timothy  Tyrrell,  Esq.,  Remen- 
brancer,  ibid. 
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from  the  available  area  of  the  present  market  place  ;  thus  tiie  practical  increase  in  ihe  size  of        Arpbnoix. 
the  market  will  be  above  one-half.  

Considering  the  market  in  Smithfield  as  hating  gradually  increased  in  the  number  of  sellnj^ 
and  buyers  for  many  years  past,  and  that  the  convenience  and  advantage  of  both  have  been 
from  time  to  time  contHlled,  while  the  trade,  buyers  and  sellers  are  generally  desirous  of  con- 
tinuing the  market-place  in  this  locality,  the  decided  conclusion  is  adopted,  that  the  market 
Aould  be  continued  in  or  near  Smithfield ;  firsts  on  account  of  the  dislocation  and  disarrange- 
ment of  the  trade  of  the  market  and  the  neighbourhood  for  a  considerable  distance  surrounding 
it,  as  well  as  of  the  general  trade  of  the  City  of  London— together  with  the  inconvenience  and 
cost  which  would  al^  arise  to  the*  public  if  the  market  should  be  removed.  The  following 
reasons  likewise  concur  for  the  continuance  of  the  market  in  Sinitlifield : — 

Its  elevated  position,  and  its  consequent  healthfulness  and  fitness  for  draining,  being  30  fee4 
above  the  deep  sewer  and  45  above  low-water  mark. 

Its  central  position  for  all  the  details  of  general  business. 

Its  contiguity  to  the  dead-meat  markets  in  Newgate-street  and  Leadenhall-^treet. 

The  convenieiice  of  access  for  all  tiie  different  kmds  of  cattle  to  Smithfield  by  large  public 
thoroughfares  (as  will  be  shown  in  detail  below)  fvora  both  sides  o^'  the  river,  and  from  the 
docks,  wharves,  and  surrounding  termini  of  the  different  metropolitan  railways,  and  also  the 
radiatmg  streets  in  all  directions  fi^rthe  cattle  driven  from  the  market  to  the  different  parts  of 
die  town  to  which  they  are  to  be  conveyed. 

The  numerous  lairs  Jn  the  vicinity  of  the  metropolis  for  cattle  intended  for  sale  in  Smithfield 
market,  from  which  they  are  brought  at  a  late  hour  in  the  night,  or  an  early  hour  in  the 
momingj  without  annoyanee  to  the  inhabitants. 

Tke  establishment  of  a  perfect  system  of  salesmen  and  bankers,  by  which  graziers  and 
farmers  are  enabled  to  receive  the  money  for  their  cattle  on  the  evening  of  the  same  day  on 
which  th^  are  sold,  and  t^  contiguity  to  Lombard-street,  the  Bank,  and  the  Post-office. 

The  complete  sewerage  of  the  market,  the  small  toll  paid,  and  the  control  and  management 
^  the  market,  administrative,  magisterial,  and  sanitary,  being  in  the  Corporation  of  London, 
whose  sole  object  is  the  pubKc  advantage. 

It  may  also  be  observed  that,  by  long  attention  to  the  inconveniences  which  heretofore  arose 
in  the  neighbourhood  of  Smithfield,  many  of  those  inconveniences  have  been  lessened,  if  not 
altogether  obviated ;  and  should  a  remo\  al  to  another  locality  be  attempted,  it  by  no  means 
follows  that  some  of  these  inconveniences  may  not  be  renewed,  and  perhaps  aggravated,  to* 
ffetber  with  new  inconveniences  which  cannot  be  forseen,  it  being  impossible  to  proride  animal 
food  for  2,000,000  of  people  without  some  practical  inconveniences. 

Access. 

The  cattle  and  sheep  come  to  Smithfield  market  from  north,  east,  south,  and  west,  collect- 
ing together  in  different  lairs  surrounding  the  City  of  London,  convenient  for  the  cattle  coming 
from  each  of  those  quailers : — 

1.  Those  from  the  north  and  north-west  come  chieflv  to  Chalk  Farm  and  Islington, 
where  they  are  deposited  in  lairs  at  Perkiii's  market,  Right's  (late  Laycock*s)  lairs,  the 
Goose  lairs,  and  others  in  the  neighbourhood  of  Pentonville. 

Some  foreign  cattle  arriving  between  the  market  days  are  driven  to  the  Goose  lairs  at 
the  top  of  St.  John's- road. 

2.  Those  from  the  north-east  and  east,  Norfolk,  Suffolk,  and  Cambridgeshire,  at  lairs 
at  Stratford  and  Mile-end. 

3.  Some  of  the  cattle  from  Ireland,  Scotland,  Germany,  Holland,  and  other  foreign 
ports,  go  to  private  lairs  in  Hackney. 

Others  to  Skinner's  lairs  in  Kennington-lane. 

4.  The  cattle  and  sheep  from  the  south-east,  south,  and  south-west,  come  to  dinner's 
lairs,  in  Kennington-lane,  and  to  the  Half-way  House,  Kent-road. 

5.  Cattle  from  the  west  come  mostly  by  the  Great  Western  Railway  ;  and  many  are 
collected  at  Southall  and  Paddington. 


No.  I.  The  cattle  at  the  lairs  No.  1,  are  driven  from  thence  to  Smithfield,  through 
GoBwell -street  and  St.  John-street,  principally  by  the  latter;  and  some  by  Duke-street. 

No.  2.  By  Shoreditch,  Worship-street,  Barbican,  and  Long^lane. 

No.  3.  Those  from  Hackney  come  in  the  same  direction  as  those  from  No.  2. 

Those  from  Kennington-lane  by  Blackfriars  Bridge,  Farringdon -street,  and  Sling-street,. 
Hosier-street,  or  Cock-lane,  to  Smithfield. 

No,  4.  The  sanse  as  the  last-mentioned  route,  from  Kennington-lane. 

No.  5.  Those  coming  from  the  railway  at  Paddington,  by  the  New-road  to  Islington; 
and  thence  by  St.  John^tPeet. 

Egress. 

The  egress  from  Smithfield  market  for  the  largest  number  of  cattle  is  down  Hosier-street^. 
Cock-lane,  or  King-street,  to  Holbom-bridge,  and  by  Farringdon^street  to  Blackfriars- 
bridge. 

Nate—The  present  rules,  orders,  and  ordiiMnees  for  drovers,  &c.,  and  the  duties  of  the  collector  of  New- 
gate, and  the  collector  and  clerk  of  Uadeahmll  market*  are  contained  in  Appendices  A.  B.  d  and  D. ;  they 
will  require  revision  and  addition. 

The  statutes  relating  to  Smithfield,  Newgate,  and  Leadenhall  markets  are  in  Appendix  E. 

T2 
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Appendix.  Another  large  quantity  to  the  west  by  the  same  route  to  Holbom-bridge  and  up  Holborn- 
hill ;  some  by  West-street. 

Another  large  quantity  go  by  Long-lane  to  Whitechapel ;  and  some  by  Duke-street  and 
Little  Britain. 

The  unsold  cattle  return  from  Smitbfield  by  St.  John*s-street  and  Goswell-street ;  othen  to 
the  layers  from  which  they  came. 

From  these  facts  it  will  be  seen  that  the  cattle  going  to  i^nd  from  Smitbfield  do  not  pass 
through  the  principal  thoroughfares  of  the  metropolis. 

The  principal  disadvantages  attributed  to  Smitbfield  and  Newgate  market-places  in  their 
present  state,  are  want  of  space ;  and  with  respect  to  Smitbfield,  the  impediment  to  the  present 
traffic  through  the  market,  and  the  driving  of  eattle  from  the  market  through  the  streets :  as 
to  Newgate,  the  crowding  of  one  of  the  principal  avenues  with  carts,  and  the  confined  state  of 
the  approaches. 

With  respect  to  want  of  space,  the  plan  proposed  will  effectually  obviate  this  defect,  both  in 
the  Uve  and  dead-meat  market 

With  regard  to  the  inconvenience  sustained  by  driving  cattle  through  the  streets  from  the 
market,  it  will  be  obviated  by  closing  the  gates  of  the  market  an  early  hour,  and  by  regulations 
to  promote  the  early  departure  of  the  cattle,  and  to  prevent  their  quitting  the  market  after 
10  o'clock  in  the  morning  until  the  evening,  as  well  as  by  providing  well-regulated  and  well- 
ventilated  slaughter-houses  contiguous  to  the  live  and  dead-meat  market,  and  so  placed  as  to 
be  subject  to  easy  regulation  and  supervision. 

Estimating,  therefore,  the  advantages  of  an  elevated  site,  well  suited  for  drainage,  central 
in  its  position,  and  inseparably  connected  with  the  trade  of  the  neighbourhood,  and  of  the  City 
of  London  generally,  your  Committee  arrived  at  the  conclusion  that  the  best  locality  for  the 
market  would  be  in  the  vicinity  of  the  present  market-place. 

They  therefore  directed  plans  to  be  prepared  with  these  views,  and  having  considered  many 
of  them,  they  found  that  objections  existed  to  the  present  irregular  shape  of  the  area  of  the 
market,  and  the  separated  position  of  the  pens  and  ties,  by  which  the  buyers  are  compelled  to 
waste  their  time  in  traversing  the  market  from  one  part  to  another,  creating  confusiqn,  and 
unnecessarily  prolonging  the  business  of  the  market,  and  therefore  considered  it  advbable  to 
have  a  more  uniform  and  systematized  arrangement. 

They  also  found  that  the  thoroughfares  crossing  the  market,  and  the  public  paths  sur- 
rounding it,  caused  a  mutual  interruption  to  the  transactions  of  the  market  and  the  public 
traffic,  and  also  prevented  the  available  use  for  market  purposes  of  a  considerable  portion  of 
the  area. 

They  therefore  felt  themselves  obliged  to  pass  by  the  plans  first  suggested  for  partial  enlarge- 
ments, and  to  recommend  one  proposed  by  the  architect  for  an  enclosed  market  entirely 
removed  from  the  public  streets,  a  line  of  road  so  surrounding  the  market-place  as  to  connect 
all  the  principal  thoroughfares,  but  allowing  no  traffic  whatever  through  it.  It  also  contains  fit 
sites  for  a  dead-meat  market  and  slaughter-houses. 

This  plan,  together  with  a  model  of  it,  has  been  laid  before  the  Commissioners,  and  is 
calculated  to  obviate  the  inconveniences  before  detailed. 

Its  striking  advantages  are,  that  it  will  be  separated  from  all  the  thoroughfares,  while 
^abundant  provision  will  be  made  for  the  standing  of  carts,  without  encumbering  the  streets,* 
that  the  whole  area  will  be  applied  to  the  market  alone ;  that  it  will  be  capable  of  being  alto- 
gether closed;  that  being  on  an  inclined  plane,  it  will  be  suited  for  speedy  cleansing  and 
flushing,  with  a  proper  fall  to  the  deep  drains;  that  the  whole  market  will  be  visible  at  one 
point  of  view,  an  advantage  thought  by  the  trade  to  be  considerable ;  that  proper  compartments 
will  be  allotted  for  the  pens  of  the  sheep,  and  ties  for  the  cattle,  the  whole  of  which  last  are  in 
future  to  be  tied;  layers  will  be  provided  for  a  considerable  quantity  of  cattle  and  sheep, 
should  they  be  unsold,  and  ample  contiguous  sites  are  laid  out  for  a  dead-meat  market  and 
slaughter-houses,  which  are  placed  in  such  a  situation  that  they  can  be  easily  increased  to  any 
necessary  extent,  without  the  displacement  of  any  valuable  property. 

The  arrangements  of  these  sites  will  leave  disenrraged  a  portion  of  th^  present  market,  which 
may  be  appUed  for  the  purposes  of  the  hay-market  (the  horse-market,  if  continued,  may  be 
removed  to  the  enclosed  market)^  and  for  baths  and  wash-houses,  if  required,  as  well  as  lodging- 
houses  for  the  poor  population  removed  by  the  new  market-places. 

Provision  will  also  be  made  for  a  supply  of  water  at  the  summit  for  flushing  the  market,  and 
for  the  use  of  the  cattle,  if  required. 

The  estimated  amount  of  the  whole  cost  of  the  live-cattle  market  is  245,000/.,  proposed 
to  be  provided  in  such  a  manner  as  to  repay  the  cost  in  30  years,  which  will  require  the 
sum  of  14,160/.  per  annum,  to  be  produced  by  an  additional  toll  of  sixpence  upon  cattle, 
and  of-two-fifUis  of  a  penny  upon  sheep,  and  with  which  the  Deputation  have  every  reason  to 
think  the  trade  and  the  public  will  be  satisfied,  such  additional  toll  to  cease  altogether  at  the 
expiration  of  the  30  years,  or  at  such  earlier  period  as  the  cost  may  be  repaid.  The  details  of 
the  calculation  will  be  found  in  Appendix  F.  It  should  be  observed  that  the  Corporation  will 
probably  during  the  30  years  contribute  towards  the  improvement  the  greater  part  of  the  income 
they  now  receive,*  in  order  to  make  up  the  annual  sum  above  mentioned. 

The  estimated  cost  of  the  dead-meat  market  and  the  buildings  will  be  177,000/. :  this,  it  is 
calculated,  can  be  provided  for  by  the  rent  of  the  houses  and  the  charge  for  shops,  stallage, 
tolls,  &c. 

*  FoF  an  account  of  the  revenue  and  expenditure  of  the  Markets,  ending  Sist  December,  1848,  teo 
Appendix  G. 
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The  cost  of  the  slaughter-houses  will  be  45,000/.,  which  it  is  also  calculated  can  be  raised         Appendix. 
upon  the  rents.  

The  Committee  do  not  advise  any  charge  upon  the  public  in  respect  of  either  of  these  two 
last  improvements,  but  will  recommend  to  the  Corporation  to  take  the  responsibility  of  them 
upou  themselves. 

Another  material  feature  of  the  plan  is  a  new  communication  from  Long-lane  to  Holborn, 
the  additional  cost  of  which  will  be  60,000/. ;  for  this  provision  must  be  made  by  the  aid  of 
Government  as  a  great  public  improvement,  and  for  the  benefit  of  the  metropolis  generally. 

An  apparently  necessary  consequence  of  the  proposed  plan  will  be  the  transfer  of  Newgate 
market  to  the  more  commodious  dead-meat  market  to  be  erected,  where  the  present  holders  in 
Newgate  market  would  probably  have  a  priority. 

The  Lord  Mayor  and  Corporation  have  the  power  possessed  by  all  Lords  of  markets  of 
changing  the  market-place  as  the  circumstances  of  the  place  and  the  exigencies  of  the  public 
may  require,  as  has  been  frequently  done  in  the  City  of  London. 

With  respect  to  Newgate  market,  the  assent  of  the  Dean  and  Chapter  of  St.  Paul's  will 
probably  be  requisite,  and  perhaps  legislative  interference.  By  the  Statute  22nd  Car.  IL 
n.670),  c.  11,  8.  61 — the  London  Rebuilding  Act — it  was  provided  that  the  Mayor  and 
Citizens  of  London  may  have  a  market-place  upon  the  ground  set  out  by  the  consent  of  the 
Deau  and  Chapter  of  St.  Paul's,  for  a  market-place  in  Newgate,  upon  a  lease  from  40  years 
to  40  years  for  ever  at  the  rent  of  four  pounds  per  annum,  and  one  year's  rent  by  way  of  fine. 

Slaughter-houses  beiug  at  present  scattered  in  different  places,  can  neither  be  satisfactorily 
inspected  nor  restrained  as  nuisances ;  but  when  drawn  to  the  new  locality,  where  the  owners 
of  the  present  slaughter-houses  would  of  course  have  a  priority,  they  would  be  easily  supervised 
and  regulated. 

H.  LowMAN  Taylor. 
T.  H.  Hall. 
Thomas  Dakin. 
Rd.  Hicks. 
James  Low. 

Appshdix  a. — An  Abstract  of  all  the  Rules,  Orders,  and  Ordinances  how  In  force  for  governing 
and  regulaUn^  persons  driving  cattle,  sheep,  calves,  and  lambs  within  the  cities  of  London  and 
Westminster,  and  liberties  thereof,  and  the  bills  of  mortality,  with  the  penalties  for  the  breach 
thereof,  made  by  the  Court  of  Mayor  and  Aldermen  of  the  City  of  London,  in  pursuance  and  under 
the  authority  of  an  Act  of  Parliament  made  and  passed  in  the  2l8t  year  of  the  reign  of  His  late 
Mijesty  King  George  the  Third. 

Wilson,  Mayor.    24th  September,  1839. 

That  all  tickets  heretofore  used  by  any  person  licensed  to  drive  cattle,  sheep,  calves,  or  lambs  within 
the  aforesaid  limits  be  discontinued,  and  fresh  tickets  substituted  in  lieu  thereof,  as  hereinaAer 
mentioned. 

That,  instead  of  the  said  tickets  so  directed  to  be  disused,  fresh  tickets,  made  of  iron  or  other  metal, 
be  forthwith  provided  by  the  Clerk  of  Smithfield  market,  or  such  other  person  as  shall  be  appointed 
by  the  Court  of  Aldermen,  to  be  delivered  to  such  persons  as  shall  be  licensed  to  drive  cattle,  sheep, 
calves,  or  lambs  within  the  aforesaid  limits. 

That  upon  each  of  the  said  new  tickets  shall  be  placed,  in  raised  brass  figures  or  otherwise,  the 
armorial  bearings  of  the  City  of  liondon,  and  a  number  corresponding  with  the  number  which  shall  be 
inserted  in  the  licence. 

That  no  person  not  being  ihe  real  owner  or  purchaser  of  any  cattle,  sheep,  calves,  or  lambs,  shall 
drive,  or  assist,  or  be  employed  in  driving,  any  such  cattle,  sheep,  calves,  or  lambs  within  the  afore- 
said limits,  unless  such  person  shall  have  a  licence  so  to  do,  and  a  numbered  ticket,  granted  to  him 
under  the  authority  of  these  Ordinances. 

That  the  Clerk  of  Smithfield  market,  or  such  other  person  as  aforesaid,  shall,  at  such  place  as  the 
Court  shall  direct,  grant  and  issu/e  licences  and  tickets  under  the  provisions  of  these  Ordinances,  to 
all  persons  who  shall  drive,  or  assist,  or  be  employed  in  driving,  cattle,  sheep,  calves,  or  lambs 
within  the  aforesaid  limits. 

That  the  Clerk  of  Smithfield  market,  or  such  other  person  as  aforesaid,  shall,  upon  payment  of  five 
shillings,  grant  to  any  person  not  under  sixteen  years  of  ag^,  who  shall  produce  a  satisfactory  certifi- 
cate of  his  good  character  and  ability  to  act  as  a  drover,  a  licence  to  drive  cattle,  sheep,  calves,  or 
lambs  within  the  aforesaid  limits  ;  and  in  every  such  licence  shall  be  specified  the  number  thereof,  with 
the  name,  place  of  abode,  and  age,  together  with  a  description  of  the  person  to  whom  the  same  shall 
be  granted ;  and  every  licence  shall  bear  date  the  day  it  is  granted,  and  continue  in  force  until  the 
1st  of  July  next  after  the  date,  except  it  shall  be  sooner  revoked,  and  except  during  the  time  it  shall 
be  suspended. 

That  the  Clerk  of  the  said  market,  or  such  other  person  as  aforesaid,  be  authorized,  during  one 
calendar  month  preceding  the  Ist  of  July  in  any  year,  to  issue  licences  to  take  effect  from  the  date 
thereof,  and  to  continue  in  force  (except  as  aforesaid)  until  the  1st  pf  July  in  the  following  year. 

That  the  particulars  of  every  licence  shall  be  registered  in  a  book  which  any  person  shall  be  at 
liberty  to  inspect  without  payment  of  any  fee. 

That  before  any  licence  shall  be  granted,  a  requisition  for  the  same,  in  such  form  as  the  Court  shall 
direct,  accompanied  by  the  before-mentioned  certificate,  shall  be  signed  by  the  person  requiring  such 
licence :  and  in  every  requisition  shall  be  truly  specified  the  proper  name,  and  surname,  and  place  of 
abode,  and  age  of  the  person  applying  for  a  licence. 

That  whenever  any  licensed  person  shall  change  his  place  of  abode,  he  shall,  within  three  days, 
give  notice  thereof  in  writing,  signed  by  him,  to  the  Clerk  of  the  market,  or  such  other  person  as 
aforesaid,  specifying  his  new  place  of  abode,  and  shall  produce  his  licence  to  the  Clerk  of  the  market, 
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Apranonc.         or  such  other  ptrson  a«  aforestidy  who  shall  endcrrse  thereon  and  ref^isier  in  the  said  hook  the  parti- 
-— ^  culars  of  such  change ;  and  if  any  licensed  person  shall  change  his  place  of  ahode  and  orail  to  fpim 

notice  thereof  as  aforesaid,  every  person  so  offiendiog  shall  for  every  offence  forfeit  any  sum  not 
exceeding  4(W.  nor  less  than  10*. 

That  the  Clerk  of  the  market,  or  such  other  person  as  aforesaid,  shall,  at  the  time  of  granting  every 
licence,  deliver  to  the  person  to  whom  the  same  shall  be  granted,  a  ticket  made  of  iron  or  other  metal, 
and  marked  as  before  mentioned,  and  also  an  abstract  of  all  such  rules,  orders,  and  ordinances  made  hj 
the  Court  as  shall  be  in  force  at  the  time  of  granting  such  licence,  and  of  the  penalties  annexed  to 
the  breach  of  such  rules,  orders,  and  ordinances. 

Thai  every  person  duly  licensed  as  aforesaid  shall,  at  all  times  during-  bis  employment,  wear  the 
ticket  which  shall  have  been  delivered  to  him,  conspicuously,  upon  the  upper  and  outer  part  of  the 
lefl  arm,  in  such  mauner  that  the  number  thereon  shall  at  all  times  he  d^tinctly  visible  and  le^gibfe. 
And  if  any  person  licensed  as  aforesaid  sfaaH  not  at  all  times  during  his  employment  wear  the  tkket 
delivered  to  him  as  before  directed,  or  shall  refuse  to  produce  the  same  far  inspection  when  required* 
or  shall  refuse  to  permit  any  person  to  iiotit  the  niimber  on  such  ticket,  every  person  a^oflbiidiiiy 
shall  for  every  o&nce  forfeit  any  sum  not  exceeding  40^.  nor  less  than  10#. 

That  upon  the  expiration  of  any  licence,  the  person  to  whom  the  same  shall  have  been  granted  shall 
deliver  up  such  licence  and  the  ticket  relating  thereto  to  the  Clerk  of  the  Market,  or  such  other  pcnoa 
as  aforesaid ;  and  if,  after  the  expiration  of  such  licence,  the  person  t«  whom  the  same  shall  haive 
been  granted  shall  use  or  wear  the  ticket  relating  thereto,  or  shall  not,  within  the  space  of  three  dk]^ 
deliver  up  the  ticket,  every  person  so  offending  shall  for  every  offence  forfeit  any  sum  not  exceeding 
40#.  nor  less  than  \0s. 

That  if  any  person  shall,  within  the  aforesaid  limits,  drive,  or  assist,  or  be  empkiyed  in  drivings  any 
cattle,  sheep,  calves,  or  lambs  (not  being  the  owner  or  purchaser  thereof)  withoMt  a  licence  aiMl  tidsiet 
as  before  mentioned,  or  if  any  person  to  whom  any  lke«.*e  or  ticket  slndl  have  been  granted  ah»fl 
transfer  or  lend  such  licence,  or  permit  or  suffer  any  other  person  to  use  or  wear  such  ticket  eterf 
person  so  offendiu^r  shall  for  every  offence  forfeit  any  sum  not  exceeding  40<  nor  less  thiiti  10«. 

That  whenever  the  number  on  any  ticket  shall  become  obliterated  or  defaced,  so  that  the  same  shall 
not  be  distinctly  visible  and  legible,  such  ticket  shall  be  delivered  up  to  the  Clerk  of  the  Market,  or 
such  other  person  as  aforesaid,  who  is  authorized,  upon  payment  of  2«.  6^.,  to  issue  another  ticket  of 
a  corresponding  number :  and  if  any  person  shall  wear  or  use  any  ticket  after  it  shall  have  becomo 
obliterated  or  defaced,  so  (hat  the  number  shall  not  be  distinctly  visible  and  legible,  every  person  to 
offending  shall  for  every  offence  forfeit  any  sum  not  exceeding  40«.  nor  less  than  10«. 

That  every  person  to  whom  any  licence  shall  be  granted  as  before  mentioned  shall,  in  all  cases  where 
he  shall  be  summoned  to  attend  before  any  Jostice  of  the  Peace,  produce  the  liceoee  grsatel  to 
htm  ;  and,  if  such  person  shall  be  adjudged  guilty  of  the  offence  alleged  fq^ainst  him,  it  shall  be 
laxifnl  for  the  Justice  to  endorse  upon  tiie  licence  of  sueh  person  the  nature  of  the  effeoe»a(Bd  the 
amount  of  the  |)enalty  inflicted  ;  and  if  any  person  shall  neglect  or  refuse-  to  produce  Us  lieence  as 
aforesaid,  he  shall  for  every  offence  forfeit  astty  swm  not  mso&Mm^  40^  nor  lees  than  Ids; 

No  person  licensed  as  before  mentioned  shall,  afler  the  hour  of  nine  in  the  fiEiveno(«,  drive,  or  per* 
mit  or  suffer  to  be  driven,  within  the  aforesaid  limits,  more  than  twenty  cattle  in  one  drove,  or  more 
than  one  hundred  sheep  or  lambs  in  one  drove,  under  a  penalty  not  exceeding  40^.  nor  less  than  10«. 
lio  drovr of  oatitlfr  esceeding  the  musber  often  shall  b«  driven  within  the  said  liouts,  unJesa  some 
licensed  drover,,  registered  aak  ticketed  as  afiireaaid^  4iaU  precede  such  drove»  under  the  penal^ 
of20«. 

No  person  engaged  in  drivinr  cattle,  sheep,  caiveR,  or  lamba  within  the  aforesaid  limits  shaU  use 
any  stick  or  otfa«  inatrttmeiit  with  a  goad  or  point  of  greater  length  than  a  quarter  of  an  inch«  under 
a  penalty  not  exceeding  40#<  nor  less  than  LO^. 

All  sticks  or  other  instruments  used  by  persons  engaged  in  driving  cattle,  sheep,  calves,  or  lamha 
within  the*  aforesaid  liouts  abail  be  staoaped  with  such  distinguishing  mark  as  the  Clerk  of  the  Market, 
or  sn<^  other  person  as  afovesaid,  shall  deem  expedient ;  and  if  any  person  sliall  use  any  stick  oc 
instrument  which  shall  not  have  been  so  marked,  every  person  so  offending  shall  fbr  every  offence 
forfeit  any  sam  not  exceeding  40a.  nor  less  than  10«. 

No  licensed  droiuer  or  any  other  person  or  persons  to  beat  or  strike  any  cattle,  sheep,  calves,  or 
lambs  on  or  bel(xwithe  hock,  or  otherwise  beat,  bruise,  or  ill-treat  such  cattle,  sheep,  calves,  or  laiiihs 
in  the  driving,  or  during  such  time  as  he  or  they  have  the  care  (hereof,  under  a  penalty  of  2(Xf. 

No  person  engaged  in  driving  cattle  witliin  the  aforesaid  limits  shall,  during  such  employment, 
use,  or  permit  or  suffer  to  be  used,  any  dog,  under  a  penalty  not  exceeding  40^.  nor  less  than  I0«» 

No  drove  of  sheep  or  laoafaa  exceeding  forty  shall  be  driven  within  the  aforesaid  limits  uale« 
attended  by  two  drovers  at  least ;  and  if  any  person  shall  drive,  or  permit  or  suffer  to  be  drivea^ 
WTthin  the  aforesaid  limils,  mora  than  forty  Sibefp  or  lambs  in  any  one  drove,  without  being  acconi- 
panted  by  some  other  licensed  person  to  assist  in  attending  soch  drove^  every  person  so  offendiDg 
shall  for  every  offence  forfeit  any  sum  not  exceeding  40^.  nor  less  than  \Qs. 

No  person  engaged  in  driving  sheep  4Mr  lambs  within  the  aforesaid  limits  shall  use  more  than  one 
dhg  to  any  one  drove,  under  a  penalty  not  exceeding  40«.  nor  less  than  10#. 

That  in  all  street*^  roads,  and.  places  withki  the  afbresaid  limits,  where  the  carriage-way  shall  be  of 
sufficient  width  to  allow  three  carriages  to  pass  abseast,  all  cattle^  sheep,  calves,  and  lambs  shall  be 
driven  on  the  lefl  or  near  side  of  the  carriag:e  way;  and  if  any  person  engaged  in  driving  cattle,  sheep^ 
calves,  or  lambs  in  any  such  street,  road,  or  place  within  the  a^resaid  limits,  shall  drive^  or  permit  or 
soilhr  to  be  driven,  sueh  cattle^  sheep,  calves,  or  laml^o  upon  any  part  of  such  street,  road,,  or  place 
except  the  left  or  near  side  of  the  carriage  way,  or  shall  suffer  any  of  such  cattle,  sheep,  calves^  or 
lambs  to  spread  over  such  street,  road,  or  phroe,  or  otherwise  obstruct  the  thoroughfare  thereof,  every 
person  so  ofiending  shall  for  every  offence  forfeit  any  sum  not  exceeding  40f.  nor  less  than  lOi. 

No  cattle,  abeep,  calves,  or  lambs  shall  be  driven  into  Smithfield  market  on  any  Sunday  before  the 
hour  of  twelve  at  nighty  under  a  penalty  not  exceeding  40#»  nor  less  than  10& 

Nb  person  sfaali  (kive,  or  peraait  or  si^er  to  be  driven,  any  cattle,  sheep,  calves,  or  lambs  into  any; 
street,  road,  or  place  within  the  distance  of  one  mile  from  Smithfield  market,  on  any  Sunday,  befioape 
the  houro^elereu  at  night,  under  a  penalty  not  exceeding  40f.  nor  less  than  \0s. 

If  any  per8f>»  shall  Inowing^y  drive,  or  suffer  to  be  driven,,  within  the  aforesaid  limits,  auy  wild  or 
iafwnmted  cattle^  he  shall  for  every  offimce  forfeit  any  sum  nol  exceeding  40«.  nor  less  than  lOs. 
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All  cattle  sold  in  the  said  market,  and  known  to  be  wild,  or  become  so  by  oyer-driving  or  otherwise,         Appendix. 

to  be  secured  and  taken  to  the  next  public  slaughter-house  and  there  killed,  upon  pain  of  the  owner,  

or  the  person  intrusted  with  the  sale  or  with  the  driving  thereof,  forfeiting  20s. 

The  owner  of  any  cattle,  or  the  person  intrusted  with  the  8ale  thereof,  selling  the  same  in  the  paid 
market,  knowing  such  cattle  to  be  wild,  and  not  informing  the  purchaser  diereof,  to  forfeit  and 
pay  40*. 

In  case  the  master  or  employer  of  any  licensed  drover  of  cattle  who  shall  be  guilty  of  any  onence 
against  the  said  Act  of  the  21st  Geo.  III.,  or  against  the  rules,  orders,  and  ordinances,  shall  not,  upon 
notice  given  him  thereof,  or  left  at  the  usual  place  of  abode  of  such  master  or  employer  of  such  drover, 
deliver  up,  to  be  brought  before  a  magistrate,  such  drover,  then  and  in  such  case  such  master  or 
employer  shall  be  liable  to  answer  and  shall  pay  the  penalty  incurred  by  any  such  drover;  atid  if  the 
drover  shall  afterwards  be  foimd,  and  shall  not  make  satisfaction  forthwith  to  his  master  or  employer, 
or  masters  or  employers,  for  what  he  or  they  shall  have  paid  for  any  such  drover's  misbehaviour, 
negl^t,  or  default,  every  such  drover  shall  foifeit  and  pay  20«.  for  every  such  default. 

GiBBs,  Mayor.    6th  May,  1845. 

That  every  person  duly  licensed  by  virtue  of  the  rule?,  orders,  and  ordinances  made  the  2nd  day 
of  July,  One  thousand  eight  hundred  and  thirty-nine,  shall  at  all  times  during  his  employment  wear 
the  ticket  which  shall  have  been  delivered  to  him  conspicuously,  upon  the  upper  and  outer  pait  of  the 
left  arm,  in  such  manner  that  the  number  thereon  shall  at  all  times  be  distinctly  visible  and  legible ; 
and  if  any  person,  licensed  as  aforesaid,  shall  not  at  all  times  during  his  employment  wear  (he  ticket 
delivered  to  him  as  before  directed,  or  shall  refuse  to  produce  the  same  for  inspection  when  required, 
or  shall  refuse  to  permit  any  person  to  note  the  number  on  such  ticket,  every  person  so  offending  shall 
for  every  offence  forfeit  any  sum  not  exceeding  40s.  nor  lest  than  lOs. 

Provided  always,  that  such  person  being  employed  on  his  own  account,  as  maf^ter,  to  drive  any  such 
eattle,  sheep,  calves,  or  lambs,  and  being  also  a  freeman  of  the  said  city,  shall  be  at  liberty  to  drive,  or 
assist  or  be  employed  in  driving,  any  such  cattle,  sheep,  calves,  or  lambs  within  the  limits  of  the  said 
Smithfield  market,  upon  his  obtaining  a  licence  from  the  said  Clerk  of  Smithfield  market  so  to  do,  and 
also  an  ivory  ticket  with  his  name  and  residence  inscribed  thereon. 

That  if  any  such  person  being  employed  on  his  own  account,  as  master,  to  drive  any  such  cattle, 
sheep,  calves,  or  lambs,  and  being  also  a  freeman  of  the  said  city,  shall,  upon  the  request  of  any  other 
person  or  persons,  refuse  or  neglect  to  produce  to  him  or  them  his  said  licence  from  the  said  clerk  of 
Smithfield  market,  and  the  said  ivory  ticket  so  delivered  to  him  as  aforesaid,  or  either  of  them,  every 
person  so  offending  shnll  for  every  such  offence  forfeit  any  sum  not  exceeding  40*.  nor  less  than  lOs, 

That  all  and  every  the  rules,  orders,  and  ordinances  made  by  the  Court  of  Mayor  and  Aldermen, 
on  the  2&th  day  of  September,  1792,  and  on  the  29th  day  of  NoTember,  1831,  and  also  on  the  2n4 
day  of  July,  1839,  for  the  governing  and  regulating  all  persona  who  shall  drive  any  cattle,  sheep, 
calves,  or  lambs  within  the  cities  of  London  and  Westminster  and  liberties  thereof,  and  the  Bills  of 
Mortality,  except  as  they  are  hereby  altered  and  amended,  shall  remain  in  full  finrce  and  effect. 

Mbrbwbthbe. 

An  Abstract  of  the  RiUiSs,  Obdbrs,  and  Rboui^ations  for  the  better  Regulation  and  Government  of 

SMirHPiBU>  Mabkbt. 

That  every  salesman,  grazier,  or  other  person 'who  shall  require  accommodation  in  Smithfield  market 
shall,  the  evening  previous  to  each  market  day,  give  to  the  collector  of  the  market  notice  in  writing  of 
the  number  of  cattle,  sheep,  lambs,  calves,  or  pigs  for  which  such  salesman,  grazier,  or  other  person 
shall  require  accemmodatton,  and  the  extent  of  rail  or  the  number  of  pens  he  may  be  desirous  of 
having  appropriated  to  his  use. 

That  all  calves  or  pigs  exposed  or  offered  for  sale  in  the  market  shall  be  tied  up  or  penned  in  that 
part  of  the  market  only  which  is  set  apart  for  that  purpose. 

That  all  cattle,  sheep,  lambs,  calves,  or  pigs  which  shall  be  tied  up,  penned,  or  otherwise  placed  in 
the  market  contrary  to  the  directions  of  the  collector,  shall  be  forthwith  removed. 

That  no  cattle,  sheep,  lambs,  calves,  or  pigs  shall  stand  upon  or  be  driven  along  any  of  the  ffag  foot- 
ways in  any  part  of  the  market,  Except  so  far  only  as  may  be  absolutely  necessary  in  driving  the  same 
direct  to  or  from  any  pen  or  pens  appropriated  for  the  sale  thereof  opening  into  or  upon  any  such  foot- 
way. 

That  no  cattle,  sheep,  lambs,  calves,  or  pigs  shall  be  driven  into,  through,  or  along  any  avenue  or 
space  within  the  market  appropriated  for  the  sale  of  cattle,  except  such  cattle  shall  be  driven  into  stich 
avenue  or  space  by  direction  of  the  collector,  for  the  purpose  of  aale,  or  shall  be  driven  therefrom  afler 
having  been  purchased. 

That  no  cattle  shall  stand  or  be  offered  or  exposed  for  sale  in  any  off-drove  or  ring-drove  in  that 
part  of  the  market  extending  from  King-street  to  Long  lane,  thence  to  Duke-street  round  to  Giltspur- 
street,  but  that  the  space  withhi  such  limits  shall  be  kept  as  a  clear  and  open  way  for  all  cattle,  sheep, 
lambs,  calves,  and  pigs  to  be  driven  into  and  fiut*of  the  market 

That  no  drover  or  other  person  shall  detain  any  sheep  or  lambs  in  any  of  the  alleys  or  avenues 
between  the  sheep  pens  within  the  market  afler  such  sheep  or  lambs  shall  have  been  sold,  but  all  sheep 
and  lambs  when  sold  and  delivered  to  the  charge  of  any  drover  shall  be  immediately  driven  out  of  the 
market. 

That  all  horses,  mares,  geldings,  mules,  and  asses,  which  shall  be  offered  or  exposed  for  sale  in  the 
market,  shall  be  placed  in  the  centre  avenues  thereof,  and  that  no  horse,  mare,  gelding,  mule,  or  ass 
shall  be  tied  to  or  exposed,  or  offered  for  sale  in  any  other  fiart  of  the  market ;  and  the  tolls  and  dues 
payable  in  respect  of  such  horses,  mares,  geldings,  mules,  and  asses  shall  be  paid  to  the  collector  prior 
to  any  of  such  horses,  mares,  geldings,  mules,  or  asses  being  admitted  into  the  said  avenues  ;  and,  for 
the  better  protection  of  the  public  from  dangerous  obstructions  and  accidents,  it  is  ordered,  that  tem<^ 
porary  barriers  be  placed  acioss  the  ends  of  the  said  avenues. 

That  no  cart  or  carriage  of  any  kind,  nor  any  part  or  portion  of  any  cart  or  carriage,  nor  any  old 
harness,  old  iron,  or  any  other  article  or  thing  of  a  like  description  shall  he  laid  down,  hung  up,  or 
odierwise  exposed  for  sale  in  any  part  of  the  market. 

WOOBTBOBFB. 
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Appkwdix*  Appendix  B.— Duties  of  the  Collector  of  Newgate  Market. 

To  attend  in  the  market  daily  (Sundays  excepted),  from  5  o'clock  in  the  morning  'till  2  o'clock  in  the 
afiemnon ;  but,  in  addition  on  Saturdays,  from  5  o  clock  in  the  afiernoon  'till  11  o'clock  at  night. 

To  demand,  receive  and  collect  the  several  lolls  and  duties  due  and  payable  for  meat,  poultry  and 
other  proviHions,  the  property  of  non-freemen,  brought  into  the  said  market  for  sale ;  and  on  every 
Ssturday  to  collect  and  receive  the  several  weeldy  rents  payable  for  shops,  stalls  and  Ktandings. 

To  make  out  and  deliver,  on  Tuesday  in  every  vreek,  to  the  Comptroller  of  the  Chamber,  a  deai 
and  distinct  account  in  writing  of  all  and  every  sums  and  sum  of  money  received  and  collected  up  to, 
and  including  the  Saturdfty  next  preceding,  distinguishing  therein  the  weekly  renu  of  shops,  stalls, 
and  standings  from  the  tolls  and  duties,  and  annex  to  every  such  account  a  list  of  the  arrears  then 
due  to  the  City ;  and  to  pay  into  the  Chamber,  on  or  before  Thursday  in  every  week,  the  amount  ot 
the  collection,  deducting  therefrom  the  weekly  payments  authorized  by  the  Markets  Committee. 

To  prevent  the  projection  of  all  stall-boards,  hampers,  baskets  and  other  encroachments, and  remove 
all  obstructons  from  the  passages  into  and  across  the  market. 

To  use  all  the  means  in  his  power  to  prevent  quarrels,  and,  with  the  assistance  of  the  constables  of 
the  market,  to  quell  all  disorders  therein,  and  cause  offenders  to  be  taken  before  a  magistrate. 

To  seize  all  unwholesome  meat,  poultry,  and  other  provisions  under  the  deputation  from  the  Lord 
Mayor,  to  be  obtained  yearly  for  the  purpose ;  and  afterwards  to  destroy  such  meat,  poultry,  and 
other  provisions  according  to  law. 

To  give  notice  from  time  to  time  to  the  Commissioners  of  Sewers  of  any  want  of  cleansing  of  the 
said  market,  and  to  attend  the  said  Commissioners  upon  the  comp  aint  being  heard. 

To  verify  his  accounts  by  declaration  before  the  Lord  Mayor,  or  one  of  the  aldermen  of  thk  City 
once  in  every  year,  or  oflener  if  required. 

To  give  information  to  the  Markets  Committee  of  all  shops,  stalls,  and  rails,  from  time  to  time, 
which  shall  become  vacant,  in  order  to  Uie  reletting  thereof;  and  to  affix  notice-boards  upon  the 
said  shops,  stalls,  and  rails  for  reletting  the  same,  and  to  attend  the  said  Committee,  from  time  to 
time,  upon  the  reletting  thereof,  and  upon  all  other  occasions  when  required. 

To  enforce  the  general  orders  made  or  to  be  made  for  the  due  regulation  of  the  market,  and  gene- 
rally to  do,  perform  and  execute,  whatever  shall  be  necessary  or  ht  directed  by  the  Markets  Com- 
mittee ill  relation  thereto,  and  the  due  and  punctual  collection  of  the  rents  and  tolls  therein,  and  the 
management  thereof. 

Appendix  C. — Duties  of  Collector  of  the  Poultry  Market,  Leadenhall. 

To  attend  daily  (Sundays  excepted)  in  the  poultry  market  during  the  market  hours,  and  demand, 
receive  and  collect,  for  the  use  of  the  Corporation,  the  several  tolls  and  duties  due  and  payable  for 
poultry,  &c.,  the  property  of  non-freemen,  brought  into  and  exposed  for  sale  in  the  said  market;  and 
on  every  Saturday  to  collect  and  receive  for  the  use  of  the  Corporation,  the  several  weekly  rents 
payable  for  shops,  stalls,  and  standings. 

To  make  out  and  deliver,  on  Tuesday  in  every  week,  to  the  Comptroller  of  the  Chamber  of  this 
City,  a  clear  and  distinct  account,  in  writing,  of  all  and  every  sum  and  sums  of  money  received  and 
collected,  up  to  and  including  the  Saturday  next  preceding,  distinguisliing  therein  the  weekly  rents  of 
shops,  stalls,  and  standings  from  the  tolls  and  duties,  and  annex  to  every  such  account  a  list  of  the 
arrears  then  due  to  the  City,  and  pay  into  the  Chamber  on  or  before  Thursday  in  every  week  the 
amount  of  the  collection. 

To  prevent  the  projection  of  all  stall-boards,  hampers,  baskets  and  other  encroachments,  and  remove 
all  obstructions  from  the  passages  in  and  across  the  market. 

.  To  use  all  the  means  m  his  power  to  prevent  quarrels,  and,  with  the  assistance  of  the  constable  of 
the  market,  to  quell  all  disorders  therein,  and  cause  offenders  to  be  taken  before  a  magistrate. 

To  seize  all  unwholesome  poultry,  &e.,  under  the  deputation  from  the  Lord  Mayor,  to  he  yearly 
obtained  for  the  purpose,  and  afterwards  to  destroy  the  same  according  to  law. 

To  give  notice  from  time  to  time  to  the  Commissioners  of  Sewers  of  any  want  of  cleansing  the 
said  market,  and  to  attend  the  said  Commissioners  upon  the  complaint  being  heard. 

To  verify  his  accounts  upon  oath  before  the  Lord  Mayor,  or  one  of  the  aldermen  of  this  City,  once  in 
every  year,  or  ofteuer  if  requited. 

To  give  information  to  the  Markets  Committee  of  all  shops  or  stalls,  from  time  to  time,  which 
shall  become  vacant,  in  order  to  the  reletting  of  the  same,  and  to  attend  the  Committee  from  time  to 
time,  upon  the  reletting  thereof,  and  upon  all  other  occasions  when  required,  and  generally  to  do, 
perform,  and  execute  whatever  shall  be  necessary,  and  directed  by  the  said  Committee  in  relation  to 
the  said  market,  and  the  due  and  regular  collection  of  the  said  tolls  and  the  management  thereof. 

Appendix  D. — Duties  of  the  Clerk  of  the  Wholesale  Meat-Market  at  Leadenhall. 

To  attend  daily  (Sundays  excepted)  in  the  wholesale  or  beef-market  during  the  market  hours,  and 
demand,  receive,  and  collect  for  the  use  of  the  City  the  several  tolls  and  duties  due  and  payable  for 
beef,  veal,  pork,  mutton,  and  lamb,  the  property  of  uon-fireemen  brought  into  and  exposed  for  sale  in 
the  said  market,  and  on  every  Saturday  to  collect  and  receive  for  the  use  of  the  City  the  several 
weekly  rents  pavable  for  hanging  rails  in  the  said  wholesale  market,  and  for  shops,  stalls,  and  stand- 
ings in  the  retail  meat  market;  and  on  Tuesday  in  every  week,  to  make  out  and  deliver  to  the  Com- 
troJler  of  the  Chamber  of  this  City  a  clear  and  distinct  account  in  writing  of  all  and  every  sum  and 
sums  of  money  received  and  collected  up  to  and  including  the  Saturday  next  preceeding,  distinguishing 
therein  the  weekly  rents  of  shops,  stalls,  standmgs,  and  hanging-rails,  from  the  tolls  and  duties,  and 
annex  to  every  such  account  a  list  of  the  arrears  then  due  to  the  City,  and  to  pay  into  the  Chamber 
on  or  before  Thursilay  in  every  week  the  amount  of  the  collection,  deducting  therefrom  the  amount 
of  the  constable's  salary  only. 

To  take  care  of  the  beam,  weights,  and  scales,  and  other  fixtures  and  materials  belonging  to  the 
City  within  the  said  market. 

To  prevent  the  projection  of  all  stalNboards,  and  other  encroachments,  and  remove  all  obstructions 
from  the  passages  into  and  across  the  market,  and  use  all  the  means  in  his  power  to  prevent  quarrels, 
and,  with  the  assistance  of  the  constable  of  the  market,  to  quell  all  disorders  therein,  and  to  take  the 
offenders  before  a  magistrate,  to  seize  all  unwholesome  meat,  &c.,  under  the  deputation  from  the  Lord 
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Mayor,  to  be  obtained  yearly  for  tbe  purpose,  and  afterwards  to  destroy  such  meat,  &c.,  according         Appxnoix. 
to  law.  ,  — — 

Once  in  every  year,  or  oflener  if  required,  to  vertfy  his  account  upon  oath  before  tlie  Lord  Mayor, 
or  one  of  the  aldermen  of  this  City,  and  to  give  information  to  the  Markets  Committee  of  all  shops, 
stalls,  or  hanging- rails  from  time  to  time  which  become  unoccupied,  in  order  to  the  reletting  tbe  same, 
and  to  attend  the  said  Committee  from  time  to  time  upon  the  reletting  thereof,  and  upon  all  other 
occasions  when  required,  and  generally  to  do,  perform,  and  execute  whatever  shall  be  necessary  and 
directed  hy  the  said  Committee  in  relation  to  the  said  market,  and  the  due  and  regular  collection  of 
the  said  tolls  and  duties  and  the  management  thereof. 

Appendix  £.— Acts  of  Parliament  relative  to  Smitbfield  Market. 

^  -f  °J*  n  Z!*"i'  ^^  ^"^'  \  Regulations  for  the  sale  of  horses  in  fairs  and  markets, 
cup.  «,  sec.  1    •     •     •     •  j 

Sec.  2       ••••••  As  to  ownership  of  stolen  horses. 

Sec«  4       ••••••  Fee  where  no  toll  is  payable. 

Si  Eliz.  cap.  12,  sec.  1.  •     •  Further  regulations  for  the  sale  of  horses  in  fairs  and  markets. 

Sec.  3 Owner  may  redeem  a  stolen  horse. 

22  and  23  Chas.  II.,  cap.  19,)  To  prevent  frauds  in  the  buying  and  selling  of  cattle  in  Smitbfield 
expired       •••••)       and  elsewhere. 

^!!i'oft?t7'  ^'  ^'  }  Welghtofatonofhay. 
cap.  88,  lec.  lo      .     .     .  j         ^  ' 

81  Q«o.  II.,  cap.  40,  repealed)  .  .„  ,   ,  ..^^ 

86  Geo. III., cap.  88. seel}         ••        '»  hay ""d  •*"". 

'*  ^'^'  'fiLi  wlo^n  J  nr^l  Salesmen,  &c.,  employed  to  buy  and  sell  cattle  for  others  aie  not  to 
not^repealedby  12  Geo.  III.,J      ^^^  ^^  ^„  ^^  ^^^/^„^  ^^^^ 

r  Court  of  Aldermen  not  to  abridge  the  time  for  keeping  open  Smith- 

21  Greo.  in.,  cap.  67,  sec.  5  <       field  market  (12  at  night  till  3  in  the  afternoon),  but  may  enlarge 

I      the  time.  , 

36  Gko.  III.,  cap.  86      •     •     An  Act  to  regulate  the  buying  and  selling  of  hay  and  straw. 

^^  ^  I  No  hay  or  straw  to  be  sold  in  any  market  or  place  in  London  or 

^^*  \      Westminster  except  in  trusses. 

Sec.  3 Weight  of  trusses. 

f  Register  to  be  kept  in  markets  for  entering  sates  of  hay  lind  straw  in 
Sec  10 \       London  to  be  kept  by  the  Registrar  appointed  by  the  Court  of 

{      Common  Council. 

^     .  Q  i  Scales  and  weights  to  be  kept  at  tbe  Clerk  of  the  Markets  Office,  and 

^^'^^ ;\      at  watch-houses. 

Sec  15 Market  hours. 

II.  Newgate  Market. 

annu     TT  11 tti  i  Market-place  within  Newgate  to  be  granted  to  the  City  by  lease  or 

22  Chas.  n..  cap.  11,  sec.  61  {      otherwise.  »  6 

III.  LeadenhaU  Market. 

14  Chas.  II.,  cap.  11,  sec.  63,] 

repealed  48  Geo.  III.,  cap.V  Red-tanned  leather  to  be  bought  in  fairs  or  markets  only. 

60,  sec.  2 J 

14  Chas.  II.,  cap.  7,  sec  8   .     Leadenhall  market  to  be  kept  on  Tuesday. 

8  and  9  Wm,  lU.,  cap.  21,1  ^^^^^^  ^^^  ^^  ^  s^lj  otherwise  than  in  open  market  or  fair.  ' 

sec.  11,  13       •     •     •     .)  ^ 

Aa  r^      Tf  T  ff  1  ool  AH  hides  and  calf-skins  flayed  within  five  miles  of  the  Royal  Exchange, 

48  Geo.  m.,  cap.  71,  sec.  Z2|      ^  y^^  brought  to  Leadenhall  market  for  inspection. 

11  Geo  rV.,  and  1  Wm.  IV.,)  j^^tj^g  ^^^  restrictions  on  the  manufacture  of  leather  repealed. 

cap.  15.  ) 

A  copy  of  the  rules  and  regulations  as  specified  in  the  duties  of  the  collectors  of  Newgate  and 
Lcttdenhall  markets  accompany  this  Report. 


Dated  this  9th  day  of  January,  1850. 


Hbm&t  Alworth  Mbrbwbthbr,  Toum  Clerk. 
Thomas  Saundbrs,  ComptroUer. 
E.  TraaBLL,  Remembrancer, 
Charlbs  Pbarson,  CUy  Solicitor. 
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4.  Letter  from 
Metirs.  Chaplin  & 
Home,  25th  March 
1850. 
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3.  Letters  from  the  Clerk  of  Smithfield  Market*— Sale  of  Calves*  Pigs*  and  Horses*— and  of 

Hay  and  Straw. 

Sir*  SmUhfiM  Market,  Wh  Febmary  1830. 

In  reply  to  the  request  of  the  Royal  Commission  on  the  subject  of  Smithfield  Market, 
I  consider  that  141^480  should  be  deducted  from  the  number  of  sheep  returned  by  the 
Chamberlain  as  offered  for  sale  in  the  year  1848*  in  Smithfield  Market.  The  number  of 
sheep  sold  from  the  3rd  of  January  to  29th  December  1848,  according  io  that  calculation*  will 
be  1,291*770. 

The  number  of  calves  and  pigs  are  not  included  in  the  Chamberlain's  returns. 
The  number  of  calves  sold  was  28*856.     It  is  an  unusual  occurrenee  for  calves  to  be  turned 
out  of  the  market  unsold. 

The  number  of  pigs  offered  for  sale  was  32,351.     I  estimate  the  number  sold  27»350. 

I  am*  &c. 
Mr.  Sand.  Redgrave^  William  Shank* 

Secretary  of  State's  Office.  Clerk  of  Smiif^idd  Market. 

Sir*  Smithfield  Market,  23rd  February  1850. 

I  HATE  the  honour  of  furnishing*  for  the  information  of  the  Smithfield  Market  Com- 
missioners* an  account  of  the  quantities  of  hay  and  straw  sold  in  Smithfield  Maricet  in  the 
year  1848 ;  also  of  the  number  of  horses  exposed  for  sale.  No  account  is  kept  of  the  number 
actually  sold.  There  were  16,537  loads  of  hay*  and  1*751  of  straw*  sold  in  the  year  1848; 
and  12*867  horses  exposed  for  sale. 

lam*  Ac 
Your  most  obedient  servant* 
Mr.  Sand.  Redgrave,  William  Shank* 

Home  Office.  Clerk  of  Smithfield  Market. 


4.  Letter  from  Messrs.  Chaplin  and  Horne* — ^Account  of  their  Meat  deliveries  in  London. 

Sir,  Hambro*  Wharf,  25th  March  1850. 

We  have  taken  the  up  meat  traflSc  into  the  meat  markets  out  for  the  past  year*  and  it 
appears  that  we  have  had  passed  through  our  hands  about  60  tons  per  week,  or  10  tons  per 
day  average  from  the  north ;  besides  this  we  have  had  about  30  tons  of  butter  also  per  week. 
But  for  last  January  and  February  we  had  865  tons  of  meat*  equal  to  100  tons  per  week* 
having  an  increasing  traffic  from  Scotland.  This  is  exclusive  of  30  tons  per  week,  of  butter. 
We  may  also  add  that  we  have  small  quantities  off  the  Eastern  Counties  and  the  South 
Western  Railways,  of  meat. 

We  are*  &c. 

5.  Redgrave^  Esq.  Secretary.  Chaplin  and  Hornb. 


5.  Letter  from 
(the Clerk,)  Mr.' 
Daw,  ISth  March 

1850. 


5.  Lbtter  from  (the  Clerk*)  Mr.  Daw,  enclosing  Resolutions  of  a  Court  of  Assistants  of  the 

Butchers*  Company. 

Sir,  Butchers'  Hally  Eastcheap,  16/A  March  1850. 

I  AM  directed  by  the  Master  Wardens  and  Court  of  Assistants  of  the  Worshipful  Com- 
pany of  Butchers  to  transmit  to  you  the  enclosed  Resolutions*  which  they  have  agreed  to  in 
consequence  of  their  attention  having  been  called  by  many  members  of  the  trade  to  the  exa- 
mination before  the  Royal  Commission  of  evidence  upon  the  question  of  the  locality  of  Smith- 
field  Market  as  a  cattle  market ;  and  which  I  am  directed  to  request  you  will  be  good  enough 
to  lay  before  that  Commission  at  their  next  meeting. 

I  have*  &c.,  ^ 

Samuel  Redgrave,  Esq.,  Secretary.  Joseph  Daw*  Clerk. 

At  a  Coort  of  Assistants  of  the  Compant  of  Butchers,  held  at  the  Hall*  Friday* 

16th  March  1850. 

Richard  Cooper*  Esq.,  Master,  in  the  Chair. 

It  was  moved*  seconded,  and  resolved  unanimously — 

That  this  Court  having  attentively  considered  the  subject  of  Smithfield  Market  as  con- 
nected with  its  enlargement  or  removal*  are  satisfied  that  the  best  interests  of  all  parties  con- 
nected with  the  said  market,  whether  as  graziers,  salesmen*  or  butchers,  are  and  will  be  most 
essentially  protected  by  retaining  it  in  its  present  locality. 

That  this  Court*  from  practical  experience,  are  of  opinion  that  the  removal  of  Smithfield 
Market  to  any  distance  from  its  present  site  would  occasion  great  inconvenience  to  all  parties 
using  and  frequenting  the  same — would  materially  add  to  their  expenses*  and  necessarily 
tend  to  increase  public  inconvenience  and  obstructions  in  the  streets. 

That  it  is  highly  satisfactory  to  this  Court  to  be  informed  that  the  Corporation  of  London, 
representing  the  commercial  body  of  this  ancient  city,  are  disposed  to  enlarge  the  present 
market  to  any  extent  which  may  be  required*  so  as  to  retain  witnin  its  limits  this  important 
branch  of  the  trade  of  the  metropolis. 

Signed  by  Order  of  the  Court,  and  sealed  with  the  Common  Seal  of  the  Company, 

Richard  Cooper*  Master. 

London  :<»Printed  by  W.  Clowxs  and  Sons,  Stamford-street. 
For  Her  M^esty's  Stationery  Offioe. 
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